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TRAFFIC EDUCATIONAL PROGRAM 


It was Theodore Roosevelt who said: “Every man 
owes something of his time to the upbuilding of the 
profession to which he belongs.” He may have said 
more important or more weighty things but he never 
said anything more true or sound. Not only is the 
statement sound from an altruistic point of view, but it 
is so from the selfish point of view, for no one can con- 
tribute to the upbuilding of his profession without 
receiving himself, indirectly and even directly, some 
actual profit from that upbuilding. This actual benefit 
from the putting into practice of an altruistic idea is as 
susceptible of proof in this matter as it is with respect 
.to the motto, “honesty is the best policy,” or the slogan, 
“he profits most who serves best.” 


The traffic clubs of the country, therefore, ought to 


be pleased with the action of their delegates at the con- 


vention of the Associated Traffic Clubs of America at 
Dallas last week in deciding to appoint a committee to 
work out a program for the purpose of educating the 
business man and the railroads to the importance of 
employing capable traffic men and educating men who 
go into the traffic business to the importance and dig- 
nity of their profession and of fitting themselves prop- 
erly for it. Anyone familiar with the situation knows 
that such education is needed and we know of no agency 
that could more properly undertake such a program than 
the traffic clubs of the country, composed, as they are, 
chiefly of traffic men and led, in most cases, by capable 
men who take a high view of their profession and realize 
the need for a better appreciation of its value to business. 

Not only is the proposed work worthy of an organ- 
ization of this sort on its merits, but it will be of prac- 
tical benefit to the association, as such, as a means of 
showing those clubs that have not hitherto been much 
interested in the kind of work done by the association 
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may well join, and as a means of affording an added in- 
terest to those clubs that are already active in the na- 
tional organization. Here is something tangible that 
they may see and understand and that will be of specific 
benefit to their members. 


Much depends, of course, on the kind of committee 
that is appointed, the program it works out, and the dili- 
gence and enthusiasm with which that program is put 
into effect. The suggestion is twofold. First, it has to 
do with the employers, or those who should be employ- 
ers, of traffic men, and, second, with the traffic men 
themselves. As to the first, many plans will suggest 
themselves. The most obvious is to educate business 
men by means of articles and paid advertisements in 
newspapers and magazines that reach them. The paid 
advertising would cost money and might, therefore, be 
beyond .the means of the association. But there is no 
reason why it cannot procure the publication in many 
newspapers and periodicals of well considered articles 
dealing with the subject of traffic and directed toward 
informing the business man of the importance of an ade- 
quate traffic department in charge of a competent man- 
ager. Then it is possible to arrange for addresses before 
chambers of commerce and other business bodies, such 
as executives’ clubs and trade associations. The traffic 
clubs might draw up a form for such addresses, contain- 
ing all the important points but, of course, leaving to 
the particular speaker the choice as to his methods of 
presenting them. Traffic clubs might arrange joint meet- 
ings with other groups of business men such as account- 
ants, purchasing agents, sales managers, and the like, 
with a view to discussing the inter-dependence of the 
two branches and the importance of traffic. To these 
meetings executives might be invited and many of them 
would come. There is no end to the things that might 
be done. Many of them would contribute not only to 
the educational object in view but also to solving the 
‘problem of club programs that vexes so many clubs. 
These meetings could be made interesting as well as in- 
structive,.and the instruction would not be confined en- 
tirely to those- whom it was desired to convert or 
convince. 

The second phase of the suggestion has to do with 
the traffic men themselves. ~The program should be so 
constructed as to be helpful to those who are at present 
holding traffic positions of more or less importance. 
Many of them are not what they should be in many 
respects. Ideals should be set for them and they should 
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be helped to attain those ideals. Also, help should be 
extended to the younger men who are holding minor 
positions and to those who do not yet hold any positions 
put who are planning to make traffic their work. Traffic 
clubs can sponsor and help traffic classes such as are 
conducted by the Y. M. C. A. and other agencies. 
They can conduct forums of their own to which 
the younger men might be invited. They can 
help in many ways, both in advice and practical aid, 
the traffic man who wishes to rise. They might even 
conduct something like employment agencies for men 
seeking to enter traffic or men seeking better positions. 
There is‘no end here also to the things that will suggest 
themselves to traffic clubs to which a program of this 
kind is proposed. The program would not, by any 
means, have to be restricted to industrial traffic: men, 
though, perhaps, the need and opporunity are more ap- 
parent in this field. But the railroad executive is also 
interested in having good men to select from in choosing 
his traffic force and he is interested in having capable 
men to deal with on the other side of the fence. 

The traffic clubs could do nothing more valuable to 
their members and more constructive from the public 
point of view than to adopt an educational program along 
the lines suggested. 


A TRANSPORTATION CRISIS 

To those who are familiar with present conditions 
and the apparent trend of thought, it will not seem too 
strong a statement to say that we are approaching some- 
thing very much like a transportation crisis in this coun- 
try. We have reference to the growth of the intercoastal 
steamship business at the expense of the railroads, the 
demand for waterway development on a large scale, and 
the great increase in the business of common carriage of 
freight and passengers by motor bus and truck. To 
many, these developments seem indications of’ progress 
rather than causes for alarm—and they are, if they are 
handled right, before it is too late. But it is imperative 
that a sensible business policy be laid down at once with 
respect to them or the transportation situation may get 
out of hand. 

We take it that those whose information is adequate 
and whose opinion is worth anything admit that, what- 
ever may develop with respect to other agencies of trans- 
portation, we shall always have to depend chiefly in this 
country on our railroads to move the bulk of our com- 
merce. At least, this is the probability so far as any- 
thing that is known or may be foreseen now is con- 
cerned. It follows, then, that our policy toward our 
railroads must be sane and constructive. They must be 
permitted to make money, not only out of considerations 
of fairness, but that capital may continue to invest in 
them and that they may expand to meet the increasing 
needs of commerce and the development of the country 
and to handle efficiently the business offered to them. 
Such a condition, with respect to the railroads, is essen- 
tial to business prosperity. This is recognized by the 
present law, under which the Commission has fixed at 
five and three-quarters per cent on their valuation the ade- 
quate return to which the railroads are entitled. Of 
course, while that law is on the statute books, it offers a 
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legal obstacle to many things that are proposed, and 
they may be opposed on that ground; but we do not 
wish to offer on that basis what we have to say, for the 
law is one that might be changed. We are speaking 


. solely of the economic situation that the law was in- 


tended to meet and that would exist, law or no law. 

What is to become of the railroads and those who 
must use them if some of the things now being done are 
continued and some others proposed become actualities? 
Take, first, the matter of inland waterway development, 
now being proposed on an elaborate scale and advocated 
on that scale by some of our most prominent statesmen 
as a means of reducing freight costs and increasing 
transportation facilities. As we have said repeatedly, 
waterway development is perfectly proper where there 
is a legitimate commercial demand for it, but the de- 
mand, in many cases, has not been satisfactorily demon- 
strated. The situation needs to be de-bunked. The de- 
mands are made by those who would profit by a particu- 
lar improvement, in the way of added facilities and 
reduced rates, with no regard for the rights of others or 
the effect on them. Even where there is a legitimate 
demand, it ought not to be satisfied without first putting 
waterway transportation on a business basis—compelling 
waterway operators to pay for the right to. use the 
streams improved for their use by public money and 
compelling them also to submit to regulation of their 
rates and practices in the same way that their rail competi- 
tors are forced to submit. Anything else is unfair and 
unbusinesslike. Anything else will have the effect of 
either driving the railroads out of the competitive busi- 
ness or of lowering their rates so as to retain some of it. 
In either case, rail rates would have to be increased else- 
where if the railroads were to continue to earn an ade- 
quate revenue—and we are assuming that good public 
policy requires that they should earn an adequate rev- 
enue. This would disturb commercial relations and put 
an unfair burden on business men disadvantageously 
located. If rail rate increases were not allowed in non- 
competitive territory, there would be unfairness to the 
railroads and a blow to commerce generally through the 
failing of rail service as a natural consequence of poverty. 
The only way to deal-with this situation fairly and with 
business sense is to set up now a policy requiring that a 
waterway, developed and maintained with the money of 
the.taxpayers, shall only be so developed and maintained 
after there has been established a legitimate commercial 
demand for it—that is, that it would be used for the 
transportation of a substantial volume of commerce—and 
that operators using it must pay a proper price for the 
privilege. Then the Interstate Commerce Commission 
should be entrusted with the power to establish proper 
differentials as between rail and water rates and to dis- 
charge sensibly and wisely its function of fostering both 
rail and water transportation. 

The same situation prevails with respect to inter- 
coastal steamship competition with the railroads. The 
railroads are being deprived of transcontinental business 
because the steamships can and do make lower rates. 
The railroads are not even permitted to meet this com- 
petition by fourth section permission. Yet the steam- 
ships use the Panama Canal—which is the thing that 
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makes their competition possible, and which was built 
at the expense of all the taxpayers—at a cost that is by 
no means commensurate with its value to them. Here, 
too, a definite policy should be set up. The railroads 
should be permitted to violate the fourth section in order 
to meet steamship competition in transcontinental buti- 
ness, and the boats should pay enough for the privilege 
of using the Panama Canal to equalize somewhat the 
conditions in railroad and steamship transportation to 
and from the Pacific coast. There should be regulation 
also of steamship rates, if that can be brought about, by 
the same body that regulates rail rates. Why should 
the steamships be allowed to come into the field and, 
simply because our policy permits them to operate with- 
out some of the expenses and restrictions that are en- 
countered by the railroads, make off with a large share 
of the business? The result of this policy, if it is con- 
tinued, must be to increase freight rates in non-competi- 
tive territory and the shippers who cannot use steam- 
ships and who are not shipping transcontinentally must 
pay the bill, while their more fortunate brothers profit 
by that fact and the other fact that the poor old taxpayer 
is also being bilked for their benefit. 

Somewhat the same situation applies to the common 
carriage of freight and passengers by motor vehicles. 
The motor carriers must be regulated and made to pay 
for their use of the highways. If they are not, then, to 
the extent that the railroads lose business to them, ship- 
pers who cannot benefit from them must pay increased 
rates. 

We allow for human selfishness and disregard for 
the rights of others when there is profit to be gained, 
but it is passing strange to us that all who desire to look 
at this transportation situation fairly and who are not 
- after some special benefit for themselves cannot see this 
matter as we see it. This applies especially to men like 
Herbert Hoover, who are supposed to have only the 
public good at heart and whose ability is unquestioned. 
We can only suppose that their failure to see is due to 
failure to investigate and study. They deal with too 
many things to know much about any of them and they 
speak, sometimes, without due thought. We hope they 
and all of us may come to see the urgent necessity for 
the adoption of a sane public policy which shall take into 
consideration all our agencies of transportation, present 
and proposed, co-ordinate them, one with the other, and 


regulate their rates and practices with the general good 
in mind. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 10 totaled 
929,506 cars, according to reports filed by the carriers with the 
car service division of the American Railway Association. This 
was an increase of 11,106 cars, compared with the corresponding 
week last year, and 48,569 cars over the corresponding week in 
1924. Compared with the preceding week, the total for the week 
ended on April 10 also was an increase of 1,414 cars, increases 
being reported in the total loading of all commodities except 
grain and grain products, coke and miscellaneous freight. 

Loading by districts the week ended April 10 and for the 
corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 8,359 and 6,417; live 
stock, 2,448 and 2,430; coal, 42,303 and 37,306; coke, 3,213 and 2,192; 
forest Products, 5,022. and 5,088; ore 1,901 and 1,814; merchandise, 

L. C. L., 74,810 and 73,999; miscellaneous, 89,631 and 90, 965; total, 1926, 
227, Gat: "1925, 220,211; ‘1924, 217,890. 

Allegheny district: Grain and grain products, 2,484 and 2,553; live 
stock, 2,030 and 1,803; coal, 40,831 and 37,425; coke, 5,913 and 6,772 
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— products, 3,132 and 3,290; ore, 4,521 and 4,241; 
Cc. L., 55,094 and 53,854; miscellaneous, 77,892 and 82,221; total, 
1926, 191, 897; 1925, 191, 159; 1924, 187,427. 
Pocahontas district: Grain and grain products, 201 and 202; live 
stock, 56 and 74; coal, 32,077 and 29,814; coke, 457 and 438; forest prod- 


merchandise, 


ucts, 1,734 and 1,940; ore, 89 and 64; merchandise, L. C. L., 7,662 and 
ane 5,274 and 5,088; total, 1926, 47,550; 1925, 44,924; 

Southern district: Grain and grain products, 3,743 and 3,258; live 
stock, 1,625 and 1,592; coal, 23,431 and 17,211; coke, 871 and 1, 054: for- 
est products, 21, 712 and 25, 096; ore, 1,543 and 1, 540; merchandise, L. 
Cc. L., 41,031 and 41,662; miscellaneous, 60,092 and 62, 681; total, 1926, 
154, 048; 1925, 154,094; 1924, 136,057. 

Northwestern district: Grain and grain products, 8,474 and 7,539; 
live stock, 7,233 and 6,709; coal, 5,776 and 3,466; coke, 1, 735 and 1,409; 
ry roducts, 22, 029 and 22, 044; ore, 954 and 2,705; merchandise, 

Cc. L., 33,444 and 31,576; miscellaneous, 33,797 and 38,606; total, 
1526. 113,442; 1925, 114, 054; 1924, 113,566. 
Central Western district; Grain and grain products, 8,353 and 
7,242; live stock, 9,562 and 9,830; coal, 14,773 and 10,174; coke, 308 
and 289; — products, 11, 152 and 10, 620; ore, 3,775 and 3 ,658; mer- 
chandise Cc. L., 35,545 and 35,352; miscellancous, 40,879 and 44,804; 
total, isk6 124, 347; 1925, 121, S63, "1924, 129,328. 

Southwestern district: Grain and. grain products, 4,278 and 3,954; 
live stock, 1,947 and 3,078; coal, 4,706 and 3,611; coke, 192 and 142; 
“ products, 9,061 and 10, 471; ore, 665 and 580; merchandise, L. 
C. L., 17,362 and 17, 404; miscellaneous, 32,324 and 32, 749; total, 1926, 
70, 5353 1925, 71,989; 1924, 61,313. 

Total, all roads: Grain and grain products, 35,892 and 31,165; live 
stock, 24,901 and 25,516; coal, 163,897 and 139,007; coke, 12,689 and 
11,296; forest products, is, iy and 78, 549; ore, 13, 448 and 14,602; mer- 
chandise, L. L., 264, and 261, 151; miscellaneous, 339,889 and 
357,114; total, S26, "929, S06: 1925, 918, 400; 1924, 880,937. 


Loading of revenue freight this year, compared with the 
two previous years, follows: 


1926 1925 1924 
Five weeks in January.............. 4,432,010 4,456,949 4,294,270 
Four weeks in February............ 3,676,449 3,623,047 3,631,819 
Four weeks in March............e.. 3,877,139 ,702,413 3,661,922 
Week ended April 3rd.............. 28,092 923,400 861,990 
Week ended April 10th............. 929,506 918, 400 880, 937 
EEEGE cand bbdoscawenet> eae wanna 13,843,196 13,624,209 13,330,938 


DALLAS EXTENSION CASE 


The Trafic World Washington Bureau 


The Gulf, Colorado & Santa Fe has brought the so-called 
Dallas extension case (Traffic World, March 6, p. 631) to the 
Commission, by applying for a certificate of public convenience 
and necessity. The application is for permission to extend its 
line from Hale Tex., near Dallas, to the plant of the Texas Port- 
land Cement Company, a distance of eight miles. Construction 
of the line was stopped, after the Santa Fe, through its applicant 
subsidiary, had spent $118,710.75 for right of way land and other 
construction. The Texas & Pacific sued out an injunction. The 
litigation went to the Supreme Court of the United States, the 
Texas & Pacific winning in the lowest court, the Santa Fe in 
the circuit court of appeals and the Texas & Pacific in the court 
of last resort. Associate Justice McReynolds dissented on the 
ground that the matter should first have been taken to the 
Commission. 

Associate Justice Brandeis, author of the court’s opinion, 
said the Hale-Cement line was clearly not a spur in the sense 
in which that word was commonly used within the meaning of 
paragraph 18 of section 1. .Commenting on the fact that the con- 
struction was stopped after much money had been spent on the 
line Mr. Brandeis said the Santa Fe made no publicity concern- 
ing its desire to build a line, continued the purchase of land 
after the Texas & Pacific had protested to both the state and 
federal authorities and made the contract for construction after 
the filing of the suit and proceeded with construction until 
stopped by the injunction. He said it acted at its peril. 

In its application, the Gulf, Colorado & Santa Fe said that 
for the present it intended to use the extension only for switch- 
ing carhoad freight between its main line and industries on the 
proposed extension, the industries consisting of two cement 
plants, three oil refineries and one metal works, with a tonnage 
equal, it said, to that on any 100 miles of line in Texas, giving 
them and such industries as might locate thereon the benefit of 
one-line hauls and cause material reductions in rates from the 
industries to a number of points. 


RAILROAD FUEL COSTS 


Figures tabulated by the National Coal Association from the 
monthly reports of Class I railroads to the Commission, giving 
the quantity and cost of coal used by those railroads in locomo- 
tives in transportation train service during February, show the 
following average cost per ton: Eastern district, $2.69; Southern 
district, $2.21; Western district, $2.91; United States, $2.63. 

Changes from similar averages for the month of January 
are, a 4-cents increase in the Eastern district; 1-cent increase 
in the Southern district; 1-cent decrease in the Western district; 
2-cent increase in the entire country. Compared with February 
a year ago the averages show a decrease in cost of 19 cents per 
ton in the Eastern district; 15 cents per ton in the Southern 
and Western districts, and 18 cents per ton for the United States. 
The term cost as used above represents the invoice price of the 


coal at the mine plus the amount of freight charges paid thereon 
to foreign lines. 
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Current Topics 
in Washington 





The Trend Toward Monopoly.—Some one has said that na- 
tions, like individuals, tend to make the same mistakes over 
and over again. Those who remember the bitter things said by 
opponents of monopolies granted by kings are likely to be 
turning over in their minds the question of how long it will be 
pefore there will be emphatic criticism of the inclination of 
republican governments toward monopolies, especially in trans- 
portation. Government monopolies in tobacco, oil, matches, and 
other things are common in Europe. Turkey has monopolized, 
or is about to monopolize, the liquor traffic, which seems strange 
in a country in which the eighteenth amendment and the 
Volstead law are written in its Holy Book. In California, under 
the auto stage and truck law, the courts appear to have turned 
the right of the subject to use the king’s highway into a rule 
for the granting of monopolies to those who come early and 
apply for the privilege of operating common carrier trucks 
to the exclusion of private carriers operating for a single person, 
natural or artificial, on the theory that, unless a man uses his 
own truck to carry his own goods, he must hire a chartered 
common carrier. He cannot make a contract with the owner 
of a truck to carry his goods for him. The next natural step, 
to those inclined to think that not the best law ever written, 
would be to say that a man’s own employe, standing in the 
relation of servant and master, might not use the highway for 
carrying his master’s goods because the state had chartered a 
common carrier to perform such services for those in need of 
them. The old idea was that the king’s highway was for the 
use of the king’s subjects, those holding themselves to serve 
as common carriers for hire being subject to regulation, without 
thought of compelling a subject either to do his own hauling 
by driving his own conveyance, or, in the alternative, hiring the 
common carrier. The use, by the Commission, of its power to 
permit or to deny the right or privilege of one building a 
railroad or an extension of a railroad, for no reason other than 
that there is a railroad in the neighborhood, physically able, on 
paper, at least, to afford plenty of transportation service, seems 
to indicate an early, complete scrapping of the old saying that 
competition is the life of trade. In the so-called Dallas extension 
case, the Supreme Court of the United States not only upheld 
the theory that the law required the Gulf, Colorado and Santa 
Fe to obtain a certificate from the Commission, but seemed to 
endorse the observations of Associate Justice Brandeis indicating 
that it had reached the conclusion that, as a matter of policy, 
that extension should not be permitted because it would take 
business from the Texas and Pacific. The old theory, in the 
United States, was that if one had the money he was free to 
embark in any sort of btsiness he fancied, except that of carry- 
ing letters and parcels coming under the head of mail. There 
was growling, by those who pinned their faith on the Sherman 
anti-trust law, because, after a combination had been dissolved, 
the divorced parts refused to enter into each other’s territory 
and compete. There was a large popular growl because the 
Supreme Court laid down the proposition, stated brusquely, 
that the Sherman law meant to forbid only unreasonable re- 
straints and that, in administering it, the rule of reason should 
be applied. Now the government, seemingly, is trying to force 


combinations or prevent construction so as to save the railroads, - 


at least, from the sort of competition that would result from 
the extension of the Santa Fe to industries now served largely, 
if not exclusively, by another line; to deny to some industries 
the benefits of competition in service because they have not 
grown so great as imperatively to demand the services. of 
another line, the other line suggesting that, if allowed to build 
an extension, it could create an industrial district appurtenant 
to Dallas. One of the thoughts, when the transportation act 
was passed, was that the power to prevent new construction 
was being granted to prevent unfair competition of a “black- 
mailish” character, such, for instance, as the earliest Nickel 
Plate was supposed to be. 





Shortage of Horses Beneficial—The shortage of horses re- 
ferred to in this column, February 20, is considered by informed 
horsemen as advantageous to the industry. It seems to have 
focused public attention on the advantages horses and mules 
have for farm work, their superiority in short hauls and frequent 
stop work in cities; also on the difference between a really 
efficient horse or mule and a common one. The result has been 
& widespread discussion of animal motive power in comparison 
With other types of motive power and the formulation of definite 
Projects in which state colleges and experiment stations are co- 
Operating to ascertain precisely what types and weights of 
horses and mules are most efficient in farm and city work... The 
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Collins horse and mule dynamometer, invented at the Iowa 
Experiment Station in 1922, has enabled engineers to determine 
that horses, instead of having only one horsepower, can actually 
exert from ten to twelve horsepower for short periods. Further- 
more, it has been discovered that weight is almost an absolutely 
limiting factor, as but five pairs of horses so far tested have 
been able to exert a tractive pull in excess of their own live 
weight. Twelve states have purchased these dynamometers 
and will carry out extended experimental work in 1926 at the 
fairs and expositions where farmers and horsemen are gathered. 
This work, which is an outgrowth of the scarcity of horses, it is 
suggested, will result in the production of better horses and 
mules than heretofore. Special attention is also being given by 
agricultural colleges, experiment stations, horse breeders’ asso- 
ciations, and farsighted farmers to decreasing production costs 
by using horses in larger and more efficient hitches so as to 
enable each man who is employed on the farm to do more in a 
day. This seems to be in direct line with the work the rail- 
roads have done in increasing the tonnage hauled per train 
crew. ‘The results already achieved are said to indicate that the 
average cost of producing farm crops will be materially reduced 
within the next few years by the use of larger team units 
with more efficient hitches, and through the production of better 
types of horses and mules. For these reasons, it is suggested, 
the threatened scarcity of horses and mules may be a blessing 
in disguise to the industry. 





Heartening Decision for State Officials —State utility com- 
missioners who, on account of the restrictions the national gov- 
ernment has felt constrained to put on them, have been looking 
down their noses, it is believed, will be cheered by the decision 
of the Supreme Court of the United States in Nos. 70 and 71, 
The People’s Natural Gas Company, plaintiff in error, vs. The 
Public Service Commission of Pennsylvania et’ al. The Court, 
April 12, affirmed the judgment of the Supreme Court of Penn- 
sylvania which had held, in substance, that the Pennsylvania 
commission could make a valid order requiring the People’s 
Company to supply natural gas to an “independent” gas com- 
pany supplying Johnstown, Pa., even if the People’s Company 
obtained some of the gas from West Virginia. The Supreme 
Court said there was no question about the gas coming from 
West Virginia being in interstate commerce. But it pointed out 
that enough Pennsylvania gas was being conveyed by the Penn- 
sylvania Company to enable the People’s Company to supply the 
Johnstown Company without trenching on the supply of inter- 
state gas and that, therefore, the Keystone commission had. not 
interfered with interstate commerce when it issued its order. 
In that respect, it upheld the Pennsylvania court, though it did 
rot approve all the things that court had said. The highest 
federal court said that, for all practical purposes, the West 
Virginia and Pennsylvania gas were separable and, in effect, that 
the Pennsylvania commission was regulating commerce, in Penn- 
sylvania gas when it made its order, and that the one or the 
other could be withdrawn from the mixture without affecting the 
character of the transportation or the sale of the rest. 





The Risk Eastman Runs.—About forty years ago an Indiana 
Democratic member of the House of Representatives earned the 
by-name of “Objector.” Objector Holman became nationally 
known. In those days the House operated more nearly on the 
basis prevailing in the Senate—that is on the so-called sen- 
atorial courtesy rule. One man, by objecting, could tie the 
House into a knot for a considerable length of time. Holman, 
of Indiana, having an eye for the public welfare, as he under- 
stood it, used his voice often to object. But his constituents 
did not admire him so much that he was continued, all the time, 
in the House until the day of his death. He was swept out 
in. the time of Republican landslides, relatively common after 
1893 for a number of years. He came back about the time 
McKinley became president. His return caused many stories 
to be printed about his exploits in the objecting line, but, under 
“Czar” Reed, the rules were changed and when Holman came 
back his penchant for objecting did not avail him much. The 
name, however, stuck to him. Chairman Eastman, by his 
dissents in merger cases, does.not exert the deterring power that 
Objector Holman was able to bring to bear, but it is believed 
that, if he continues to dissent notwithstanding the votes of 
his colleagues, there is some risk of his becoming known as 
Dissenter Eastman. Holman was an able man, as is Chairman 
Eastman, but his other work was overshadowed by the name 
he made for himself in raising objections. That was what the 
public remembered about him, being inclined to hold only one 
idea about a public man, even as the idea of McKinley being the 
apostle of high protective duties was about the only idea the 
public had about him. 





Discarded Bath Tubs on the Landscape.—Worn out steam 
engine boilers, discarded or defective bath tubs, punctured hot 
water tanks from the cellar and kitchen, will continue to 
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ornament the landscape of back lots. Some of the hot water 
tanks will probably continue to be cut down into flower boxes 
but will not otherwise perform any function either useful or 
ornamental. The conservationists have not yet found a descrip- 
tion of scrap iron or steel that will permit such things to be 
moved to the steel plants where they must be had for mixing 
with new metal in the making of open hearth steel. OnGe 
a bath tub always a bath tub, so far as transportation is 
concerned, is to be the rule. Unless a junk man can get a 
large heap of such things at one place, and that place near a 
wrecking machine, the tubs, tanks, boilers and pieces of heavy 
machinery will continue as blots on the landscape. No man, 
at present prices, can afford to gather up such things, carry 
them to a skull-cracker, and have them broken up. If tendered 
to a railroad in their original form, they must pay the rates 
applicable on new articles of that sort. Therefore, Examiner 
William H. Smith has recommended the dismissal of No. 17851, 
Richmond Radiator Company vs. C. and N. W. et al. The defec- 
tive bath tubs, radiators, and other articles shipped as scrap 
iron were in their original form. It is true they were actually 
remelted. The tubs, however, could have been used as tubs, 
wherefore tubs are tubs, pigs are pigs, and radiators (ones the 
janitor never could or would get hot) used for remelting, must 
bear the same rates as if they had been the best on earth. The 
use to which an article has been put cannot be made the test of 
the rate it must pay, even if the policy does result in cluttering 
the face of these United States as thickly as graves cover the 
face of China, to the detriment of the country even as the 
sacred graves are a detriment to the welfare of China’s millions. 
Ancestors and the scrap iron description are sacred and must 
so be held forever.—A. E. H 


CAPITALIZATION AND INCOME 


The Commission’s preliminary statement of capitalization 
and income of Class I railroads for the year ended December 
31, 1925, shows a grand total capitalization of Class I roads, not 
including switching and terminal companies, of $18,636,747,793, 
and a net railway operating income of $1,121,681,159. The fol- 
lowing is a recapitulation of capitalization and income items and 
the ratios of the items such as the percentage of common stock 
to total capitalization: 

Item 


United States 





1 Miles of road owned (single track)..............ee0 183,928.90 
2 Average miles of road operated*................ccecee 236,357.24 
SD OD EE Dine cb UPS CA CC eects ees eee icc cedbewctede $5, 916, $73, 375 
© FPGEGTUE BOGOR, |. oi. ceiccicccivccectcccssececsdvvesesiccees Pee: | 755,188,618 
Bs FD IIE 6 a di pin écrece Gire-miq nes 0 a.slusiee ee oucge ee buh 7,672,161,993 
6 Funded debt unmatured noche daconns-eiwarl 10,525,224,794 
Se TSS lyst ccevedcceced tae sechehe nts »361,006 
oS oe I II's, OLE SS wlalsia-s 6 obra Md oiase oda. caer 10,964,585,800 
ee eT Pe Pe eee er ee 18,636,747,793 
20° KRAMWRY GPOPHLIMNE FOVENUCS 2. ccc cess cccccccccvevcceve 6,120,614,094 


Ee ee SRI WOOO oct cc reece veccecteceedes 
12 Railway operating eCXpPenseS........... ccc cccccccccees 4,534,706,029 
Se: FE SN MINI 5 kn 0 5 6d0 00.0 Bede 0 pic o.gnis etic o66.c0n eee 
ee, CE CIR. gg gg s-clgin bie 0 4.6.0.6.0 6,05.0-4 c0lethe 
15 Equipment and joint facility rentst................... 
16 Net railway operating income 


Cee eee eee eee eee eeseseeee 


’ 
rn ee” Cie ve Cul eal a ealvinet. ob héwees si eonebeeeeh 260,788,144 
ES nL galas 4 ee gee Ue ree gbobs Uc tehwat 1,382,469,303 
Se! ee Oe MO ORGS 6 nobis ewe we Qbieee ie et ehos ect 152,343,927 
ee | SEPEEE CR TREES Ee DOPE Ter 488,472,929 
“a | SOUR OM. WRTMNGOE. BODE  o.oo.oicocssdvccwivesccccesevies 052, 
© 4 . . 6 ON) GRP A ee Ae ese, rarer ss 499,525,006 
UNE o S440. ees cceeedvicvebcegceeNeedeuwre 27,867,640 
el EE ROOMS Siac 5 Se 0 cnis Wie wp Va eweesseccs evils sees 679,736,573 
ORS Ree ee OO Pepe te eae 702,732,730 
26 Dividend appropriations of income and surplus....... 342,768,742 
27 Total appropriations of income............s.eeeeeeeeee 224,968,910 
28 Income balance transferred to profit and loss........ 477, 763,820 
Ratios of Items: 
Per cent of Grand Total Capitalization: (Item 9) 
ee OE Os cv cic kate se eteedcdedeescctcives 31.8 
a Lees OOM, C4 OE Dei as cculsc che Winds cccscchedive dion 9.4 
i: Tenn Cmte! wieeis 65. 00-.9) ois id cce ccc cre ecwieses-ncsccieece 41.2 
6 Funded debt unmatured (6 to 9)..........ceccceceeees 56.5 
tae BO 2S eS OS gS | ae eee 2.3 
S» Weal Tees tere GOD. CE 00) sic occ ewieieiccciccccedess. 58.8 
Per cent of Railway Operating Revenues: (Item 10) 
11 Total maintenance expenses (11 to 10).............+08. 33.9 
12 Railway operating expenses (12 to 10)............,.0.- 74.1 
3. Deane tam Mocrames. CS 00 80) eck ce rece di ie cuice 5.9 
14 Railway operating income (14 to 10)........c.esce ee eeee 20.0 
15 Equipment and joint facility rents (15 to 10)........ bina 
16 Net railway operating income (16 to 10).............. 18.3 
Per cent of total income: (Item 18) 
pe EG ee PR ee errr rt ree 18.9 
19 Rent for leased roads (19 to 18).........cccceeeceeceeees 11.0 
20 Interest on funded debt (20 to 18)..............c ee eeee 35.4 
21 Interest on unfunded debt (21 to 18)..............0005 0.8 
22 Total interest accrued (22 to 18)...........ccceeeeeceee 36.2 
eT BS are re ee 2.0 
Be Ree CORUREOOTI CBE BD DOP ce oe ccc cc we nse ccscccccecccerss 49.2 
ie SS EE OR RM BRYA tae ce eee 50.8 
Per cent of Net Income: (Item 25) 
27 Total appropriations of income (27 to 25)..............- 32.0 
28 ssa” ~a™ game transferred to profit and loss (28 ene 
ES a wed whi bea cdc pbs cuan wVelbae ct ec CERMEnG eee ON ‘ 


*Including trackage rights. {Deficit or other reverse item. 
A similar table was issued covering Class I switching and 
terminal’ companies. This shows a grand total capitalization 
of $149,437,693, and net railway operating income of $16,608,235. 
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FEBRUARY OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads for February and the 
two months ended with February, for the United States as a 
whole, follow: 


1926 1925 
fverses mupaber of miles operated.. 237,026.37 236,824.28 
SE: 6 Wi ace etme Seelds Wetbawiee « ese $340,276,009 $336,946,331 
PN let akg ah cus-d 06 9 ba dwhe 9.0:< @ sgh b 78,594,542 c¢ 77,598,979 
gah 5 FI RR: aes eee 7,583,917 : 82391 
PUN is hin 4iS4s RB Mdblbe 0 Bere ev esie teem 9,129,797 9,236,544 
All other transportation............ 14, 755,560 14, 
497,229 
I Sarr) oun adraie's. 60a eA $28 pi ea0's 9,157,165 8,623,190 
Joint facility—Cr...............000e 1.066.789 797.906 
Joint facility—Dr................... "379,542 197,084 
tics” operating revenues...... 460,204,237 455,185,486 
Maintenance of way and structures. 
Maintenance of equipment........ -. 100 Sb1 daa 101's12' a 
Srekimeviaiics SO As phe Etosha wp 8,900,764 8,241,440 
pence aaa operations........... 1 Seeaee erie 
Se RE ee ee fe ey 
freee ortation for investment—Cr.. Bingo 13,918,263 
ilway operating expenses...... 360 sete 35 802, ola 
Net caaen from railway operations. ty 6 5,685,829 
Railway tax accruals..............+. 99,613,841 99,499,657 
Uncollectible railway revenue........ 28,209,922 26,867,912 
Railway operating income....... 126,414 126,249 
Equipment rents—Dr. balance........ 71,277,505 72,505,496 
Joint facility rent—Dr. balance....... 6,103,003 5,821,915 
Net railway operating income.... 1,885,205 1,532,529 
Ration = sey emma to revenues (per 63, 289,297 65, 151,052 
cen Bon eee bas deuee swede et 78.14 
TWO MONTHS 
Average number of miles operated... 236,999.91 236,801.45 
Revenues: 

EE ae oe Le Cos A Ga Sale eed Sanbeee ‘ »844, »711,833 
Freight $687,844,105 $687,71 
BP RE SE es €168,099,286 £166,338,008 
a eT eFC eres peer pest gee abey 

POMS 5.656 cerdicle sicte op a witie 0b s cere'ene 940, :009,548 
All other transportation........... 30,223,013 30,347,888 
vo BR Aree ee 19,130,522 18,629,587 
SONG TAG —CPr occ ecdicccceccee 2,148,607 1,792,395 
SOURS TRG vce 6 6:5.0 08680 60:08 00's 783,463 418,617 

ae. ‘algal operating revenues...... 941,199,695 940,204,165 
aintenance of way and structures. 117,655,252 111,979,393 
pene of equipment......... 206,294,289 209,971,525 

SE aia a'e Aw teal meade ae o:5.4 otat 17, 912,986 16,,742,352 
yy Er ere a ee ee Fe 
Miscellaneous operations ....... +n 360,393.13 35 406,486 
General ....cccscccecccscccscccsecs 29,949,828 28,364,299 
Transportation for investment—Cr.. 1.853.402 1,452,098 

Railway operating expenses..... 739,239 110 739, 647,808 
Net revenue from railway operations. 201,960,585 200,556,357 
Railway tax accrua@ls........seeeee8% 56.734.469 54,074,967 
Uncollectible railway revenues....... 937°119 "071193 

Railway operating income....... ’ ’ 
Equipment rents—Dr. balance........ 144,988,997 146,210,197 
Joint facility rent—Dr. balance....... 12,064,594 ps Le 978 

Net railway operating income... 3,910,546 3,202,990 


Ratio of expenses to revenues (per 
GOMES bo bbb tees ss Konseoesd ene 


b Includes $3,051,623 deauton and parlor car surcharge. 
c Includes $2,729, "509 sleeping and parlor car surcharge. 
e Includes $6, 445, 842 sleeping and parlor car surcharge. 
f Includes $5,707, 949 sleeping and parlor car surcharge. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association received 
telegraphic reports April 22 of the status of the lumber industry 
for the week ended April 17, from 398 of the larger softwood, 
and 145 of the chief hardwood, mills of the country. The 383 
comparably reporting softwood mills showed a slight increase 
in production, and nominal decreases in shipments and new 
business, in comparison with reports from 393 mills the week 
before. When compared with reports from 379 mills for the 
same period a year ago, marked increases in production and 
shipments were noted, with a_ negligible decrease in new busi- 
ness. The hardwood operations showed slight increases in all 
three factors, when compared with reports for the week earlier, 
when nine fewer mills reported. 

The following table compares the national softwood lumber 
movement as refiected by the reporting mills of eight regional 
associations for the three weeks indicated: 


Corresponding Preceding Wk.; 


129,013,857 131,211, 229 
78.54 78.67 


Past Week Week, 1925 1926 (Revised) 
BEE: Osan ete piosechees 383 37 393 
ne 271,635,471 248,166,456 271,060,869 
Shipments ........... 251,278,783 242,657,805 272,555,228 
Orders (New Bus.)... 249,292,483 252,382,904 261,686, "050 


The following revised figures compare the softwood lumber 
movement of the same eight regional associations for the first 
fifteen weeks of 1926 with the same period of 1925: 


Production Shipments Order: 
BG ke i capeerisnionet 3,565,461,375 3,775,169,712 3,836, 758, 681 
SIE 5 tase sncchecns CON 3,473,224,990 3,592, 344, 991 3, 477, "382,470 
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CAR DISTRIBUTION CASE 


On account of what the Supreme Court of the United States 
said in Pennsylvania R. R. Co. vs. Jacoby, 242 U. S. 89, affirmed 
in Pennsylvania R.-R. Co. vs. Weber, 257 U. S. 85, the Commis- 
sion has modified its former finding in No. 11446, Northern West 
Virginia Coal Operators’ Association vs. Pennsylvania, Director- 
General, et al. (mimeographed). The former report is in 60 
1. Cc. C. 569. In the former report division No. 5 found the prac- 
tices of the Director-General, between July 1, 1919, and March 
1, 1920, excluding November, 1919, in the distribution of coal 
ears to mines on the Monongahela Railway and the Morgantown 
& Wheeling unduly prejudicial to operators of coal mines on 
those lines to the extent the percentage of cars furnished to 
the mines as a whole on the roads serving the complainants was 
less than the average percentage of cars furnished to mines on 
other railroads involved in the case. 


Commissioner McManamy, who wrote the modifying report, 
in disposing of the matter, said: 


In Pennsylvania R. R. Co. vs. Jacoby, 242 U. S. 89, affirm 
Pennsylvania R. R. Co. vs. Weber, 257 U. S. 85, the Supreme Sout 
held that in computing damages resulting from discrimination by a 
carrier in car allotments, it is error to assume that the complaining 
shipper should have received cars in the same ratio to shipping 
requirements as was allowed his favored competitor in the making 
of the discrimination. In other words, it was held that the plaintiffs’ 
mines were entitled only to such car supply as they would have re- 
ceived had the available cars been equally distributed. With an equal 
distribution the mines on all lines here considered would have received 
87 per cent and 58.7 per cent, respectively, of their orders during the 
periods July, 1919, to October, 1919, and December, 1919, to February, 
1920, inclusive, or 74.3 per cent for the entire period. : 

In his exceptions defendant points out that certain other rail- 
roads operate in the coal-producing territory here considered and he 
contends that these lines should also have been considered in deter- 
mining upon what would have been an equitable distribution of cars 
to mines of complainant’s members. The record shows that cars for 
the Wheeling, the Monongahela, and the divisions of the Pennsylvania 
and the Lake Erie here considered came from a common source of 
supply and that these lines were considered as a unit for distribution 
purposes. If other lines should have been included therein we are 
of opinion that the burden was upon defendant to establish that fact. 

As hereinabove stated, the third hearing in this proceeding was 
definitely limited.to two subjects. Defendant nevertheless introduced 
certain evidence entirely beyond the scope of these subjects, and in 
his exceptions relies upon this evidence as establishing that certain 
statements in our former report were incorrect. This evidence is ob- 
jected to by complainant and can not be considered. Defendant con- 
tends that consideration should be given to Northern West Virginia 
Association vs. P. & L. E. R. R. Co., 68 I. C. C. 167, wherein we 
found that the practices of the Pennsylvania and the Lake Erie in 
the distribution of coal cars to mines on the Monongahela and the 
Wheeling during the period from March 1, 1920, to January 1, 1921, 
were not unduly prejudicial to mines on the lines of the latter car- 
riers, The record in that case was presented in evidence in the 
instant case. However, the former case relates to a different period. 
The present case must be disposed of upon the conditions shown to 
have existed during the period covered by the complaint. 

Upon the facts now before us and in accordance with the views 
expressed by the Supreme Court, we are of opinion that the previous 
findings of division 5 should be modified and we now find that the 
Practices of defendant the director general during the period July 
1, 1919, to March 1, 1920, excluding November, 1919, in the distribu- 
tion of coal cars as between mines of complainant’s members on the 
Monongahela and Morgantown & Wheeling railways, on the one hand, 
and mines on the Pittsburgh & Lake Erie Railroad south of Pitts- 
barah, and on the Monongahela division, southwest branch, and Pitts- 

urgh west end division of the Pennsylvania Railroad, on the other 
hand, subjected complainant’s members to undue prejudice to the 
extent that the percentage of cars furnished mines of complainant’s 
members was less than the percentage of cars the mines as a whole 
on all lines here considered would have received had all the system 
cars placed for coal loading on those lines been equally distributed 
under the car distribution rules then in effect. : 

: No evidence was submitted at the further hearings upon the 
a estion of damages, if any, sustained. The case will be held open 
or a period of 60 days from the service of this report to permit the 


filing of a petitio 
of damages. n for further hearing with respect to the amount 


WOULD PREJUDICE CANADA 


” The Commission, by division No. 3, in I. and S. No. 2574, 
ewsprint Paper from Eastern Canada to Points in Tennessee, 
fmeographed, found the proposed rates on newsprint paper, 
tom Shawinigan Falls, Que., and points in Canada taking the 
_ rates or rates related thereto, to Nashville, Knoxville and 
on Tenn., not justified. It.ordered the suspended sched- 
ee canceled, without prejudice, however, to the filing of new 
~ edules which would preserve the existing parity in such rates 
Tom mills in Canada with those in New England. 

The suspended schedules, filed by the Canadian National 
Railways and the Canadian Pacific, proposed to increase the 
rates from, mills in northeast Canada to Nashville and Memphis 
and to reduce the rates to Knoxville. Publishers of newspapers, 
teen eacturers of newsprint and consumers of newsprint pro- 
oe and procured suspension. The Board of Railway Com- 
missioners of Canada also suspended the proposed rates, 


Decisions of Interstate Commerce Commission 
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Defense of the proposals was made by the Louisville & 
Nashville and the Seuthern. They relied, almost entirely, the 
report said, upon the report and order in Paper and Paper 
Articles from Canada and New England, 78 I. C. C. 258; also 
known as the Nashville case, and Knoxville Traffic Bureau vs. 
C. P., 101 I. C. C. 605, for their justification. In disposing of the 
case, the Commission said: 


Competition between the Canadian mills and New England mills 
on newsprint paper to points in Tennessee is keen and, while the 
average distance from the New England mills to the destinations 
concerned appear to be somewhat less than that from the Canadian 
mills accorded the same rate, the record does not warrant a finding 
that the present adjustment should be disturbed. 

The Knoxville case related only to rates from points of origin 
in Canada, and our order therein was therefore limited to such origin 
points. The evidence offered in the instant case does not afford a 
basis for reversing our finding in that case or the Nashville case. 

The establishment of the proposed rates, however, without a simi- 
lar readjustment of the rates from the New England mills now ac- 
corded the same rates as the Canadian mills concerned, or rates 
related thereto, would result in undue preference of the New England 
points and unduly prejudice the Canadian mills. 

An order will be entered requiring the cancellation of the sus- 
pended schedules, without prejudice to the filing of new schedules 
in accordance with our conclusions herein. 


CANNED GOODS RATES 


The Commission, by division No. 1, in No. 16497, Burlington 
Shipper’s Association et al. vs. Atchison, Topeka & Santa Fe et 
al., mimeographed, report in which was written by Commissioner 
Woodlock, found rates on canned goods, from points in Illinois 
Freight Association territory, to Burlington, Davenport, Dubuqué 
and Keokuk, Ia., and Hannibal, Mo., west-bank Mississippi River 
points, but also in Illinois territory, not unreasonable except to 
the extent they exceeded fifth class. The complaint alleged, in 
addition to unreasonableness, undue preference of Chicago, Pe- 
oria and St. Louis, over the river-bank points mentioned. In 
disposing of the case, which carries with it an order requiring 
the carriers to revise the rates down to fifth class, not later than 
June 15, the report said: 





The question of undue preference of Chicago, Peoria and St. Louis 
over the river cities remains. An examination of previous tables 
herein will show ‘the relation of the rates on canned goods to the 
river cities, and to Chicago, Peoria and St. Louis, to.each other and 
to fifth class. It will be noted that the general level of rates to the 
three points last named is lower, and represents a smaller per- 
centage of fifth class, than to the river cities. The mere showing 
of differences in inbound rates to competing jobbing points, however, 
does not establish the existence of undue prejudice, and the other 
evidence on the point is very meager. It consists of statements by 
several witnesses representing jobbers at the river cities that in 
selling in their trade territories they meet competition of jobbers lo- 
eated at the large cities, at the different river cities, and at other 
points. No definite showing is made with respect to the character 
or intensity of the competition with various points, nor as to the 
specific effect thereon of the relation of rates here considered. There 
is also failure to show the extent to which conditions affeeting trans- 
portation to the respective jobbing points are properly comparable. 

. We find that the rates assailed which exceeded or exceed the 
contemporaneous fifth class rates from and to the same points were, 
are and for the future will be unreasonable to the extent of such 
excess, but that the other rates assailed are not unreasonable or 
unduly prejudicial. 

While the general adjustment here under consideration includes 
rates which, as above found, are unreasonably high, it also includes 
rates which, in our opinion, are upon less than a maximum reason- 
able basis. Under the circumstances this is not regarded as a proper 
case for reparation and none will be awarded. 


REPARATION ORDER ISSUED 


The Commission, on further hearing on No. 9355, John Mor- 
rell & Co. vs. Chicago, Burlington & Quincy, et al., mimeo- 
graphed, has issued an order awarding reparation on shipments 
of packing house products from Ottumwa, Ia., to Memphis, Tenn., 
included in the complainant’s Rule V statement. The former 
reports were made in. 61 I. C. C. 153 and 81 I. C. C. 200. In the 
last-mentioned report the Commission reversed the former re- 
port and awarded reparation on shipments moving on and after 
November 17, 1913. It was necessary to hold a further hearing 
in respect of some of the shipments. 


MANURE FINDING AFFIRMED 


The Commission, on argument in No. 14573, M. G. Lewis, J. 
J. Lewis, F. J. Jones and F. B. Hill, doing business as Pacific 
Manure & Fertilizer Co., vs. Aberdeen & Rockfish et al., mimeo- 
graphed, has affirmed the findings, on further consideration, in 
95 I. C. C. 430, that rates on animal manure, from Perth and 
Lovelock, Nev., to eastbound transcontinental groups B to J, in- 
clusive, and M, had been unreasonable; also that rates desig- 
nated by it should be established to groups F to J, inclusive, 
and M, for the future. Defendants contended, among other 
things, that the movement eastbound was comparatively light, 
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from which the Commission said they apparently wished it: to 
infer that the westbound movement justified lower rates. It 
said no figures with respect to the westbound movement were 
of record and that no weight could be attached to that declara- 
tion. 

Commissioner Aitchison dissented for the reasons. set forth 
by Commissioner Hall in the former report, and said that he 
was joined in that dissent by Commissioners Esch and Lewis. 
He said it was due Commissioner Hall to say that his nen- 
participation in the present consideration of the case was be- 
cause of his necessary absence. 


RICE OVERCHARGES FOUND 


The Commission, by Division No. 2, has dismissed No. 15179, 
Seaboard Rice Milling Co. vs. Alabama Great Southern et al., 
mimeographed, finding that shipments of clean rice, in carloads, 
from Galveston, Tex., to Bluefield, W. Va., in August, 1921, were 
overcharged. It found the applicable rate not unreasonable and 
directed the refund of the overcharges. 


FERTILIZER MATERIAL RATES 

A finding of undue prejudice, denial of reparation and an or- 
der of dismissal have been made in No. 15941, Traffic Bureau of 
Knoxville et al. vs. Atlantic Coast Line, mimeographed, as to 
rates on imported fertilizer materials, from Charleston, S. C., 
and Savannah, Ga., to Knoxville, Tenn. The Commission, by 
Division No. 2, found them unduly prejudicial to the extent they 
exceeded those to Chattanooga. The disparity in rates existed 
from March 1, 1922, to April 24, 1924, but at present Knoxville 
has the same rates as Chattanooga. Reparation was denied for 
lack of proof of dathage required under a finding of undue 
prejudice. 


LINSEED OIL RATE ORDERED 


The Commission, by Division No. 2, in No, 15936, Glidden 


Company vs. Illinois Central; mimeographed, has found the rate 
on linseed oil, from St. Louis to New Orleans, unreasonable and 
unduly prejudicial to the extent it exceeds 41.5 cents, and awards 
reparation. That rate is to be established not later than June 
30. It is, however, not to be any higher than the rate on analo- 
gous vegetable.oils, the finding of undue prejudice covering that 
feature. The Commission, in deciding the case, called attention 
to the fact that in many cases it decided that the rates on the 
analogous vegetable oils should be the same, particularly Mid- 
land Linseed Products Co. vs. Director General, 68 I. C. C. 522. 


RATES WERE UNREASONABLE 


The Commission, in No. 13026, George Green Lumber Co. 
et al. vs. Ann Arbor et al. (mimeographed), has reversed division 
No. 2, which, in the original report, 80 I. C. C. 185, found rates 
on compo board, from Minneapolis to points in various parts 
of the United States, not unreasonable, but were and for the 
future would be unduly prejudicial to the extent they exceeded 
or might exceed the rates on other wall boards. Reparation was 
denied because proof of damage under a finding of undue preju- 
dice was not made. The case was reopened solely on the ques- 
tion of the reasonableness Of the rates in excess of the aggregate 
of intermediates. 

The finding now is that the joint rates assessed on compo- 
board, from Minneapolis to points in central territory, in excess 
of the aggregates of intermediates, were unreasonable to the 
extent they exceeded the aggregates and that the shippers are 
entitled to reparation to the basis of the combinations over the 
routes of movement, none of the factors having been found un- 
reasonably low. ; 


AUTOMATIC TRAIN CONTROL 


The Commission, by Division No. 1, in No. 13418, Sub-No. 12, 
mimeographed, after inspection and test, has found the installa- 
tion of automatic train control devices, made by the Union 
Switch & Signal Co., on the Atlantic City Railroad of Reading 
Company, to meet the requirements of its specifications and 
order, except as indicated and covered by requirements pre- 
scribed. The installation, therefore, was approved. 

The Commission, by Division No. 1, in No. 13134, Sub-No. 
13, mimeographed, after inspection and test, has found the instal- 
lation of automatic train control devices, made by the Union 
Switch & Signal Co., on the New Jersey southern division of the 
Central Railroad Company of New Jersey, to meet the require- 
ments of its specifications and order, except as indicated and 
covered by requirements prescribed. The installation, therefore, 
was approved. 


IRON ORE REPARATION 
A finding of unreasonableness and an award of reparation 
have been made in No. 14992, Tamms Silica Company vs. Chi- 
cago & North Western et al. (mimeographed), the Commission, 
by division No. 4, finding the class D rates charged on five car- 
loads of iron ore from Ishpeming and Negaunee, Mich., to Tamms, 
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Ill., between December 2, 1921, and August 7,.1922, were unrea- 
sonable to the extent they exceeded $6.75 per long ton prior 
to July 1, 1922, and $6.08 thereafter. On September 5, 1922, a 
commodity rate of $3.69 became effective. Reparation was 
sought to that basis. The carriers claimed that they made a 
commodity rate with reasonable dispatch after having received 
application for it when notified that shipments were to be made. 
The Commission said the fact that application for a specific 
rate was not made in advance of movement was no justification 
for charging an unreasonable rate, in this instance the equiva- 
lent of $9.52 per ton before and $8.625 after July 1, 1922. The 
rates on ore to the St. Louis district were $3.25 and $2.93. Tamms 
calls for a haul of 76 miles greater than to St. Louis. The ore 
was desired at Tamms as coloring matter in mortar, while at 
St. Louis it is used by iron furnaces and as coloring matter. 


ALABAMA TO BE COMPELLED 


The Commission, by division No. 2, in No. 13852, Swift & 
Company vs. Georgia Northern et al., mimeographed, has ordered 
the carriers, not later than June 28, to make rates on hogs 
within Alabama, in accordance with the so-called compromise 
scale, in Appendix A, to its report in Livestock To, From and 
Between Points in the Southeast, 74 I. C. C. 419. That, it is 
believed, is the main part of the order in the instant case. - It is 
based upon a finding that rates on meat animals, from points 
in Alabama to Moultrie, Ga., are not unreasonable; but that 
the relationship of rates on hogs, from southeastern Alabama 
to Moultrie, on the one hand, and Montgomery and Birmingham, 
on the other, are unduly prejudicial and preferential and unjustly 
discriminatory against interstate commerce. The prejudice, 
preference and discrimination are to be removed in the way 
indicated. 


After the Commission adopted the scale now to be used, 
the complainants undertook to persuade the state commissions 
in the southeast to adopt it for the making of intrastate rates. 
Alabama could not be persuaded and the complainant in the 
instant case alleged it was being prejudiced by the rate adjust- 
ment. Commissioner Esch, summarizing the complaint, the 
facts about the rates, and in disposing of the case, said: 


Moultrie is in the southwestern part of the State of Georgia 
and is served by the Atlanta, Birmingham & Atlantic, the Georgia 
Northern, and the Georgia & Florida Railways. Prior to Decem- 
ber 19, 1921, the rates on livestock from points in Alabama to 
Moultrie were based on the combination of intermediate rates, 
when, upon representation of complainant that it could not fairly 
compete for the purchase of livestock in Alabama by reason of 
the lower rates from points in Alabama to Montgomery and Bir- 
mingham, there were established from points in Alabama on the 
Central of Georgia and the Atlantic Coast Line joint rates sub- 
stantially the same as those for similar distances in the States of 
Alabama and Georgia. These rates remained in effect until May 
16, 1928, when, following Livestock To, From, and Between Points 
in the Southeast, 74 I. C. C. 419, hereinafter called the Livestock 
case, the so-called compromise interstate distance scale of rates 
on livestock from and to points in the Southeast, was established. 
Between points of shipment such as from Alabama shipping points 
to Moultrie specific rates were published equivalent to the com- 
promise scale for the actual mileage involved. The rates under 
the scale from points in Alabama to Moultrie while higher than 
those established December 19, 1921, by the carriers at com- 
plainant’s request, were lower than the combination rates in 
effect prior to that time. 

Prior to the establishment of the compromise scale, which was 
published in Agent Speiden’s tariff I. C. C, 706 and made applic- 
able generally in the Southeast, it was understood that shippers, 
including the complainant herein, would seek to have the latter 
rates adopted and approved by the various State commissions 
in the South. Certain of these commissions including those of 
Virginia, Kentucky, and Tennessee have approved this scale. It 
was not adopted by the Alabama commission, however, and thus, 
complainant urges, since May 16, 1923, as prior to December 19, 
1921, the interstate rates from Alabama points to Moultrie have 
been higher than the rates for similar distances within Alabama. 

The testimony offered was confined largely to hogs, which 
comprise 80 per cent of the animals slaughtered by complainant 
at Moultrie, and to the rates on these animals to Moultrie and 
Montgomery from Dothan, Ala., which is in the extreme south- 
eastern part of Alabama and the center of the principal hog pro- 
ducing territory in that State. This territory extends northwest- 
wardly at least as far as Troy, Ala., 68 miles from Dothan, as 
it was indicated that at Troy and southeast of that point the 
production of hogs was as large as at Dothan. The record 
indicates that there is very little production of other meat animals 
in-Alabama. * * 

While it is alleged in the complaint that the rates to Moultrie 
are unreasonable, and considerable evidence was offered by de- 
fendants intended to show that these rates are not unreasonable, 
that point was not contested by complainant at the hearing as it 
was, as above indicated, a party which joined in approval of the 
so-called compromise scale in the Livestock case, supra. All 
of the defendants agree with complainants contention that the 
lower level of rates on livestock within Alabama results in un- 
just discrimination against the latter’s plant at Moultrie. It was 
also stated in behalf of interveners, the Montgomery Livestock 
Exchange and the Alabama Farm Bureau Federation that the 
rates on livestock between points in Alabama and Georgia “ought 
to be on the interstate level.” ‘ 

The Alabama commission in criticizing complainant’s com- 
parisons urges that the joint rates upon basis of which the charges 
to Moultrie are predicated are for joint-line hauls, which are 
necessary in connection with movements to that point, and are 
based on a valuation of $15 per head, whereas those to Mont- 
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gomery are for single-line application and are based on a valu- 
ation of $5 per head. It states that the rates for joint-line hauls 
in Alabama are higher than those based on the “compromise” 
le. : 

— The valuation of $15 under the interstate rates referred to by 
intervener has reference only to hogs, chiefly valuable for breed- 
ing, exhibition purposes, or other special uses, there being no 
valuations published in connection with ordinary livestock which 
is the kind shipped by complainant, in the absence of which, in 
ease of loss, a shipper can claim actual value. The actual value 
of a hog weighing 200 pounds, however, is stated to be about $15. 
The Alabama commission shows that in connection with the 
intrastate rates, which, as above stated, are based on a valuation 
of $5 per head on hogs, there is a rule providing that “for every 
increase of 100 per cent or fraction thereof in the declared value 
there shall be an increase of 20 per cent in the rate.” Based on 
the single-line intrastate rates for a distance of 120 miles and 
a value of $15 per head, the charges on a carload of hogs would 
be $46.20, while the interstate charges on a shipment for a similar 
distance from a point in Alabama to Moultrie would be $38.40. 
However, as heretofore stated, the intrastate shipments move on 
the lower rates with a valuation of $5 per head. 

Complainant concedes that for single-line hauls between sta- 
tions in Alabama the rates may be less than those for joint-line 
hauls from Alabama to Moultrie by the appropriate differentials 
prescribed in Shreveport-Texas Cattle, Lignite, Wood, and Tan- 
park, 48 I. C. C. 283, and which were agreed upon for application 
in connection with the compromise rates in the Livestock case, 
supra, as between rates for single and joint-line hauls. The 
Alabama intrastate rates for joint line-hauls are based on the 
combination of the intrastate single-line rates from and to the 
junction points, less 10 per cent. * * * 

We find that the interstate rates assailed are not unreason- 
able; that there are no conditions affecting the transportation of 
this traffic which justify a lower level of intrastate rates to Mont- 
gomery and Birmingham than the interstate rates to Moultrie; 
that the relationship of defendants’ rates on hogs, in carloads, 
from points on their lines in southeastern Alabama on and east 
of the line of the Louisville & Nashville from Montgomery to 
Pensacola, Fla., and on and south of the Central of Georgia from 
Montgomery to Eufaula, Ala., for interstate hauls to Moultrie and 
intrastate hauls to Montgomery and Birmingham is, and for the 
future will be, unduly prejudicial to complainant and Moultrie 
and unduly preferential of Montgomery and Birmingham and 
complainant’s competitors at those points; and that said rela- 
tionship of rates is unjustly discriminatory against interstate 
commerce. 

We further find that the undue prejudice and preference and 
unjust discrimniation herein found to exist should be removed by 
the establishment of intrastate rates from the territory described 
to Montgomery and Birmingham upon the basis of the so-called 
compromise scale set forth in Appendix A to our report in Live- 
stock To, From, and Between Points in the Southeast, 74 I. C. C. 
419, subject to the percentage rules, formula for joint-line rates, 
and carload minima set forth in said Appendix, which we find 
would result in reasonable and nonprejudicial rates for application 
on such traffic, 


ALABAMA VS. KENTUCKY COAL 


In a report, written by Commissioner Esch, on No. 16505, 
Alabama Mining Institute vs. Illinois Central et al. (mimeo- 
graphed), the Commission, by division No. 2, has made another 
attempt to settle a controversy that has received almost as 
much attention as the lake cargo coal contest, the question of 
rates on hard coal, and coal for the northwest through the 
Peoria and Chicago gateways. Upsetting the recommendation 
of the examiner, that the case be dismissed, the division has 
found the relationship in the rates on coal, from Alabama mines, 
on the one hand, and western Kentucky and southern Illinois 
mines, on the other, to destinations in Tennessee, Alabama, 
Mississippi, Louisiana, Arkansas and Texas, unduly prejudicial 
to the former and preferential of the latter. Carriers are given 
ninety days in which to make rates in accordance with a scheme 
therefor set forth in the report. 

The complaining institute not only complained about the 
differentials, but also alleged that the divisions accorded by the 
Illinois Central and other carriers to short-line connections in 
the Mississippi Valley were such as to make it hard for its 
members to compete for business at points on the short lines. 
On that point the Commission found the attacked divisions not 
unlawful. 

There was division among the railroads, carried to the ex- 
tent that the St. Louis-San Francisco and the Southern System 
and affiliated lines filed exceptions to the report of the examiner 
recommending dismissal of the complaint. As to the gist of 
the complaint, report on which was divided into two parts, one 
on rates and the other on divisions, Commissioner Esch said: 


The relationship of the rates from the respective groups com- 
prising the Birmingham district is not in issue nor is the rea- 
sonableness of the rates from that district to the destination ter- 
ritory involved. What is sought is a differential relationship, 
Birmingham under the competing fields of western Kentucky and 
southern Illinois, which will give complainant the advantages 
to which it believes itself entitled by reason of its geographical 
location. At the hearing the complaint was abandoned as to 
destinations in Missouri. 

Complainant is supported in its contention by the Alabama 
Public Service Commission and by the Southern Railway System 
and the St. Louis-San Francisco Railway, the latter hereinafter 
called the Frisco. These carriers, although named as defendants, 
favor the differential adjustment proposed by complainant and 
condemn the divisions accorded certain short lines in Mississippi 
Valley territory by the Illinois Central Railroad. 

The other defendants oppose any change in the existing rates 
and divisions, and they are supported by interveners, the Missis- 
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sippi Railroad Commission, the New Orleans Joint Traffic Bureau, 
the Illinois Coal Traffic Bureau, the West Kentucky Coal Bureau, 
the Southwestern Interstate Coal Operators’ Association, the Fifth. 
and Ninth Districts Coal Traffic Bureau of Illinois, the Colorado 
and New Mexico Coal Operators’ Association, the Buckeye Cotton 


py Company, and the Mississippi Cotton Seed Crushers’ Associa- 
on. 


As to the differentials and former efforts to compose the 
controversy, the report says: 


Complainant asserts that the manner of the development of 
the present differential adjustment of rates from the respective 
origin districts to the destination territory has produced an illog- 
ical, inconsistent and wholly unjustifiable differential adjustment 
and cites examples in support of its statement. It proposes to 
remedy this situation by zoning all destination territory east 
and south of a so-called equidistant line drawn from a point 11 
miles north of Jackson, Tenn., and passing in a southwesterly 
direction 42 miles north of Memphis, Tenn., 8 miles west of 
Brinkley, Pine Bluff, and Stamps, Ark., 38 miles west of Shreve- 
port, La., and 36 miles west of Houston, Tex. Along this imagi- 
nary line complainant computes the distances from the Alabama 
and the southern Illinois coal flelds as being approximately equal. 
Paralleling the line above described and approximately 80 miles to 
the west and north complainant fixes the boundary of an equi- 
distant zone where coals from Birmingham and western Ken- 
tucky meet upon an equal rail distance basis. Between these 
two lines lies a neutral zone within which it is suggested that 
the rates from the three competing flelds be maintained upon a 
parity. East and south of this so-called neutral zone complainant 
has subdivided the destination territory into groups, hereinafter 
described, each with a fixed differential favoring the Birmingham 
district. 

‘We have in prior cases considered the rates on coal from 
the same origin districts to the same destination territory here 
involved, these proceedings covering the measure of the rates, 
relationships, competition, and fourth section departures. Chief 
among these cases are Coal and Coke Rates in the Southeast, 35 
I. C. C. 187, decided July 22, 1915; Rates on Bituminous Coal to 
Mississippi Valley Territory, 36 I. C. C. 401, decided November 8, 
1915, and a supplemental report in the same case, 39 I, C. C. 378, 
decided May 16, 1916; also Galloway Coal Company vs. Alabama 
Great Southern Railroad Company, 40 I. C. C, 311, decided June 
22, 1916, hereafter cited as the Galloway case. 

In the first mentioned proceeding we approved for the most 
part increased rates on coal of 15 cents per ton from Illinois, 
Kentucky, Tennessee, and Alabama to lower Mississippi River 
crossings and authorized certain increases at interior junction 
points from Alabama mines. 


In Rates on Bituminous Coal to Mississippi Valley Territory, 
supra, we granted the carriers authority to continue lower rates 
on. coal to Mississippi River, Gulf, and certain interior junction 
points than to intermediate points upon condition that the rates 
to the intermediate points should not exceed a distance scale 
which we prescribed. Our findings, however, were modified in 
our supplemental report wherein we permitted a revision of the 
rates on a somewhat higher basis and in such a way as to bring 
about a more appropriate relationship between the rates from 
competing field. Under the adjustment as proposed by the car- 
riers and authorized by us the Alabama mines received a differ- 
ential generally of about 30 cents, with certain exceptions which 
we then deemed proper. 


The issues in the Galloway case were identical with those 
here involved. We there held that: 


“In view of the fact stated above that the differential adjust- 
ment approved in Bituminous Coal to Mississippi Valley Territory, 
supra, will remove the discrimination herein found to the extent 
that it is unlawful, the complaint will be dismissed.” 

The bituminous coal case referred to was decided May 16,. 
1916, and the Galloway case about a month later, on June 22, 
1916. Complainant contends that the decision in Rates on Bitu- 
minous Coal to Mississippi Valley Territory, supra, and upon 
which our finding in the Galloway case was based, did not give 
the Alabama mines the advantages in rates to which they were 
entitled nor did it clear the destination territory of discriimna- 
tions. The Alabama operators have never been satisfied with 
the existing adjustment and would have appealed to us at an 
earlier date were it not for the conditions brought about by the 
World War and the time lost in futilely seeking a more favorable 
adjustment at the hands of the carriers. Complainant points out 
that since the decision in the Galloway case in 1916 there have 
been extraordinary increases in the rates, owing to the several 
general rate increases, and yet there have been no corresponding 
increases in the differentials which are assumed to be based upon 
relative differences in distances. It is further pointed out that 
now, under the transportation act, we have the power to pre- 
scribe minimum rates, thus obviating the objection: which we 
raised in the Galloway case: . 

“The only way to establish differentials where entirely inde- 
pendent carriers serve a common market from competing pro- 
ducing points would be to- fix maximum rates from some of the 
producing points and minimum rates from the others, and the 
latter is not within our authority.” 

Coal from wetsern Kentucky is the chief competitor of coal 
from the Alabama fields to most of the Mississippi Valley terri- 
tory. This is doubtless due to the fact that in all other directions 
the Kentucky mines are. hemmed in by competing fields—southern 
Illinois and Indiana on the north, eastern Kentucky and Tennessee 
on the east, and Missouri, Arkansas and Oklahoma on the west. 
There is only a limited territory in western Kentucky and western 
Tennessee where these mines can market their output without 
a railroad freight differential operating against them, and they 
therefore strenuously oppose any new or increased differentials 
in a territory which provides the chief outlet for their production. 
They also oppose any increase because the alleged superior quali- 
ties of the Birmingham coal permit it to dominate the field, for 
domestic use at least, without the aid of a differential. 


Roughly speaking, the differential scheme prescribed by the 
Commission will give the Alabama mines about half the spread 
for which they asked. For instance, the complainant asked for 
a differential or spread of 75 cents per ton at all the points 
hereinafter mentioned, but the report gave them only the spread 
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represented by the figures after each name: Greenville, 30; 
Jackson, 40; Vicksburg, 30; Natchez, 40; McComb, 40; Hatties- 
burg, 50; Gulfport, 50; Mobile, 55; New Orleans, 45; and Baton 
Rouge, 40. The present spreads in favor of Alabama mines 
range two cents at Clarksdale, Miss, at which it will hereafter 
be 15 cents, to 75 cents at Mobile, where, under the new scheme, 
it will be reduced to 55 cents. The greatest change will be at 
Bogalusa, La. The spread is now five cents in favor of the 
Alabama mines. A difference of 40 cents is prescribed. He 

The Commission’s finding is limited so as to exclude Mem- 
phis or any other point where like conditions prevail, bringing 
about the fiercest of competition as between the different fields. 
The report says the difference in distance from the competing 
mines alleged by the complainant is not enough to bring about 
a change based on the finding of a differential adjustment in 
favor of the Birmingham district. The finding and comment 
thereon as to rates are as follows: 


We find that the relationship between the rates on coal, in 
carloads, from the Birmingham district in Alabama, on the one 
hand, and the western Kentucky and southern Illinois districts, 
on the other hand, to destinations in the territory embraced in 
the complaint, except Missouri, is, and for the future will be, 
unduly prejudicial to complainant’s members and unduly pref- 
erential of the mine operators in the western Kentucky and south- 
ern Illinois districts to the extent that it varies from an adjust- 
ment outlined as follows: 

1. For each 25 miles or major fraction thereof, beginning 
with a difference in distance of 25 miles, in which the average 
distance from the Illinois Central mines in the southern Illinois- 
western Kentucky districts exceeds the average distance from 
the Frisco Group 2, and Southern Groups 4, 11, and 12 mines in 
Alabama, a differential of 5 cents per net ton over the base rate 
from the Birmingham. district is prescribed in favor of the Ala- 
bama mines. 

2. To destination points east of the Mississippi River dis- 
tances shall be computed from the distance tables set forth in 
DeCamp’s exhibit No. 24, the distances via the shortest routes 
listed therein governing the amount of the differential. 

3. To destination points west of the Mississippi River, the 
distance scales of the carriers shall prevail, based upon the same 
origin groups and computed in the same manner as prescribed 
to points east of the river. 

4. In the few instances where the rates from the Birming- 
ham mining groups are not on a parity the lowest rate shall be 
considered the base rate. 

5. We except from our finding any point which presents the 
same situation which exists at Memphis. * * * 

It will be noted from Appendix A that there are a few points 
where the adjustment favors the western Kentucky-southern Illi- 
nois fields, and such instances will doubtless be multiplied when 
the entire revision is completed. Under the complaint we are 
without authority to correct such situations. Where such in- 
stances are found, however, defendants. will be expected to make 
such adjustments, in accordance with the views herein expressed, 
so as to avoid another proceeding for the purpose of bringing 
such matters to our attention. No order will be issued, but the 
carriers will be expected to remove the undue prejudice found to 
exist by making effective the adjustment prescribed within 90 
days from the date of our decision. Upon failure so to do, the 


ees may again be brought to our attention for appropriate 
action. 


The divisions’ phase of the complaint was a novelty, in that 
the parties to the joint rates had raised it. No one, seemingly, 
raised any question as to the right ef the Commission to dispose 
of the issue tendered by the complaint nor did Mr. Esch refer 
to any question of power that might have existed. He said: 


As to this phase of the complaint, it is alleged that the divi- 
sions of the through rates on coal from the Illinois-Kentucky 
fields accorded by the Illinois Central to the Gulf, Mobile & North- 
ern, Gulf & Ship Island, Mississippi Central, New Orleans Great 
Northern, and other roads in southern Mississippi Valley territory 
unduly prefer southern Illinois and western Kentucky operators 
in the sale of fuel coal to such local lines. Complainant asserts 
that the differentials in favor of the Alabama mines which now 
exist at certain junction points are nullified by the divisions 
maintained and afford the Birmingham operators no protection in 
the sale of fuel coal to these local lines. In other words, the 
divisions reserved by the Illinois Central out of the through rates 
to points on the short lines have been reduced to such an extent 
as to leave to the Illinois Central, with its much longer haul to 
a junction point, divisions no greater than the roads from the 
Birmingham district receive out of their rates to the same or 
other junction points with such short lines. 

Complainant cites particularly the divisions of the Illinois 
Central and Gulf & Ship Island. On coal from southern Illinois 
to Jackson, Miss., its junction point with the Gulf and Ship Island, 
the Illinois Central retains $1.57 out of a rate of $3 to Plain, 
Miss., on the Gulf & Ship Island, as its division on a haul of 439 
miles, a ton-mile return of 3.57 mills. From western Kentucky 
mines the through rate to Gulf & Ship Island stations is also 
$3, the Illinois Central retaining as its division to Jackson, Miss., 
the junction point, $1.44 per ton for a haul of 465 miles, which 
gives a ton-mile return of 3.09 mills. The distance from the 
Frisco Alabama mines to Jackson, Miss., the junction point, is 
247 miles and from the Southern Railway mines to Jackson, 270 
miles, with. ton-mile returns, respectively, of 5 and 5.5 mills on 
a rate of $2.85 to Plain and with a division of $1.44 accorded 
the Frisco and Illinois Central and $1.453 accorded the Southern 
and Alabama & Vicksburg. The Southern also connects directly 
with the Gulf & Ship Island at Hattiesburg, Miss., and the South- 
ern likewise retains as its division at that point $1.453. The 
Gulf & Ship Island has, since the date of the hearing, passed 
into the control of the Illinois Central and therefore the figures 
given serve only to illustrate the divisions which complainant 
alleges are accorded other short lines in approximately the same 
measure. 


The Illinois Central states that practically all of its coal des- 
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tined to these short lines is shipped in ffat-bottomed, gondola 
cars which, when the fuel has been removed, will permit reloading 
with lumber for northbound movement through the lower Ohio 
River crossings; that it can accept low southbound divisions in 
return for the more remunerative northbound long-haul traffic; 
that the short lines are large producers of desirable tonnage which 
exceeds that turned over to them; and that the existing divisions 
did not prevent the Alabama operators from securing the fuel 
contract of the Gulf & Ship Island in 1924. 

A witness for the Gulf, Mobile & Northern, one of the lines 
involved, stated that the bulk of the traffic originating on that 
road was lumber and that the preponderance of this traffic was 
northbound; that, therefore, much of the coal received from Ala- 
bama would have to be moved northward in the direction of 
heavy traffic, which would necessitate additional service in the 
return of empties; that the bulk of the lumber shipments moved 
to destinations not reached by the lines serving the Alabama 
mines; and that as its junctions with these lines were far south 
of its northern terminus, Jackson, Tenn., it would be short-hauled 
if northbound traffic were turned over to these carriers. Atten- 
tion was also called to such factors as car and fuel supply, per 
diem charges, and suitability of the coal. ’ : 

The New Orleans Great. Northern, another of the interested 
lines, stated in its brief that it is primarily a producing rather 
than a consuming line and that therefore if it did not receive 
coal cars from the Illinois Central under load, then both it and 
its connections would necessarily have to transport a greater 
number of empty cars. This carrier also stated that the trend 
of its traffic was in connection with the Illinois Central and urged 
that the divisions accruing to it be not reduced. 

This question of divisions is not one which arises between 
carriers who are parties to the joint rates nor has there been a 
protest on the part of any locality. The public evidently is not 
concerned as to the divisions agreed upon by the joint carriers 
so long as the through rates are not involved, unless one or 
more of the divisions are so low as to throw a burden upon other 
traffic, and we have no such evidence upon this record. 

In deciding this question the important factor of the financial 
condition of the short lines must be given due weight. We con- 
cur in the statement of the representative of the Mississippi Rail- 
road Commission who testified substantially as follows: “It is 
in line with the policy of our commission to be liberal with the 
weak lines and if any of the stronger lines are disposed to be 
liberal with the weak lines in our state I am sure that our com- 
mission is very glad to see it.” i 

There is no question as to the efficient operation of the Illinois 
Central. That carrier explains that it can afford to be generous 
in its divisions to the short lines in Mississippi on southbound 
coal in return for the more remunerative northbound traffic which 
it receives from them. It appears that it reserves the same or 
about the same amount of the through rate at common junction 
points as are reserved by the carriers which serve the Alabama 
mines. As long as this basis of equality is maintained, as long 
as the divisions of the Illinois Central are not so low as to throw 
a burden upon other traffic, and the weaker short lines are 
beneficiaries of its policy, we do not see that complainant is 
subjected to any undue or unreasonable prejudice or discrimina- 
tion. We therefore find that the undue prejudice alleged in con- 
nection with these divisions is not established. 


BRASS, BRONZE, AND COPPER 


The Commission, by division No. 3, in I. and S. No. 2473, 
brass, bronze, and copper ingots, pig, scrap, and related articles, 
in Official Classification Territory, and the cases joined with it 
(mimeographed), has found not justified the proposed increased 
rates on brass, bronze, and copper articles between points in 
Official Classification Territory, except to a specified extent. It 
found that the proposed sixth class basis would be reasonable 
for application on the fifth class articles, subject to the applica- 
tion, as maximum, of a rate*of 40 cents between New York and 
Chicago, scaled on the regular percentage basis at other points 
in Central Territory, and observing the port differentials, and 
that 85 per cent of the rates on the fifth class articles would be 
reasonable for application on the residues. It said it saw no 
reason why those bases should not be applied in Trunk Line 
and between that territory and New England or Central Terri- 
tory, where the present rates are now higher, as well as where 
they are lower, than such bases, at least where there was a 
substantial movement. It said its findings applied to sixth class 
articles as a whole, and were not to be understood as approv- 
ing specific rates from and to.every point in the territories 
mentioned. 


SAND FROM LA FAYETTE, IND. 


Rates on sand and gravel, from Lafayette, Ind., to points in 
Illinois, effective July 2, have been prescribed in No. 15559, 
Western Indiana Gravel Company vs. New York, Chicago & St. 
Louis et al., mimeographed. The Commission, by division No. 3, 
in a report written by Commissioner Cox, has found present 
rates on those articles unreasonable and unduly prejudicial. 

This decision covers matters not dealt with in Lafayette 
Gravel Company vs. C. & E. I., 62 I. C. C. 729, nor in I. and S. 
Nos. 2306 and 2307, two cases that grew out of the formal docket 
case against the C. & EB. I. Rates agreed upon in conferences fol- 
lowing the cases mentioned became effective January 1 last. 
The questions remaining after that adjustment were whether 
joint commodity rates should be established to points in Illinois 
listed in an appendix presented herewith, and, if so, should the 
Wabash be required to absorb the switching charge of the Nickel 
Plate at point of origin. The Illinois Central took the position 
that there was no necessity for joint commodity rates and that 
producers of sand and gravel near the points of demand should 
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get such business because single-line hauls were less expensive 
than joint-line hauls and that it was desirable to do away with 
cross-hauling and expensive interchange service as well as de- 
lays in the movement of traffic. 

The Commission came to the conclusion that there was no 
necessity for absorption by the Wabash but that there should 
be joint-line commodity rates, to displace joint sixth class rates, 
as follows: 


From Lafayette, Ind., Rates* 
In connection with the Wabash and— Distance Prescribed 
Illinois Central to— Miles Cents 
TOMMMBOOM. o.ciccc 5 Baio ad sc SULA. VERE DUNG Ob Palade 76 115 
TE oii. tea «ty. Ri 84,6 2 Wh eae 94 115 
LiSGO 9 hg oes Seas ee ewes Eek ARNSS ME ODER ORES 107 115 
MatHME obi SSR PSSA, is aioe 118 115 
ABOU Wide Bawa SR Sa twy 0c Hers acwreia MS pia dote eels ON ak eee 104 115 
RM Pact ais. Jas vubams 4 ouc 019 we peuie bide eae 96 115 
CHBAIINIEIN Fos os Seckc os oe Xess toh kes Cups See se Case ak wie 84 115 
TAO hak el FdiS se cisagd \GRWh 2ildee oboe gob wieeeley 79 115 
St Nis sack wasics « Mik shee 0 ds oy Gade Sei ea SED 88 115 
re a Rep a ee ea er ete 123 115 
PRs Ct cee de < die osc Sap) ORS es. 6 tie odjb wae DEH ele wee 125 125 
aT) Ea ER PS Sa eee Gah Ope ts Ree a tek tar pe Cg tee 123 125 
COMI ao o's dew cary nod bb nia 0d sreck P Ok 6 ace Vere. te eS 124 125 
WORE Se. 5 ted oie Bh HS 6 aS Nd twin ws Paes ba et beware 125 125 
ARTITEE iii Rinks Vera ket wks pateariew aes 142 135 
POUR... nio.ein. did Aolerd She VAIN Whe ot Facts SESS te EER TCCTS 162. . 135 
FROME Cc ccvicataech 4c bid gest «Ls edad egiinclenits SES eee 170 135 
IED orc dac Gig co teas 8: SR cue Hales oats Nok aes ae 182 135 
Baltimore& Ohio to— 
Wee . asset Sek cet ees bine bids Kode wdinteak 166 123 
RING io ed 6 Invoin hveek vtbieeeh Wad sane ones shcntaens 165 123 
pr | eek iglesia ar 2 ae Ip eS PY) 172 123 
COMPEIIEE, ERs be 5 bic eles bcd 5s Fates pp Pb He ube athdle's Bee 178 123 
MeO NRG OR 5 AS Oe bidicddwtins AES S 169 123 
DIL OUNOIEE Kivgis'n dalanss < hina 60s sab tig b CES Cees cies 163 123 
Kankakee & Urbana to— 
CIPD CT SEG Caranis coe OEE 34 ¢ Sarak eee cave a meh renee 82 93 
Chama 5 oS iii SS ct Pe FER bee ce eee eS 84 93 
TRON ible. 0 dk bv EME Sco bs UWE TOU Cav Che cS ae 98 93 
NR ae a OL ae Oe Po 106 98 
Illinois Traction to— 
WERE SE vivca dwn ss cowie Woe che te iee cas ee hese eee 52 90 
Ridge WOW ask Ste alk Hee SS 1 ts a Give Vidbtwt Sic a 62 90 
TOI i 5 oo aca. th wikia s + ladao ek Aen watee ee een 56 94 
GIOTTO kano ce rida ck eh aden He in wrt we eae OES Pee 67 94 
CIS de Soaiha ace ccetsice Re ok omilen Crane at ob bee ~<a 100 
CTR 5. 6 winiciks.c be gush <sbtulga sities Salbee, lee 80 100 
WINS on 5.004 5 aietnn 6-4 wha hes Kee hed ise eines 45 99 108 
TOOT ab ac b.004 26-0 bd HS 9a, 840. 5 & wt anaes eae BO 108 108 
jg TE At A a ae age Pere ree Tere eM n gsr e 129 108 
PUA VOMINE-& ick. oh dawn sche w Hd div 35 ek SUAS ies 161 111 
PEO ik. 5 55.6 in vies, vk, ONE e 01s paceie bee ee eniRniah «ee 143 111 
II iat Sra Kordk «hw cip-ao Wietine.ed) oo Mae dene kees 151 111 
ee a AP LS Aen rye eos Cee ce ea we 175 111 
Mah iG Seo dk oc 6 0:5p sk EN 0 Shc Bi GS de'o Heenan 195 120 





. *To apply also to local points intermediate to the destinatons 
shown. 


COMMISSION ORDERS 

The Nebraska State Railway Commission has been permit- 
ted to intervene in No. 17330, Illinois Coal Traffic Bureau vs. 
Arkansas Valley Interurban Railway et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 17289, Northrup, 
King & Co. vs. Santa Fe et al. 

Figge & Hutwalker Company and Rohe and Brothers have 
been permitted to intervene in No. 17924, Swift and Company et 
al. vs. Santa Fe et al. 

The Commission has denied the petition of the complainant 
in No. 16718, American Tobacco Company vs. Director-General, 
as agent, Norfolk Southern Railroad et al., for rehearing. 

The defendant’s petition for rehearing and reargument in 
No. 14494, Burlington Shippers’ Association et al. vs. Santa Fe 
et al., has been denied. 

H. Nussbaum has been permitted to intervene in No. 17709, 
the Merchants and Planters Compress and Warehouse Company 
vs. Demurrage and Storage Bureau, Galveston Bay Lines, et al. 

The Chicago Association of Commerce has been permitted 
to intervene in No. 17817, Chicago Gravel Company et al. vs. 
Santa Fe et al. 

The Lehigh Portland Cement Company has been permitted 
to intervene in No. 18063, Mobile Chamber of Commerce and 
Business League vs. the Alabama Great Southern Railroad et al. 

The Commission has dismissed the complaint in No.. 10754, 
the Buffalo Union Furnace Company vs. Erie Railroad Company, 
Director-General, et al., upon request of complainant. 

The complaint in No. 17903, Fulton Bag & Cotton Mills, In- 
corporated, vs. Pennsylvania Railroad, has been dismissed by 
the Commission, the cause of it having been satisfied. 

The Alpha Portland Cement Company has been permitted 
to intervene in No. 17854, Iola Cement Mills Traffic Association 
et al. vs. Santa Fe et al. 

The order entered in No. 15511, Board of Trade of the City 
of Chicago vs. Santa Fe et al., on January 15, 1926, as subse- 
quently modified, is further modified by substituting “15 days’” 
for “30 days’” notice by filing and posting as prescribed in the 
second and third paragraphs of said order; but in all-other re- 
spects said order shall remain in full force. 


The Commission has authorized Andrew W. Mellon, Director- ' 


General of Railroads, to pay unto complainant, Swift & Com- 
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pany, on or before May 25, 1926, the sum of $17,301.14, with 
interest thereon at the rate of six per cent per annum from 
July 1, 1919, as reparation on account of unreasonable rates 
charged for the transportation of numerous carloads of ice be- 
tween points in Western Trunk Line territory and from St. 
Louis, Mo., to Chicago, Ill., in No. 11467, Swift & Company vs. 
Director-General, as agent, and No. 11521, Same vs. Same. 

The defendant, Andrew W. Mellon, Director-General of Rail- 
roads, in No. 11540, Armour & Company vs. Director-General, as 
agent, has been authorized to pay to the complainant, Armour 
& Company, on or before May 25, 1926, the sum of $12,584.22, 
with interest thereon at the rate of 6 per cent per annum from 
April 1, 1919, as reparation on account of unreasonable rates 
charged for the transportation of numerous carloads of ice 
between points in Western Trunk Line territory and from St. 
Louis, Mo., to Chicago, III. 

The Commission has amended the order entered in No. 13032, 
Commission Reguladora del Mercado de Henequen vs. Director- 
General, as Agent, by striking out the following: “Commision 
Reguladora del Mercado de Henequen, $6,583.26, August 1, 1919,” 
and inserting in lieu thereof the following: “Commision Regu- 
ladora del Mercado de Henequen, $6,396.17, Aug. 1, 1919.” 

The Minnesota and Ontario Paper Company has been per- 
mitted to intervene in No. 17985, Express Publishing Company 
vs. Galveston, Harrisburg and San Antonio Railway. 

The Colorado and New Mexico Coal Operators’ Association 
has been permitted to intervene in No. 18025, Old Ben Coal Cor- 
poration vs. Alabama and Vicksburg Railway et al. 

The Hattiesburg Chamber of Commerce has been permitted 
to intervene in No. 18062, Mobile Chamber of Commerce and 
Business League vs. Alabama and Vicksburg Railway et al. 

Armour & Company has been permitted to intervene in No. 
18090, Swift & Company vs. Chicago, Milwaukee & St. Paul 
Railway et al. 

The Commission has amended its order entered in No. 
14648, Babbit Brothers Trading Company vs. Santa Fe et al., on 
February 9, 1925, by striking out the following: 


Northern Pacific Railway Company; Southern - Pacific Company; 
== — ae Topeka & Santa Fe Railway Company, $456.66, 
uly 15, E 


and inserting in lieu thereof the following: 


Northern Pacific Railway Company; Southern Pacific Company; 


and the Atchison, Topeka & Santa Fe Railway Company, $228.28, 
Nov. 3, 1920. 


The Commission has amended its order in No. 12506, Greater 
Des Moines Committee, Incorporated, et al. vs. Director-General, 
as Agent, Arkansas Central Railroad, et al., by striking out the 
following: 


St. Louis-SanFrancisco Railway Company; and the  waeainen Rock 
Island & Pacific Railway Company, $2,237.18, April 1, 1921 

The Atchison, Topeka & Santa Fe Railway Company; and Chicago 
Great Western Railroad Company, $4,076.90, Jan. 1, 1921. 

The Atchison, Topeka & Santa Fe Railway Company; and the 
Capes, Rock Island & Pacific Railway Company, $3,492.23, Oct. 1, 


and inserting in lieu thereof the following: 


St. Louis-San Francisco Railway Company; and the Chicago, Rock 
Island & Pacific Railway Company, $2,247.18, April 1, 1921. 

The Atchison, Topeka & Santa Fe Railway Company; a Chi- 
cago, Great Western Railroad Company, $3,937.31, Jan. 1, 

The Atchison, Topeka & Santa Fe Railway Aine ag ‘and the 
or. Rock Island & Pacific Railway Company, $3,492.63, Oct. 1, 


PETITIONS FOR REHEARING, ETC. 


The Certain-teed Products Corporation, an intervener in No. 
16320, Congoleum-Nairn, Inc., vs. Chicago and Northwestern et 
a... has asked the Commission to rehear and reargue the above 
proceeding. 

The Seaboard Air Line Railway, a petitioner in No. 16074, 
Crescent Bed Company vs. Alabama & Vicksburg Railway et al., 
has asked the Commission to modify its report. 

The complainants in No. 14760, Sub. No. 1, 12056, 13506, 
13537, Consolidated, the Parkersburg Rig & Reel Company vs. 
the Chicago, Rock Island & Pacific Railway et al., have asked 
the Commission (1) to reopen for further hearing; (2) reopen 
for reargument and reconsideration and for modification of its 
report and order herein, and (3) to determine and prescribe 
specific, just and reasonable rates and charges on rig irons, 
carloads, between the points involved, during the period covered 
by the complaints and for the future, and to award damages by 
way of reparation. . 

- The complainants in No. 14877, Southern Transportation 
Company et al. vs. Norfolk & Western et al., have asked the 
Commission to reopen the proceeding for reconsideration, re- 
argument or rehearing solely on the question of reparation for 
wharfage charges paid without tariff authority. 


The Missouri Pacific Railroad has asked the Commission to 
vacate the orders heretofore entered in No. 13413, in the matter 
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of automatic train control devices, for installation of automatic 
train control devices upon its property. 

The Cincinnati, New Orleans & Texas Pacific Railway Com- 
pany, in a supplemental petition in Docket No. 13413, in the mat- 
ter of automatic train-control devices, has asked the Commission 
for extension of the effective date of the second order dated 
January 14, 1924, as modified by subsequent order of July 18, 
1924, and for further time within which to comply with the 
mandate of said order. 

The complainant in No. 15519, Western Paper Makers Chem- 
ical Company vs. Ann Arbor et al., has asked the Commission to 
reopen the proceeding for reconsideration, reargument before 
the full Commission, and for modification of the Commission’s 
order. 


SUSPENDED TARIFFS 


In I. and S. No. 2654, the Commission has suspended ‘from 
April 23 until August 21, schedules as published in supplement 
No. 4 to The Kansas City Southern I. C. C. No. 4424. The sus- 
pended schedules propose to increase the rates on eggs in 
straight carloads, or in mixed carloads with dressed poultry, 
from producing points in Arkansas and Oklahoma to New 
Orleans, La. The following is illustrative: 


To New Orleans, La. 
From— 
eee eine AI. ise ce cas cevvecccovea ees 
NS MENDES « Chit ac Haeldais euid.edees dee bau debaa wd 
SES MING © & whieh eke cid od é-covenstiedtseenietne 


Present Proposed 
91 127 


In I. and S. No. 2653, the Commission has suspended from 
April 23 until August 21 schedules as published in supplements 
Nos. 17, 18 and 19 to Boyd’s I. C. C. No. A-1558 and Jones’ I. C. 
C. No. 1638. The suspended schedules propose to cancel im- 
port rates on iron and steel articles, carloads, from Texas gulf 
ports to St. Louis, Mo., Little Rock and Pine Bluff, Ark., and to 
points in Oklahoma; and to also restrict the fifth class import 
rates from Texas gulf ports to various interstate destinations 
so that these rates would not apply on iron and steel articles, 
leaving domestic rates applicable in lieu thereof. The follow- 
ing will serve to illustrate: 


From Houston, Tex., to St. Louis, Mo., prsent import 414, pro- 
posed domestic 914%; Little Rock, Ark., present import 41%, proposed 
domestic 76; Oklahoma City, Okla., present import 41%, proposed do- 
mestic 73. Rates in cents per 100 pounds. 


ACQUISITION APPROVED 


With Chairman Eastman dissenting, the Commission, by 
division No. 4, in finance docket No. 5340, Control of Island 
Creek R. R. Co. by Chesapeake & Ohio, mimeographed, has 
authorized the last-mentioned carrier to acquire the short line 
by the purchase of all its stock and the discharge of its debts. 
Mr. Eastman dissented, because, as he said, the two roads would 
become a single system, in so far as its ownership was con- 
cerned, involving a consolidation which the Commission was 
without authority to approve. He pointed out that the Chesa- 
peake & Ohio now operated the Island Creek, a short coal line, 
near Logan, W. Va., under a lease. 


TRACKAGE OPERATION AUTHORIZED 


The Commission, by memorandum issued by division No. 4, 
has announced grant of authority to the Natchez, Columbia & 
Mobile to operate, from Tilton to Oakdale, in Lawrence county, 
Mississippi, a distance of seven miles, over a railroad owned 
by the Denkman Lumber Company, under a trackage arrange- 
ment. The lumber company track over which the Natchez, Co- 
lumbia & Mobile will operate connects with the New Orleans & 
Soaeeee at Tilton and with the Gulf & Ship Island at 

akdale. 


EQUIPMENT TRUST APPROVED 


The Commission, by division No. 4, has approved the applica- 
tion of the New York Central for authority to assume obligation 
and liability for equipment trust certificates totalling $11,172,000, 
the proceeds from which are to be used in the purchase of 
equipment. ‘The certificates are to be sold at not less than 
97-5/8 of par and accrued dividends. 


USE OF PRIVATE CARS 


The Commission has entered a supplemental order in No. 
17757, in the matter of the use of. private passenger-train cars, 
requiring Class 1 and Class 2 carriers and switching and ter- 
minal carriers to furnish information called for in a question- 
naire attached to the order, not later tlian July 1, 1926. 

The Commission said it was desired that each carrier fur- 
nish a statement of all business, official, or otherwise private 
passenger-train cars owned or leased, and transported at less 
than published tariff rates, in 1923, 1924 and 1925. It also asked 
the carriers to furnish statements of “all free transportation 
movements and of all transportation movements at less than 
published tariff rates of all business, official or other passenger- 
train cars for each of the years 1923, 1924 and 1925.” 
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The questionnaire calls for detailed information along the 
lines indicated above. Names and occupations of those to whom 
cars were assigned must be given; also the dates when cars left 
headquarters and when they returned; occupants of cars; total 
mileage of trips; grand total mileage of private passenger train 
cars; commissary or other supply items, water, fuel, ice, tele- 
phone service or other service items furnished, cost thereof and 
to whom expense of such items was billed. Information along 
this line must be given for trips over home roads as well as 
over foreign lines. 


CONSTRUCTION OF LINE 


In Finance Docket No. 5105, construction of line by Sacra- 
mento Northern Railway, the Commission has entered an order 
extending the time for beginning and completion of a line of 
railroad in Yolo and Solano counties, California. The order au- 
thorizing construction of the line was conditioned upon the be- 
ginning of construction by May 1, 1926, and completion of the 
line by April 30, 1927. The time has been extended to November 
1, 1926, for beginning of construction, and to November 1, 1927, 
for completion of the line. 


ABANDONMENT JURISDICTION 


The Commission, by division No. 4, has dismissed the appli- 
cation of the Wilkes-Barre & Eastern Railroad Company for 
authority to abandon a part of its line of railroad, for want of 
jurisdiction. The part of the line to be abandoned is along the 
west bank of the Susquehanna opposite Wilkes-Barre, Pa., about 
5,500 feet long. Operation of the line was discontinued, the re- 
port said, in 1904 and the track for the most part had been taken 
up. No traffic, it said, had been offered for twenty years. The 
Commission said that as the operation was abandoned before the 
enactment of paragraph 18 of section 1, and had not been re- 
sumed since that time, it was of the opinion that the matter 
presented by the application did not come within its jurisdiction. 
No objection to the grant of authority was presented. 


AUTHORIZED, TO CONSTRUCT 


The Commission, by division No. 4, has authorized the 
Venice, Englewood & Southern to construct a line from Venice, 
a point on the Seaboard Air Line, to Englewood, Fla., a distance 
of approximately thirteen miles. The applicant has also been 
authorized to retain excess earnings. The project contemplates 
ultimate construction of the new line to connect with the Char- 
lotte Harbor & Northern and is part of the Seaboard’s new 
construction program in Florida. 


AUTHORIZED TO ACQUIRE 


The Commission, by division No. 4, has authorized the 
Chesapeake & Ohio to acquire control of the Pond Fork & Bald 
Knob Railroad Co. by purchase of its stock and lease of its 
property. The line, a little more than thirteen miles long, is 
an independent feeder, the only connection of which is the 
Chesapeake & Ohio. It is owned by C. Crane & Co., which the 
Commission referred to as a-lumber company. Cost of repro- 
duction, at current prices, is estimated at $570,000. -The Chesa- 
peake & Ohio is to acquire the stock, total par value. $50,000, for 
$250,000. The Pond Fork’s equipment, consisting of a locomo- 
tive, a gasoline passenger coach and a few light flat cars, the 
report said, would be conveyed to the lumber company. The 
Chesapeake & Ohio will take over all the other assets and 
liabilities of the company as of the date of its purchase of the 
capital stock. The tonnage of the road is said to be high-grade 
bituminous coal. The quantity of it in the area tributary to the 
Pond Fork line is estimated at 1,300,000,000 tons. 

Chairman Eastman dissented because, in his judgment, what 
was proposed was. an acquisition of control involving the con- 
solidation of the carriers into a single system for ownership 
and operation which, as he construed the statute, was beyond 
the authority of the Commission to approve under paragraph (2) 
of section 5. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that at the request of 
Charles J. Rixey it has‘been decided to withdraw No. 17939, 
Cotton States Fertilizer Co. vs. Alabama & Vicksburg et al., from 
the modified procedure docket. The case will be set for hearing 
in the regular way. He has also announced the withdrawal of 
No. 17930, United Verde Copper Co. et al. vs. A. T. & S. F. et al., 
from that docket, at the request of counsel for complainant. 


GUARANTY CERTIFICATE 


The Commission has certified to the secretary of the treas- 
ury that under the provisions of section 209, the Central Railroad 
Company of New Jersey is entitled to a balance of $665,244.72 to 
make good the government’s guaranty. The total amount, it is 
said, to which the company was entitled under the guaranty, was 
$5,811,655.72.. Advances or partial payments to the railroad 


under section 209 (h) came to such a total that in the final ac- 
counting under that section the amount mentioned was found 
still due that carrier. 
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| _ Proposed Reports in I. C. C. Cases 


GRAIN RATE AND TRANSIT CASE 


In a proposed report on No. 16078, Waggoner-Gates Milling 
Company vs. Atchison, Topeka & Santa Fe et al., and six sub- 
numbers of the same title, Examiner Bronson Jewell said the 
Commission should find the rates on grain originating on the 
Missouri Pacific, the only carrier serving the complainant, be- 
yond Kansas City, Mo.-Kans., moved over that line to Indepen- 
dence, Mo., about eleven miles from the larger city, there milled 
and the products reshipped over the same road to Kansas City 
for delivery to points in various states on its own lines or those 
of other defendants were applicable and not unreasonable or 
otherwise unlawful. Therefore, he said the title complaint should 
be dismissed. 

Jewell said the rates on grain originating beyond Kansas 
City, on foreign lines, moving thence over the Missouri Pacific 
to Independence for milling and the products returned to Kan- 
sas City or beyond should be found applicable but unreasonable. 
The combination rates to or from Independence from or to 
points on connections of the Missouri Pacific, he said, should be 
found unreasonable but not unduly prejudicial, and that new 
rates should be made in both instances. Reparation, he said, 
should be denied on past shipments covered by sub-Nos. 1 to 4 
inclusive. He said the rates assailed in sub-Nos. 5 and 6 should 
be found applicable and the complaints dismissed. As summar- 
ized by Jewell the complaints were as follows: 


In general the principal case and the sub-numbers are grounded 
upon the failure of defendants to accord complainant’s mill at In- 
cepencence the same basis of rates and transit privileges as are 
enjoyed by mills at Kansas City. Regardless of whether the grain of 
the inbound movement was procured from points on the Missouri 
Pacific, or points on foreign lines, or was purchased on the Kansas 
City market, and regardless of whether the Missouri Pacific obtains 
any portion of the line haul other than that between Kansas City 
and Independence, complainant contends that the Kansas City basis 
of rates should apply and in certain instances, hereinafter described, 
that the Missouri Pacific’s tariffs already do provide for the appli- 
cation of that basis. Where the shipments originate at points on 
the Missouri Pacific, grain can be milled at Independence and the 
flour reshipped over the Missourfr Pacific and its connections to 
the east, southeast or into Texas upon the same basis as Kansas 
City. With the exception of Kansas City which takes about one-fourth 
of complainant’s output, its largest market is in this territory. 

In No. 16078 complainant assails the rates charged on grain 
originating on Missouri Pacific lines in Nebraska, Kansas, Colorado 
and Missouri, milled at Independence and the products shipped out 
over that defendant’s lines to Kansas City or to points beyond Kan- 
sas City in Arkansas, Oklahoma, Kansas and Missouri on its lines 
or the lines of its connections at Kansas City. At present the rates 
charged are on the Kansas City basis plus a 2-cent out-of-line charge 
for the movement to Independence and return. Complainant contends 
that the assessment of this charge is contrary to the provisions of 
the tariff in violation of section 6 and is also unreasonable, unduly 
poe and in violation of the long-and-short-haul provision of 
section e 


In bringing his discussion of the.many technical points in- 
volved to a conclusion, the examiner said: 


Although it is difficult to determine from the record the precise 
basis for the construction of all the rates assailed in these various 
complaints and, also, the measure of the relief desired in every in- 
stance, it does appear that the rates charged complainant to and 
from Independence lack uniformity. This is apparently owing to 
the fact that the rates apply from and to different territories of 
origin and destination and are published by carriers whose practices 
in the matter of according transt vary. In its prayer to be placed 
on an equality in rates with Kansas City and other Missouri River 
points, complainant relies entitrely upon a comparison of distances. 
It ignores the fact that grain rates in this territory are not con- 
structed with strict regard for distance and that the outbound move- 
ment of grain products from complainant’s mill requires a direct back- 
haul against the trend of the grain movement. However, these con- 
siderations do not justify the imposition of unreasonable rates or 
of rates which are discriminatory in comparison with those of other 
milling points having the advantage of carrier competition or geo- 
graphical location. Defendant, Missouri Pacific, recognizes this by 
joining voluntarily in joint rates upon the straight Kansas City basis 
from and to certain territories. 


The Commission should find, (a) that the present basis of rates 
assailed in No. 16078, and assessed on grain originating on the’ line 
of the Missouri Pacific beyond Kansas City, and forwarded over that 
road to Independence, Mo., there milled and the products returned 
to Kansas City, and thence over its own lines or those of its con- 
nections to destinations in various specified states is legally appli- 
cable and not ureasonable or otherwise unlawful; (b) that the rates 
assailed in Sub. Nos. 1 to 4 on grain originating beyond Kansas City 
on lines of defendants other than Missouri Pacific, shipped over the 
latter road to Independence for milling, and the products shipped out 
Over the same road to Kansas City or to points beyond over defend- 
ant’s lines are legally applicable but are, and for the future will be, 
unreasonable to the extent that they exceed the rates charged on 
Shipments from and to the same points but milled at Kansas City 
by more than 4.5 cents per 100 pounds; (c) that the Kansas City com- 
bination of local rates, or local and proportional rates, to or from 
Independence from or to points on‘lines of defendants other than 
Missouri Pacific were and are not unduly prejudicial but are and for 
the future will be unreasonable to the extent that they exceed the 
corresponding rates to or from Kansas City from or to the same points 
by more than 2 cents per 100 pounds on wheat and 1.5 cents per 
100 pounds on corn and grains in the corn group; (d) that the rates 





charged on shipments enumerated in Sub. Nos. 5 and 6, upon which 
the necessary inbound billing was not surrendered in compliance with 
tariff provision to entitle them to transit or lower proportional rates, 
were legally applicable and reparation should be denied. 

The prayer for reparation upon those rates herein found un- 
reasonable and unduly prejudicial is in effect asking that transit 
service be retroactively applied. The commission has repeatedly re- 
fused to approve this request except to remove unlawful discrimina- 
tion. Complainant has not shown unjust discrimination or undue preju- 
dice, or damage resulting therefrom, and repartion should be denied. 

Complaints in No. 16078 and Sub. Nos. 5 and 6 should be dis- 
— oe appropriate orders for the future entered in Sub. Nos. 1 to 
4, inclusive. 


MINNESOTA GRAIN RATES 


A proposal to set aside grain rates because they burden in- 
terstate commerce has been made by Examiner Harris Fleming 
in I. and S. No. 2469, Grain and Grain Products from, to, and 
between Illinois, Iowa, Minnesota, North Dakota, South Dakota 
and Wisconsin Points. (See Traffic World, April 17.) This 
report also includes I. and S. No. 2554, Grain and Grain Products 
from, to, and between Illinois, Iowa, Minnesota, North Dakota, 
South Dakota, and Wisconsin Points; No. 17265, Commercial 
Club of Fargo, N. Dak., et al. vs. Big Fork & International Falls 
Railway Company et al.; No. 17315, Farmers Grain Dealers’ As- 
sociation et al. vs. Great Northern Railway Company et al:; 
No. 17516, North Dakota Fair Freight Rate Association et al. vs. 
Baltimore & Ohio Railroad Company et al.; No. 17399, Board of 
Railroad Commissioners of the State of South Dakota vs. Chi- 
cago & North Western Railway Company et al.; also fourth, 
section applications Nos. 12744, 12766 and 2796 filed by the Chi- 
cago, Milwaukee & St. Paul. 

In the head notes of his report the examiner said the Com- 
mission should make a report in which the principal findings 
should be as follows: 


1. Rates on grain and grain products and flaxseed from North 
Dakota points to Minneapolis and Duluth, Minn., and on grain and 
grain products other than flaxseed from South Dakota points to 
those destinations and various other markets found not un- 
reasonable. 

2. Rate adjustment to Duluth and Minneapolis, Minn., and 
points taking the same rates, on flaxseed from North Dakota 
points and on grain and grain products other than flaxseed from 
points in North Dakota and South Dakota, on the one hand, and 
from points in Minnesota, on the other hand, found unduly preju- 
dicial to North Dakota and South Dakota complainants and ship- 
pers, respectively, and unduly preferential of Minnesota shippers. 
Undue prejudice ordered removed. 

3. Proposed increased rates on flaxseed from, to, and between 
points in Minnesota, North Dakota, South Dakota, Iowa, Wisconsin, 
and Illinois found not justified. Schedules ordered cancelled but 
earriers authorized to file other schedules naming rates in con- 
formity to the views herein expressed. 


4. Proposed changes in rates, mainly increased rates, on grain 
and grain products other than flaxseed, from, to, and between 
points- in Minnesota, North Dakota, South Dakota, Iowa, Wis- 
consin, and Illinois, principally from North Dakota and Minnesota 
to certain of the larger terminal markets, found justified and 
orders of suspension vacated. 

5. Fourth section relief granted in part. 


In the final analysis, the cases, as treated by the examiner, 
constituted a complaint against the level of rates caused by the 
legislation of Minnesota and the orders of the Minnesota com- 
mission, in the last twenty years. They were created by the 
effort of the railroads to bring up that level in such a way as 
to preserve the existing parity of state and interstate rates on 
grain and grain products, in Minnesota and preserve the market 
relationship. This attempt to bring up the level, they said, was 
independent of or perhaps ancillary to their effort to obtain more 
revenue by means of their proposals in Ex Parte 87. The formal 
docket complaints grew out of adjustments attributed to the 
Minnesota rates. 

As a method for treating the situation the carriers proposed 
the use of the general distance scale prescribed by the Commis- 
sion in South Dakota Railroad Commissioners vs. Director-Gen- 
eral, 73 I. C. C. 487. That scale was prescribed for use in making 
rates from points in eastern South Dakota to Iowa destinations. 
It is also known as the 11140 scale. Fleming said that except 
for extremely short distances the scale would result in material 
reductions. He said that in the specific rates there would be 
some reductions but that generally a higher basis would result. 
As to the positions taken by the railroads and by the com- 
plainants, the examiner said: 


Generally at least the present Minnesota interstate and intra- 
state rates are the same and for various reasons described in 
cases hereinafter referred to it is desirable and in fact important 
that these rates be maintdined on the same basis, particularly 
to Minneapolis and Duluth: In view of this and other matters 
stated above it thus appears that the Minnesota basis, and in fact 
the Minnesota intrastate basis to the terminals, is the key to or 
foundation for at least a large part of the general adjustment. 
Attention should here be directed to the general position of 
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the carriers respecting the proposed adjustment, namely, that 
these various steps referred to in connection with the suspended 
schedules and their application to increase the Minnesota intra- 
state rates had in view the readjustment of a situation which 
they have for some time recognized as improper, and were taken: 

1. To remove unjust discrimination against interstate com- 
merce from South Dakota which the Interstate Commerce Commis- 
sion found to exist because of the low character of the Minnesota 
intrastate rates on grain; - 

To properly relate the rates from North Dakota to the 
terminals with the increased Minnesota rates; 

Because the grain rates from Minnesota and North Dakota 
to the terminals are on an abnormally low basis, particularly 
when compared with similar grain rates elsewhere throughout the 
United States; and 


4. Because of the need of the carriers in this territory of 


additional revenue to give them a fair return on their invyest- 
ment. «* °* °° 


Asserting that the “Minnesota grain rates constitute a menace 
to the grain rate adjustment in this territory,” they refer to va- 
rious complaints which have grown out of these rates, including a 
complaint now pending before the Iowa Commission in which the 
present scale is asked in that State. With further reference to 
this subject it is represented that since the Minnesota statutory 
rates became effective in 1913, as later explained, the Minnesota 
carriers have contemplated bringing about a revision of thosé 
rates to properly relate them to the rates in contiguous territory 
and to place them on a more reasonable level; that such a re- 
adjustment originally formed an important part of the readjust- 
ment considered upon recommendations of the Director-General 
in Rates on Grain and Grain Products, 56 I. C. C. 133, though this 
phase of the adjustment was excluded from that there considered 
because further increases in intrastate rates during Federal con- 


trol were against the policy then adopted by the Director of 
Public Service. 


As to the relief sought by the complainants, the position of 
the parties is in some respects obscure and conflicting. Thus, 
in No. 17516, the present rates are assailed as unreasonable 
“applied to either local or through movements,” though what is 
considered a reasonable level of such rates is not disclosed. No. 
17265, except as to the rates between Fargo and Sioux City, is 
in reality based solely on the-relative situation as between the 
rates from Fargo and from Minnesota points, but contrasted with 
the views of that complainant that the existing discrimination 
against Fargo should be removed by reducing the rates from that 
point to the level of the present Moorhead rates, the complainants 
in No. 17315 contend that this situation should be remedied by 
increasing the Moorhead rates to the level of the Fargo rates 
and grading the rates, on a mileage basis, from intermediate 
points. The complainants last referred to rely wholly upon their 
requést for proportional rates. Other differences between the 
relief asked and the position of the respective parties will appear 
from the subsequent discussion herein of the South Dakota com- 
plaint and complainants’ request for proportional rates. 


The examiner discussed the various phases of the subject, 
involving a large percentage of the grain and products rates in 
the near northwest under the subdivisions of, the Minnesota 
situation; North Dakota rates; South Dakota rates; the Canadian 
situation, including the Crows Nest Pass Agreement which has 
caused much discussion north of the international boundary; 
financial condition of farmers and carriers under which caption 
Fleming said the complainants relied generally upon the Hoch- 
Smith resolution in their effort to obtain lower rates; rate jumps 
at the state lines; request for proportional rates; flaxseed rates; 
Minneapolis & St. Louis rates; minor adjustments, market rela- 
tionship, and position of the markets; rates between Fargo and 
Sioux City, and conclusions. 


In discussing the Minnesota situation, Fleming said exhibits 
showed various rates as low or lower than in effect 25 years 
ago. From some points on the Milwaukee road, he said, even 
the proposed rates on corn were lower than the 1900 level. He 
said the Milwaukee asserted that the rates it sought represented 
an increase of “only slightly more than one-half of the amount 
that the rates are below the level that would have obtained had 
not the rates been depressed by the action of the Minnesota 
legislature.” 


As to revenues and rates of return there was wide disagree- 
ment between the statistics submitted by the carriers and figures 
put into the record by the Minnesota commission, which, natur- 
ally, was a large figure in the case. The carriers asserted, re- 
specting conditions in Minnesota, that other than to the extent 
swelled by the overhead traffic of the transcontinental lines, 
there was nothing especially favorable about the traffic density 
of Minnesota and that when the iron ore traffic, highly localized, 
was eliminated, its traffic density was less than that of Nebraska, 
Arkansas, Missouri, Illinois and Wisconsin and did not differ 
greatly from that of Kansas, Iowa, Oklahoma and Texas. On 
the other hand, he said that by various exhibits offered by the 
statistician of the Minnesota commission, it was sought to show 
excessive earnings by some Minnesota carriers from their Minne- 
sota operations. Those pertaining to the Minneapolis & St. 
Louis, for instance, showed a return of 6.82 per cent on Minne- 
sota freight business instead of a deficit of 1.83 per cent claimed 
by the carriers. The carriers attacked the state statistician’s 
figures as based on highly fallacious theories and as being with- 
out any value whatever in this case. The carrier figures also 
showed the North Western as operating at a deficit on Minnesota 
business. Fleming said that at least some of the carrier objec- 
tions to the state’s figures were well founded, saying they would 
have a very questionable value in a proceeding involving rates 
on traffic generally. 
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“In this proceeding,” said he, “in which only the grain and 
grain products rates are under consideration, they clearly serve 
no useful purpose.” 

Commenting upon the fact that the claims of the carriers 
as to their rates of return were based upon the book values of 
their roads and the further fact that the Commission, in the gen- 
eral rate cases of 1920 and 1922 had refused to take the book 
investment as the foundation but had made figures of its own, 
Fleming said: “With such reduction of the book values now 
shown as is warranted by other facts in the record, it will appear 
that the average rate of return of these carriers is low.” 


After referring to the Crows Nest Pass Agreement, in his 
discussion of the Canadian situation with its low rates on grain 


as it affects the grain rates in the northwest, Examiner Fleming 
said: 


There is also a further important difference in the railroad 
situations in the two countries. In the United States this com- 
mission is required: to determine rates by the average needs of 
the carriers by groups. Thus the rates in the western group, 
under the requirements of the law, are fixed in an effort to produce 
an average fair return for the carriers in that region. The 
stronger roads, of course, earn more than the average while the 
weaker roads earn less and the law contemplates the recapture 
by the Government from the stronger roads of half of any excess 
that they may earn over 6 per cent. Moreover, if this commission 
should make rates with an eye to the needs of the stronger lines 
alone, the situation would become very serious for the weaker 
lines in view of the competition between them and the stronger 
lines. In Canada, on the other hand, most of the weaker and less 
prosperous lines are operated under government control by the 
Canadian National Railways leaving as the principal independent 
earrier the Canadian Pacific which is a prosperous road compared 
with the most prosperous in the United States. Manifestly the 
Canadian Pacific is in a position to make lower rates than would 
be possible if all the roads in Canada were dependent for support 
upon their own earnings and if rates were made, as in the United 
States, on the basis of an average fair return upon the velue 
of the property. 


In regard to the financial condition of the carriers and the 
farmers, hereinbefore mentioned in connection with rates of 
return to the carriers, Examiner Fleming, in part, said: 


The financial condition of a carrier, though an important 
matter for consideration, does not of itself ordinarily warrant an 
increase in individual rates. It is also true that the provision 
of section 15-A of the act apply only to the aggregate revenues 
of the carriers in groups and no question as to the sufficiency of 
the rates generally of the carriers in the western group is here 
before the commission. Nevertheless, as the aggregate movement 
of grain and grain products in this territory constitutes so large a 
percentage of the aggregate movement, the financial condition of 
the carriers rendering that service becomes more important. 


It further appears that the figures above shown respecting the 
carriers’ revenues and rate of return are based on their investment, 
including material, supplies and cash as of the beginning of the 
year, or in other words, the book cost, and the book cost may 
not be accepted as showing the fair value of railroad property 
devoted to the service of transportation. For the purposes of that 
case, the commission in Increased Rates, 1920, 58 I. C. C. 220, fixed 
the approximate value of the carriers’ properties in the western 
group as somewhat less than the book values and, for the purposes 
of those cases, that basis was approved in Reduced Rates, 1922, 
68 I. C. C. 676, and Rates and Charges on Grain and Grain Products. 
With such reduction of the book values now shown as is war- 
ranted by other facts in the record, it still appears that the 
average rate of return of these carriers is low. 

Further summarizing certain of the facts pertaining to this 
situation generally, it may be said that the record shows a 
distressing condition of some of the farmers in this section though 
it was not clear as to the extent to which that condition was 
brought about by conditions wholly beyond their control nor is it 
established that compared to the pre-war basis, their condition is 
relatively less favorable than that of the rail lines in this ter- 
ritory. In this connection attention may also be directed to 
one of complainant’s exhibits which shows, for the years 1922, 
1923, 1924 and 1925, an average gross return per acre to the 
North Dakota farmer on wheat of $12.69, $6.36, $17.20 and $13.18, 
respectively, while for the same years the average cost of pro- 
duction per acre shown is $13.41, $12.23, $12.43 and $12.41, re- 
spectively. This situation is in part necessarily attributable to 
the low average yield per acre which for the years 1913-1922 was 
only 10.6 bushels, lower than the average for any other state and 
considerably lower than the average of many other states. As 
wheat is the principal crop of that state, it would seem that 


— facts largely account for the condition of the North Dakota 
armer. 


In conclusion the examiner said the Commission should find: 


1. That the rates assailed on flaxseed from North Dakota 
points, and on other commodities here under consideration from 
North Dakota and South Dakota points, are not unreasonable; 

2. That the existing rate adjustment to Duluth, Minneapolis, 
and points taking the same rates, on flaxseed from points in North 
Dakota, and on other commodities under consideration from points 
in North Dakota and South Dakota, on the one hand, and from 
points in Minnesota, on the other hand, is unduly prejudicial to 
the North Dakota and South Dakota points, respectively, and to 
complainants and shippers in those states, unduly preferential of 
Minnesota points and of shippers in that state, and that the 
relatively lower intrastate basis in Minnésota, to Duluth, Minne- 


- apolis, and points taking the same rates, is not justified by a dif- 


ference in transportation conditions, and imposes an undue burden 
upon interstate traffic; also that the undue prejudice should be 
removed by the establishment of rates conforming to the adjust- 
ment approved in the next succeeding paragraphs: 

3. That the suspended schedules naming rates on flaxseed 
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have not been justified. Such schedules should be ordered can- 
celled but the carriers should be authorized to file other schedules 
naming rates in conformity to the views herein expressed; 

justified and the orders suspending their operations should be 

4. PL weet other schedules here under consideration have been 
vacated. 

In view of No. 16270 (South Dakota flaxseed case recently 
decided), no findings are necessary respecting the rates assailed 
on flaxseed from South Dakota points and the above findings re- 
specting other rates from South Dakota are without prejudice to 
such conclusions as may be reached in Docket: No. 16501. The 
approval of the above schedules pertaining to minor adjustments 
and adjustments not directly connected with the main adjustment 
is without prejudice to further consideration of those rates if 
prought to the commission’s attention in other proceedings dealing 
more fully with those particular situations. ‘ 

As has been stated, complainants particularly rely upon the 
Hoch-Smith Resolution. It is manifestly impossible for the com- 
mission to give full effect to the provisions of that Resolution in 
a proceeding of territorial limitations and which involves only the 
rates on grain and grain products. Such evidence of record as is 
relevant and material under the Resolution has been considered 
in so far as it is legally possible to do so. That Resolution, 
among other things, directs that rates be readjusted to remove 
undue prejudice as between localities and the adjustment herein 
approved conforms to that mandate of the Resolution. What 
readjustment, if any, should be made in freight rates in this 
territory in order that those on agricultural products will be 
properly aligned with the rates on other traffic and what reduc- 
tion of these grain rates may be possible under such readjustment 
can only be determined in a proceeding dealing with that general 
question. The findings herein are, therefore, also without preju- 
dice to different conclusions respecting the level of these rates, 
if reached in appropriate proceedings presenting that issue. 

It is suggested that the Minnesota intrastate rates be revised 
in the light of these findings by the State tribunal having juris- 
diction thereof. 


Fourth Section Applications 


The fourth section applications noted in the caption were 
heard in connection with these proceedings. By fourth section 
order No. 6370 entered Dec. 9, 1916, in application No. 2796, the 
Milwaukee was authorized to maintain rates on flax and millet 
seed, wheat, flour, corn, rye, oats and barley between Duluth, 
Superior, and points taking same rates, on the one hand, and 
points on its line Fargo, to White Rock, S. D., inclusive, on the 
other, the same as the rates contemporaneouslsy in effect on like 
traffic over the direct lines between Duluth, Superior and points 
taking the same rates, and Fargo, Wahpeton and Fairmount, 
N. D., and to maintain higher rates at points intermediate to Fargo 
and points taking the same rates provided the rates then in effect 
at the intermediate points were not exceeded. This application 
was reopened and further heard. 

The rates proposed by the Milwaukee are said to conform 
to the fourth section requirements but fourth-section relief is 
asked by this carrier in order that it may establish and maintain 
rates on flaxseed and grain, and articles taking same rates, 
between various points on its Fargo branch and various points 
on its line in Minnesota, on the one hand, and Duluth, Superior 
and points taking same rates, on the other, aiso between points 
in Minnesota, applicable to the transportation of interstate traffic 
and on grain and grain products between Chippewa Falls, Eau 
Claire and Menominee, Wis., on the one hand, and Duluth, Superior 
and points taking same rates, on the other, the same as rates 
over shorter routes of competing lines? and maintain the higher 
rates herein proposed from and to intermediate points. No ob- 
jection is interposed to the granting of this relief. 

Elevators located on the Milwaukee at points on its Fargo 
branch north of Wahpeton compete with elevators at cross- 
country points on the Great Northern and Northern Pacific. It 
is desired to maintain a parity of rates from these points to 
Duluth, Superior and points grouped therewith, and maintain the 
higher rates herein proposed from intermediate points. From 
Fargo to Duluth the haul over the Northern Pacific is 252 miles 
and over the Milwaukee 453 miles, 80 per cent longer. From 
Wahpeton to Duluth, the haul -over the Northern Pacific is 237 
miles and over the Milwaukee 407 miles, 72 per cent longer. From 
the points Wahpeton to Fargo, inclusive, the hauls of the Mil- 
waukee over its circuitous route via St. Paul are unreasonably 
long and wasteful as compared with the direct hauls from or via 
Fargo or Wahpeton. The circuity of the Milwaukee from Fair- 
mount, and competitive points in Minnesota, to Duluth, Superior 
and points grouped therewith taking the same rates, also from 
and to competitive points in Minnesota, seems to be less than the 
circuity of its line from Wahpeton to Duluth. 

Between Chippewa Falls, Eau Claire and Menominee, on the 
one hand, and Duluth, on the other, the hauls over the Omaha are 
148, 158 and 184 miles, and over the Milwaukee 281, 269 and 263 
miles, respectively. The latter are longer to the extent of 
133, 111 and 79 miles, or 90, 72 and 43 per cent, respectively. 
Between these points it is proposed to establish rates of 14.5 
cents on wheat and articles taking same rates, and 13 cents on 
corn and articles taking same rates, the same as now in effect 
over the Omaha, and maintain the higher rates herein proposed 
from and to intermediate points. However, it appears that the 
haul of the Milwaukee between Chippewa Falls and Duluth as 
compared with that of the Omaha, is unreasonably long. 

As hereinabove explained, the basis of rates now in effect and 
Proposed by the Milwaukee to Duluth differs somewhat from 
that maintained and proposed to that destination, by other lines 
from North Dakota, or by the Great Northern from southwestern 





“Attention has been directed above to various objections to 
certain of the suspended schedules. The proposed adjustment 
herein having been approved in the main, these particular sched- 
ules are permitted to become effective inasmuch as the general 
adjustment will be less disturbed by such action than by requiring 
the cancellation of such schedules. However, the carriers will be 
expected to promptly make such changes in the rates as are neces- 
Sary to eliminate the grounds of these objections, 

Minnesota and southeastern South Dakota and this situation is 

referred to as constituting such a “special case” as to warrant 

od relief asked without the limitations of the equidistant clause. 
© cases relied upon do not support the applicant’s position. 

The commission should deny the relief asked in connection 
with the rates from or to points Fargo to Wahpeton, both in- 
Clusive, and in connection with the rates from or to Chippewa 
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Falls. The Milwaukee should be authorized to establish and 
maintain rates on flaxseed and grain, and articles taking same 
rates between Fairmount and competitive points in Minnesota, 
on the one hand, and Duluth, Superior and points grouped there- 
with taking the same rates, on the other, also between competitive 
points in Minnesota, applicable to the transportation of interstate 
traffic, likewise, rates on grain and grain products between Eau 
Claire and Menominee, on the one hand, and Duluth, Superior and 
points grouped therewith taking the same rates, on the other, the 
same as the rates contemporaneously in effect over the direct 
lines or routes between the same points, but not lower than the 
increased rates approved in these proceedings, or the present rates 
where increases are not approved, and to maintain the higher rates 
herein approved at intermediate points, subject to the provisos (1) 
that the authority herein granted shall not include intermediate 
points as to which the haul of the petitioning line is not longer 
than that of the direct line or route between the competitive 
points; (2) that the rates at other intermediate points shall not 
be increased except as hereafter may be authorized by this com- 
mission, and shall in no case exceed the lowest combination; and 
(3) that the relief herein granted shall not apply in instances 
where the line of the applicant is more than 70 per cent circuitous 
between points in Minnesota, and between points in that state, 
on the one hand, and Duluth and Superior and points grouped 
therewith, on the other. All other and further relief prayed 
should be denied and fourth section order No. 6370 should be 


. vacated. 


SHIPPER AT FAULT 


Examiner Martin J. Walsh has advised the Commission to 
dismiss No. 17336, Brown Hoisting Machinery Company vs. 
Pennsylvania et al., on a finding that the charges on five car- 
loads of machinery and paint, from Cleveland, O., to Long Island 
City, N. Y., shipped in August and September, 1924, were appli- 
cable and not unreasonable. The shipments went to the team 
track of the Long Island Railroad, about 1.5 miles from the place 
where they were needed and which could have been reached by 
lighterage delivery at the same rate. The stuff was billed to a 
street address at Long Island City. The requirement that, when 
lighterage delivery is. desired, the shipper shall receipt his 
freight so as to show that desire, Walsh said, was not met. The 
extra rail movement, demurrage and incidental charges on the 
five carloads ran to nearly $1,000 additional, the whole bill 
being nearly double what it would have been had lighterage de- 
livery been made in the first instance. Walsh, in discussing and 
disposing of the case, said: 


Defendant’s tariffs governing ligherage service in New York con- 
tained a specific provision to the effect that “all shipments requir- 
ing lighterage delivery must be receipted to ‘New York Lighterage’ 
and billed to Greenville Piers or Manhattan Piers, N. J.’”’ Complain- 
ant did not receipt its shipments in accordance with the tariff pro- 
visions above referred to. No routing instructions were shown on 
the bills of lading. The same rate applied from Cleveland to Long 
Island City for both Long Island R. R. and lighterageé deliveries. The 
charges based thereon are not in issue. Complainant seeks to recover 
all charges in excess of those based on this rate. Defendant contends 
that it forwarded the shipments as indicated in the bills of lading, and 
that failure of the complainant to indicate lighterage delivery justi? 
fied the movement to Long Island Railroad delivery. 


Complainant states that the point at which delivery was re- 
quired as designated in the bills of lading, is about 1.5 miles from 
Long Island Railroad team track at Long Island City; that this 
fact was well known to defendant’s agent at Greenville Piers, N. J.; 
and that as the cars moved via that point the agent at Greenville 
Piers should have diverted the cars to lighterage delivery. Defend- 
ant states that its agent at Greenville Piers had no jurisdiction over 
cars waybilled and forwarded to Long Island City for Long Island 
Railroad delivery, and consequently was not in a position to divert 
the movement. Complainant also states that if the routing instruc- 
tions shown on the bills of lading were incomplete the defendant 
could have, on. reasonable inquiry, found out whether lighterage or 
Long Island Railroad delivery was required and thus obviated the 
additional charges assessed incident to delivery at Long Island City. 
Mn of this contention it cites Conference Ruling 474(a), as 
ollows: 


“It is the duty of the carrier to make delivery in accordance with 
routing directions. Where such routing instructions have not been 
followed and delivery is tendered at another terminal than that 
designated, it remains the duty of the delivering carriér to make 
delivery at the terminal designated in routing instructions, either 
by switch movement or by carting. In either event the additional 
expense involved in making such delivery must be borne entirely by 
the carrier responsible for the misrouting and the reimbursement 
thereof. to the delivering carrier may be made by the carrier at fault 
without a specific order of the Commission.” 

Complainant admits that the preceding provisions are subject 
to the Commission’s Conference Ruling No. 214(g): : 

“Shippers must bear in mind that there is a limit beyond which 
an agent of a carrier could not reasonably be expected to know as 
to terminal delivery or local rates at distant points and on lines of 
distant roads to or with which he has no joint through rates.” 
but contends that the provisions of Conference Ruling 214(g) are 
not applicable in the instant cast in that defendant erroneously for- 
warded the cars for Long Island Railroad delivery without making 
reasonable inquiry as to the delivery required. 

Defendant denies that the shipments were improperly routed in 
that no specific routing was furnished by the shipper, and stresses 
the fact that the through rates from Cleveland to Long Island City 
were the same for both Long Island Railroad and lighterage de- 
liveries. It points out that deliveries within the lighterage limits of 
New York Harbor are extremely complicated and contends that ship 
pers and consignees must expect to bear some responsibility in con- 
nection with the routing of their consignments. 

The tariff provision to the effect that “shipments intended for 
lighterage delivery must be receipted for lighterage delivery,” is clear 
and unequivocal. The shipper failed to designate the delivery re- 
quired, therefore, the defendant’s agent forwarded the shipment for 
Long Island Railroad delivery in accordance with the billing instruc- 
tions contained in its tariffs. It is true the tariffs show that deliveries 
at Long Island City can be made in connection with Long Island Rail- 
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road and also by lighterage service, but they specifically provide that 
as a condition precedent to lighterage delivery, the bill of lading must 
carry specific instructions to that effect. ; 

The Long Island Railroad was a participating carrier to the 
tariff publishing the through rate, and the rate from Cleveland to 
Long Island City was the same for both Long Island Railroad and 
lighterage deliveries. In Ohio Iron & Metal Co. vs. C. M. & St. P. 
Ry. Co., 28 I. C. C. 703, 705, the Commission said: 

‘‘* * * since it may not be fairly assumed that carriers must 
know where consignees desired deliveries of traffic consigned to then, 
there was no obligation upon the initial carrier in this instance to 
do more than consign the shipments via transportation les parties 
to the lawful rate indicated by. the shipper.’’ 

The Commission should find that the charges assessed were ap- 
plicable over the route the shipments moved and were not unrea- 
sonable or otherwise unlawful. The complaint should be dismissed. 


LIVE STOCK REPARATION 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner W. J: Koebel, in No. 13198, 
Chicago Live Stock Exchange vs. Director-General, Chicago & 
North Western et.al., as to rates, in the federal control period, 
from St. Cloud, Calvary, Rosendale and Malone, Wis., to Chi- 
cago, from about January 1, 1918, to February, 1919. He said 
the rates, combinations on Fond du Lac, from points on a branch 
of the North Western to Fond du Lac and thence into Chicago 
over the Soo Line, should be found unreasonable to the extent 
they exceeded the contemporaneous rates over the North West- 
ern direct. 

Complainants were practically forced, according to the re- 
port, to bill their shipments over the’ Soo Line from Fond du 
Lac, because, about January 1, 1918, the schedule of the live 
stock train on the main line of the North Western was changed 
so as to compel live stock brought into Fond du Lac by the 
North Western branch train to lay over at that point for nearly 
a day, compelling the unloading, watering and feeding of the 
stock, in compliance with the so-called 28-hour law, at the ex- 
pense of the shipper.. In one case, the report said, a car of 
stock froze in the Fond du Lac yards during the delay there 
and the humane society had to take care of the matter. After 
thirteen months of mismatched branch and main line live stock 
schedules, the trains were again so operated as to give next 
morning delivery in Chicago over the North Western’s own 
route, instead of second morning delivery on account of the 
long lay-over at Fond du Lac, which could be avoided by using 
the higher Soo Line combination rates. In disposing of the 
case the examiner said: 


The Commission should find that the rates charged were unrea- 
sonable to the extent that they exceeded amounts equivalent to the 
corresponding iontemporaneous rates maintained ocer the North- 
western direct; that Henry H. Bergen, Timothy Morgan, Anton Hoff- 
man, and Joseph Pickert made shipments as described to Chicago 
from Malone, Rosendale, St. Cloud, and Calvary, respectively, and 
bore the freight charges thereon; and that they have been damaged 
thereby in the amount of the difference between the charges paid 
and those which would have accrued at the rates herein found rea- 
sonable. The Commission should further find that complainant, as 
agent of the shippers above named, is entitled to reparation, with 
interest, from the Director General of Railroads, as agent, for and on 
behalf of the shippers named, except on the shipments barred under 
.the former statute. Complainant should then comply with Rule V of 
the Rules of Practice. 


WEIGHING CHARGES APPLICABLE 


Examiner Martin J. Walsh has recommended the dismissal 
of No. 17177, Consolidated Coal & Supply Co. vs. New York, 
Chicago & St. Louis et al., on a finding that the charges for 
reweighing six carloads of coal at Kokomo, Ind., in 1923, were 
applicable. The complainant claimed it was overcharged and 
refund was requested. The billing showed the coal was weighed 
by the originating roads. Walsh said the complainant founded 
its case upon the technicality that the tare and net weights 
were not inserted in the billing in accordance with the -defend- 
ants’ tariffs requiring such insertion. Walsh said the rule re- 
quiring the showing of such weights was intended primarily for 
the guidance of the carriers’ employes and that the information 
was shown to have been mainly for the carriers’ use. Failure 
of complete literal compliance with the rule, he said, did not 
affect the applicable charges to the shipper. In disposing of 
the case the examiner said: 


Defendant therefore contends that a literal compliance with the 
tariff is not necessary; that if so, typewritten information on the 
freight bills would be precluded, in that the tariff provided for all 
information to be shown in ink or indelible pencil; that the tariff 
provisions were substantially complied with in every matérial aspect; 
and that complainant was furnished with all the information it re- 
quested. It states that for a long period complainant accepted with- 
out objection weighmasters’ weight certificates in lieu of such infor- 
mation on the freight bills. It also states that frequently the freight 
bills do not afford sufficient space for such information and conse- 
quently its insertion would be conductive to error and illegibility. 

The provisions of the tariff under which the shipments were re- 
weighed were identical with rules published by carriers generally and 
were uniformly in effect throughout the country. Their reasonableness 
and validity are not under attack. Defendants performed the re- 
weighing service at complainant’s tfequest at the charges published 
in its tariff and furnished the latter certificates of weight for each 
shipment. In other words, the tariff provisions were substantially com- 
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plied with and the charges assessed were the same as would apply 
if the weights were shown on the freight bills. 

The commission should find that the charges for reweighing the 
six carloads of coal at Kokomo, Ind., were in accordance with the 
provisions of defendants’ tariffs, and did not result in overcharges. 
The complaint should be dismissed. 


PAPER TO WASHINGTON 


Examiner W. A. Hill, in a report on No. 16849, New England 
Paper & Pulp Traffic Association et al. vs. Maine Central et al., 
advised the Commission to follow, in this case, what it did in 
Washington Publishers’ Association vs. Baltimore & Ohio, 98 
I. C. C. 339, and find rates on printing paper and wrapping paper 
from points in New England to Washington, D. C., unreasonable 
to the extent they exceeded the corresponding rates to Balti- 
more by more than two cents and award reparation to that basis. 
He said it should find the rates to Baltimore not unreasonable or 
otherwise unlawful. 


Complainants, according to the examiner, asked that Balti- 
more be accorded the Philadelphia rates and that rates to Wash- 
ington be made no more than one cent over Baltimore. In dis- 
posing of the case the examiner said: 


In Washington Publishers’ Asso. vs. B. & O. R. R. Co., 98 I. C. Cc. 
339, in which the Commission considered the rates on newsprint from 
points in New England, New York and Canada, and from Philadelphia, 
to Baltimore and Washington, the following appears: 

“The entire class-rate structure within and to trunk line territory 
is in issue in a pending general investigation. In view of that pro- 
ceeding, there does not appear to be sufficient reason in this record 
for selecting newsprint for advance consideration. The rates to Bal- 
timore here attacked are apparently no more vulnerable than those to 
any other trunk line destination and so the considerations are of gen- 
eral application. But the rates to Washington are clearly indefensi- 
ble, even on the basis of the rates to Baltimore, and shippers should 
not suffer therefrom for the period necessary to complete the general 
investigation.”’ 

The same situation is presented in the instant case. Although 
complainants strongly urge that the rates to Baltimore are unreason- 
ably high, and although they are in fact on a relatively higher level 
than many of the rates from trunk line territory to Baltimore, the 
record is not persuasive that they are more open to criticism than the 
rates to the remainder of trunk line territory. This is perhaps best 
illustrated by the situation at Philadelphia, 97 miles less distant than 
Baltimore. The rates to Baltimore are the same as those to -Phila- 
delphia or but little higher, and complainants ask that they be made 
the same in all instances; if the rates to Baltimore are unreasonable, 
it would seem to follow that those to Philadelphia must be even more 
so. It must be remembered, too, that the class rates within trunk 
line territory are themselves the subject of investigation and, there- 
fore, do not afford a sound basis of comparison. But here, just as 
in the Washington Publishers’ Asso. case, supra, the rates to Wash- 
ington are clearly indefensible and should not be permitted to remain 
in effect. In that case the rates on newsprint to Washington from 
all the origin points except Philadelphia were found unreasonable to 
the extent that they exceeded the corresponding rates to Baltimore 
by more than 2 cents. 

The evidence concerning the alleged unjust discrimination and 
undue prejudice is Meager and does not justify a finding that the 
rates assailed are unlawful in those respects. 

The Commission should find that the rates to Baltimore were not 
and are not unreasonable but that the rates to Washington under 
attack were, are, and for the future will be, unreasonable to the ex- 
tent that they exceeded, exceed, or may exceed the corresponding 
rates to Baltimore by more than 2 cents per 100 pounds; that com- 
plainants, S. D. Warren Company and National Geographical Society, 
made shipments from Cumberland Mills, Me., and Lawrence, Mass., 
to Washington and paid and bore the charges thereon; that they have 
been damaged in the amount of the difference between the charges 
paid and those which would have accrued at the rates herein found 
reasonable; and that they are entitled to reparation, with interest. 
They should be directed to comply with Rule V of the Rules of 
Practice. . 


ZINC ORE DISMISSAL 


Examiner Bronson Jewell has recommended the dismissal 
of No. 16833, Falcon Zinc Company vs. Northeast Oklahoma et 
al., on a finding that rates on zinc ore, from points in Kansas and 
Oklahoma to Van Buren, Ark., are not unjustly discriminatory 
and that no damage had been shown to have resulted from the 
undue prejudice shown to have existed. The complaint alleged 
the rates were unduly prejudicial to the complainant and unduly 
preferential of its competitors at East St. Louis and other points 
in Illinois and Indiana. The examiner said the complainant 
based its decision on Athletic Mining & Smelting Company vs. 
Kansas City Southern, 93 I. C. C. 119, in which the Commission 
found the 11 cent rate from the Joplin field to South Fort Smith 
unduly prejudicial. The examiner said the evidence which 
caused that finding applied with equal force to the rates under 
consideration, wherefore he gave his attention to the question of 
damage, finding as before set forth. 


ALFALFA SEED RATE CASE 


Examiner R. N. Trezise has recommended the dismissal of 
No. 16952, J. G. Peppard Seed Company vs. Atchison, Topeka & 
Santa Fe et al., on a holding that the rate of $1.175 on alfalfa 
seed, shipped in 1922, from Clayton, N. M., to Kansas City, was 
not unreasonable, unjustly discriminatory or otherwise unlawful. 


COTTON DUCK NOT MISROUTED 


Examiner C. J. Peterson has proposed the dismissal of No. 
17225, Armstrong Cork Company vs. San Antonio & Aransas 
Pass et al., on a finding that a less than carload of cotton duck 
from Gonzales, Tex., to Lancaster, Pa., shipped in 1922, was not 
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misrouted. The charges were alleged to be unjust and unreason- 
able. Reparation only was asked. The shipment was billed 
rail-and-water but the agent at point of origin claimed that he 
was instructed by telephone to change the billing to all-rail. 
The examiner said the record showed, with sufficient clearness, 
that the agent was authorized to change the billing. 


SAND AND GRAVEL RATES 

Attorney-Examiner W. A. Disque, in No. 16963, Automatic 
Gravel Products Company et al. vs. Chicago, Rock Island & 
Pacific et al., said the Commission should find the rates on sand 
and gravel, from Muscatine, Ia., to destinations in central Illi- 
nois, unreasonable and unduly prejudicial to the extent that they 
exceed, by more than 10 cents per ton, the rates on crushed 
stone, from Buffalo and Linwood, Ia., to the same destinations. 
He said the Commission should require rates on that basis for 
the future. 


EXCESSIVE RATE CHARGED 

Examiner John H. Howell, in No. 17162, John B. Ransom & 
Co. vs. Louisville & Nashville et al., said the Commission should 
find the rate charged on a carload of lumber from Nashville, 
Tenn., to Montreal, Que., in excess of the applicable rate and 
award reparation. Howell said the Commission should apply the 
Sligo Iron Store rule because the Louisville & Nashville tariff, 
naming a rate of 13 cents to Louisville contained the combina- 
tion rule. The tariff naming the 39 cent rate beyond Louisville 
did not carry the rule or contain any rule for making the rate. 
He said the Commission should find the applicable rate was 49.5 
cents, instead of the full combination of 52 cents imposed on the 
car and award reparation for the difference. 


PEPPERS NOT MISROUTED 


Examiner William H. Smith has recommended the dismissal 
of No. 17276, E. H. Kingman Company vs. Atlantic Coast Line 
et al., on a finding that a carload of peppers, from Fort Myers, 
Fla., to Boston, Mass., reconsigned to Chicago, shipped in 1924, 
was not misrouted. The examiner said the sole question was as 
to whether the defendant received and failed to follow routing 
instructions, as alleged. The car was reconsigned by telephone. 
The examiner said the evidence did not show that the complain- 
ant gave any routing instructions in connection with the recon- 
signment order, its written confirmation of the reconsignment 
order not showing any routing. 


FIBER FURNITURE RATES 


Dismissal of No. 17099, South Carolina Penitentiary et al. 
vs. Aberdeen & Rockfish et al., has been prepared by Exam- 
iner Horace W. Johnson on a finding that rates on fiber 
furniture, L. C. L., from Columbia, S. C., to points in Southern 
Classification territory have not been and are not unjustly dis- 
criminatory or unduly prejudicial. The complaint alleged they 
were unjustly discriminatory, unduly prejudicial, and unduly 
preferential of traffic and shippers from North Carolina as well 
as in violation of the long and short haul part of the fourth 
section. 

The complaining penal institution and the Fibercraft Chair 
Company manufacture fiber furniture. Prior to April 30, 1925, 
the L. C. L. rating was double first class. On that day it was 
increased to three times first class. That rating, the examiner 
said, wa suniform in the three classification territories. The 
rates from Columbia are on the class basis, while from Winston- 
Salem and Siler City, N. C., there are commodity rates. The 
carriers said they intended to cancel all L. C. L. commodity rates 
in the south, but did not admit any unjust discrimination or 
undue prejudice. The examiner said that other than the general 
Statement about competition and a mere reference to lower rates 
there was no further showing and that they were not enough 
to show undue preference and prejudice. 


MISROUTING REPARATION 


In a report on No. 17044, Hodgson-Davis Grain Co. vs. Chi- 
cago, Burlington & Quincy et al., Examiner M. L. Boat said the 
Commission should find that shipments of wheat, in 1921, from 
St. Francis, Kan., to Wausau, Wis., were misrouted and that 
the applicable rate was unreasonable. The rate charged was 
4 combination of 65.5 cents. Boat said the applicable rate should 
be found unreasonable to the extent it exceeded 51.5 cents. 


SHEEP AND LAMB MINIMUM 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. P. McGrath in No. 16922, 
Seaboard Live Stock Traffic Bureau et al. vs. Akron, Canton & 
Youngstown et al., as to a minimum of 22,000 pounds on sheep 
and lambs, from East Clinton, Ill, to Jersey City, the shipments 
having originated at South Omaha, Neb. He said the Commis- 
8ion should find claims for reparation on shipments from South 
Omaha, East Louisville and Cincinnati to New York, Harsimus 
and Jersey City weer barred because formal complaint was not 
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filed within six months from the date of the mailing of advice 
to the complainant that the claims could not be settled infor- 
mally, nor before the expiration of the two year period allowed 
by law for the filing of claims asking for reparation. After 
discussing the Commission’s decisions pertaining to minimum 
weights on traffic of that sort, the examiner said the finding 
should be that the minimum was unreasonable to the extent 
it exceeded 18,000 and award reparation to J. M. & P. Scanlon. 


REPARATION CLAIM WAS DEAD 


Examiner H. C. Peck has advised the Commission to dismiss 
No. 16519, Maloney Tank Manufacturing Co. vs. Baltimore & 
Ohio et al., on a finding that a claim for reparation on steel 
plates, from Indiana, Missouri and Ohio points to destinations 
in Wyoming, fabricated in transit at Tulsa, Okla., were barred 
by the statute of limitations and not revived by the amendment 
of June 7, 1924, to paragraph 3 of section 16. 


SHORT HAUL STEEL RATES 


Examiner John T. Money, in No. 15307, Sanderson Cyclone 
Drill Co. vs. Pennsylvania, said the Commission should find the 
rate charged on bar steel, from Pittsburgh and South Duquesne, 
Pa., to Orrville, O., in 1921, was unreasonable to the extent it 
exceeded the combination based on Youngstown, O. He said 
the issue in this case was the same as that in American Ship- 
building Co. vs. Director-General, 89 I. C. C. 601, and 102 I. C. C. 
530. He said’ reparation should be made to the basis of the 
aggregate of intermediates. 


COTTON LINTER RATES 


Examiner Frank C. Weems, in No. 17643, Wm. Fraser, IJr., 
Inc., vs. Atlantic Coast Line et al., said the Commission should 
find the rates on cotton linters were applicable to shipments 
billed as cottonseed-hull fiber or shavings and dismiss the com- 
plaint. The report also covers two sub-numbers, Same vs. Ala- 
bama & Vicksburg et al. He said the linter rates were ap- 
plicable on all the shipments except six carloads as to which 
the evidence was insufficient to warrant a finding. The question 
was as to whether the commodity shipped, in about seventy cars, 
was shavings or linters. They were bought and sold as shav- 
ings, but the carriers insisted they were linters. Both carrier 
and complainant agreed they were produced in oi] mills in the 
process of reginning of cottonseed. They are commonly known 
as second-cut linters, but the complainant contended second-cut 
linters and shavings were the same thing. Weems said the 
Commission should find the linter rates were applicable. He 
found the commodity shipped contained a substantial quantity, 
if not a preponderance, of staples five-eighths of an inch long. 


ALMANAC CASE DISMISSED 


Examiner Alfred S. Knowlton has advised the Commission 
to dismiss No. 17584, Dr. Miles Medical Company vs. Akron, Can- 
ton & Youngstown et al., on a finding that third class rates on 
almanacs, in carloads, from Elkhart, Ind., to various destinations 
in the United States are not unreasonable. The complainant 
desired fourth class on the almanacs, used for advertising pur- 
poses, the same as on catalogues, in C. F. A., Trunk Line and 
New England territories. In the classification, catalogues are 
rated third class, but by exceptions they have been made fourth. 
Knowlton said that because catalogues had been taken from the 
list of articles taking third class did not prove that almanacs or 
the rest of the third class list were entitled to like treatment. 


DOMESTIC RATE APPLIED 


Examiner J. Edgar Smith has proposed the dismissal of 
No. 17560, American Trading Co., Inc., vs. Director-General, on 
a finding that the carload of steel wire rods, which moved from 
Acme, Ill., to San Francisco, for export and which was ulti- 
mately sent to Shanghai, China, did not move under conditions 
specified in the tariffs as necessary before the export rate was 
applicable. The domestic rate was collected. At the time the 
shipment moved export freight was moving under permits issued 
only when ship space reservation was shown and under other 
conditions. Smith said the shipper had a permit to ship 50 
tons of wire rods, but the time limit set for the starting of the 
shipment had expired before this shipment was made. The 
permit called for shipment on a Japanese liner leaving port in 
July. He said it was clear the fault of the complainant, not 
that of the Director-General, caused the imposition of the higher 
rate. 


GRAPES WERE DELIVERED 
Attorney-Examiner John McChord has advised the Commis- 
sion to dismiss No. 17588, D. Canale & Company vs. Director- 
General, on a finding that the charges on a carload of grapes 
shipped from Portland, N. Y., to Memphis, Tenn., and reshipped 
to New Orleans, in September, 1918, were neither unreasonable 
nor illegal. A combination of 74 cents to Memphis and 56.5 
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cents from Memphis to New Orleans was collected. 
through rate would have been 99 cents. The benefit of that 
through rate was sought on the theory that the car was recon- 
signed. McChord found that the car was placed upon the track 
where the complainant usually received shipments and _ re- 
mained there for nearly a week before being sent on to New 
Orleans. He said, owing to a slump at Memphis, the - com- 
plainant undertook to dispose of the grapes before they 
got to Memphis. The examiner commented upon the fact 
that the attorney for the complainant made an affidavit and 
said he apparently had no personal knowledge of the facts de- 
tailed. He called attention to the rules for the handling of 
cases under the shortened procedure, especially that one re- 
quiring the making of affidavits by persons having personal 
knowledge. 


The 


FREIGHT WAS NOT SCRAP 


Examiner William H. Smith has recommended the dismissal 
of No. 17581, Richmond Radiator Co. vs. Chicago & North West- 
ern et al., on a finding that the rates charged on shipments of 
defective or damaged radiators, bath tubs, sinks and lavatories, 
from various points of origin, to Uniontown, Pa., are applicable 
and not unreasonable. Smith said the sole question was whether 
the stuff came within the tariff meaning of scraps or pieces 
of iron or steel suitable for remelting purposes only; that is, 
. as to whether the stuff shipped was entitled to scrap iron rates. 
He said it was well established that to come within the tariff 
description articles had to be reduced to pieces and not shipped 
in their original form. The record, he said, did not show that 
the articles mentioned conformed to that requirement. 


EXAMINER FINDS OVERCHARGES 


Examiner J. Edgar Smith, in No. 17438, Brooks-Scanlon Cor- 
poration et al. vs. Atlantic Coast Line et al., said the Commission 
should award reparation on account of straight overcharges on 
five carloads of heavy machinery which moved in 1923 and 1925 
from Duluth, Minn., to Scanlon, Fla. ._He said the sole point of 
contention was the interpretation of the tariff of rates beyond 
Jacksonville, Fla. 


WET WOOD PULP RATE 


Examiner J. P. McGrath has recommended the dismissal of 
No. 16569, United Paperboard Company ys. Chicago & Erie et al., 
on a finding that the rate on wet wood pulp, carloads, from Lock- 
port, N. Y., to Wabash, Ind., is not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. He said the Commission 
should find the complainant had not been shown to have been 


damaged by any undue prejudice that might formerly have 
existed. 


MOLDING SAND REPARATION 


Examiner A. S. Parker has proposed the dismissal of No. 
16811, Allen Manufacturing Co. vs. Louisville & Nashville et al., 
on a finding that the rates charged on molding sand, from Rock- 
port and Sandale, Ind., to Nashville, Tenn., were in excess of 
those applicable, and that the Commission award reparation to 
the basis of $1.76 per ton on one shipment and $1.73 on the other. 
He applied the Sligo Iron Store rule in arriving at his conclusion. 
The report also embraces a sub-number, Phillips & Buttorff Mfg. 
Co. vs. C. N. O. & T. P. et al. 


MEDICINE RATES TOO HIGH 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner Alfred S. Knowlton, in No. 
17723, Dr. Miles Medical Company vs. Baltimore & Ohio et al., 
as to rates on drugs and medicines, carloads, from Elkhart, Ind., 
to New York and Philadelphia. The complaint alleged the third 
class rates charged from Elkhart were unjust and unreasonable 
and, as compared with contemporaneous rates from Indianapolis 
and Kalamazoo, unduly preferential of those points. At the 
hearing the carriers announced their intention to make rates 
from Elkhart and the other points involved equivalent to Rule 
26, which would be 71 cents from Elkhart and 69 cents from 
Kalamazoo to New York. He said that that was satisfactory to 
the complainant so he had only to deal with the question of the 
rates in the past and reparation. He said the Commission 
should find the rate, since June 15, 1925, from Elkhart to New 
York and Philadelphia, unreasonable to the extent it exceeded 
71 cents. 


ESHELMAN PROPOSES DISMISSAL 


Examiner Joseph F. Eshelman has proposed the dismissal 
of No. 16639, J. F. Duthie & Co. et al. vs. Director-General, on a 
finding that the rates charged on carload shipments of marine 
engines and marine engine parts, from Corliss, Wis., and other 
eastern points of origin to Seattle, Wash., in the period of fed- 
eral control, were not in excess of the legally applicable rates. 

The report also covers a sub-number, Northwest Bridge & 
Iron Co. vs. Chicago & North Western et al. It alleged over- 
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charges on carloads of marine engines from Hamilton, O., to 
Portland, Ore., between November 16, 1920, and April 28, 1921. 
The examiner said the Commission should find those claims 
barred by the statute of limitations. The questions were ques- 
tions of tariff interpretation, among others, whether the tariff 


naming rates on engines was applicable to marine engines. Esh- 
elman said it was. 


HOLD CHARGES ILLEGAL 


Examiner A. S.- Worthington, in No. 16971, Milne Lumber 
Co. vs. Baltimore & Ohio, said the Commission should award 
reparation on account of excessive charges collected on four 
carloads of lumber, from points in Arkansas, Texas and Missis- 
sippi to points in Illinois, in September, 1923. He said the 
Commission should find a “hold” charge of $10.80, imposed at 
East St. Louis, was inapplicable. ; 


STRAWBOARD RATES 

Examiner A. S. Worthington has recommended the dismissal 
of No. 16825, United Paperboard Company et al. vs. Aberdeen & 
Rockfish et al., on a finding that rates on strawboard, from vari- 
ous producing points in Ohio, Indiana, Michigan, Illinois and 
Iowa, to Texas common points, and to San Francisco and Peta- 
luma, Calif., are not unreasonable or otherwise unlawful. The 
report also covers No. 17211, United Paperboard Company vs. 
Southern et al. The complainant in the title case contended 
that, compared with the rates on other commodities, those on 
strawboard were too high. It asked for rates on a 40,000 pound 
minimum 120 per cent of the rates on a 60,000 minimum. In the 
course of the report the examiner reviewed the cases cited by 
the complainant and by the defendants, including several paper, 
box or strawboard cases and transcontinental cases. 


STOCK CAR SLATTING CASE 


A finding of unreasonableness, unjust discrimination and 
undue prejudice and an award of reparation have been recom- 
mended by Examiner Martin J. Walsh, in No. 17268, Bernstein- 
Nehmen & Company vs. Gulf, Colorado & Santa Fe et al., as to 
a charge of $5 per car for slatting 39 stock cars, for the move- 
ment of watermelons from points in Texas to St. Louis, in 1923. 
The complaint, in addition to allegations about the charge, con- 
tained the further allegation that the complainant was over- 
charged 152.5 cents per car on ten of the shipments upon which 
charges were computed without allowance for the weight of 
the slatting. As to that phase of the case, Walsh said the Com- 
mission should find overcharges to the amount of the freight 
rate on 250 pounds of slatting, the 250 pounds being the esti- 
mated weight to be applied where the cars had not been light 
weighed. 

Walsh said the tariff publishing the charge for slatting the 
cars should have been amended in compliance with the Commis- 
sion’s order in 78 I. C. C. 732, a case decided April 9, 1923, before 
the watermelon movement began in that year. That case con- 
demned the charge on interstate shipments and brought the in- 
terstate practice in line with the practice in Texas and Okla- 
homa. Failure to do so, resulted in the assessment of charges 


previously condemned and found unreasonable, the examiner 
said. 


CANNED GOODS ADJUSTMENT 


Examiner W. M. Cheseldine, in No. 15928, Lobman, Moog & 
Co. et al. vs. Chicago, Milwaukee & St. Paul et al., said the 
Commission should find the rates on canned goods, carloads, 
from Milwaukee and other Wisconsin points, to Montgomery, 
Ala., unreasonable and unduly prejudicial to Montgomery and 
unduly preferential to Meridian, Miss., and Mobile, Ala., to the 
extent they exceeded, exceed or may exceed the rates to Meri- 
dian by one cent and four cents less than to Mobile. He said 
the proposed adjustment should be considered a part of the gen- 
eral adjustment of rates which had been under way in this terri- 
tory for some time and therefore reparation should be denied. 
He mentioned several cases involving the class rates on canned 
goods, including the Southern Class Rate Investigation, 100 I. C. 
C. 518, but did not specify which of them was, if any, to be con- 
sidered as the general adjustment. 


COAL CASE DISMISSED 


Attorney-Examiner F. C. Hillyer has recommended the dis- 
missal of No. 17332, Coovert & Young vs. Louisville & Nashville 
et al., on a finding that the rate charged on a carload of coal 
from Hazard, Ky., to Valparaiso, Ind., in 1924, was neither ut- 
reasonable nor unduly prejudicial, nor misrouted. A rate of 
$3.25 per ton was imposed. The complainant contended that a 
rate of $3.09 should have been applied under its routing instruc- 
tion “Gt ‘route to protect lowest through rate.’” The rate of 
$3.09 was applicable over a shorter route in connection with the 
Pennsylvania but the carriers construed the instruction as meal- 
ing that the Grand Trunk was to be given part of the haul. The 
meaning of the routing specified in the billing, the examiner said, 
origin could not be expected to know the location of the original 
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was clear to the complainants but that the agent at point of 
consignee’s or of complainant’s plant at destination. He pointed 
out that the Commission, in a number of cases, had held that 
where the initials of a railroad appeared in the space provided 
in the bill of lading reserved for routing instructions, they must 
be regarded as an expression of the consignor’s desire that that 
carrier was to be given a line haul. 


GARLIC GETS A RATE 


A finding of unreasonableness, an award of reparation, and 
an order establishing a new rate, have been recommended by 
Examiner E. P. Hurley, in No. 17346, Meier-Dawson Produce Co. 
ys. Colorado & Southern et al., as to the rate and charges there- 
under, on garlic contained in a mixed carload of vegetables 
shipped from San Benito, Tex., to Denver, Colo. A first-class 
rate of $2.985 was assessed against the garlic, while the other 
vegetables in the mixture were carried at a rate of 96 cents. 
The railroads made no defense. Hurley said there was no good 
reason for not permitting garlic mixed with other vegetables 
to move at the same rate, and that garlic shipped in the reverse 
direction was moved at the rate applicable on other vegetables. 


VEGETABLE CASE DISMISSED 


Examiner Bronson Jewell has proposed the dismissal of 
No. 16710, W. I. Frank Produce Co. et al. vs. Director-General, 
Los Angeles & Salt Lake, on a finding that the charges assessed 
on shipments of mixed vegetables, in carloads, from industries 
on the Atchison, Topeka & Santa Fe and Pacific Electric at Los 
Angeles, Cal., and destined to Salt Lake_City and Ogden, Utah, 
in March, 1919, and later, were applicable and not unreasonable. 
On account of that proposed finding the examiner said it was not 
necessary to consider whether some of the claims were not 
barred by the statute of limitation. The question was one of 
interpretation of the competitive traffic rule used in the deter- 
mination of switching absorption questions. The examiner’s 
report rejects the contentions of the complainants on that point. 


RECOMMENDS CEMENT REPARATION 


Examiner C. J. Peterson, in No. 17168, Awixa Corporation 
vs. Long Island et al., said the Commission should find unreason- 
able the rates on cement, from Coplay, Saylor and Hokendauqua, 
Pa., to Riverhead, L. I., N. Y., on shipments made since June 
23, 1928, to the extent they exceeded 23 cents before and- 20.5 
cents after July 1, 1922, and award reparation to that basis. The 
complaint alleged the rates were unreasonable and in violation 
of the aggregates of intermediates part of the fourth section. 


FRESH BEEF HAMS RATE 


A finding of unreasonableness, an award of reparation, and 
an order establishing a new rate have been recommended by 
Examiner W. J. Koebel in No. 16550, Guggenheim Brothers vs. 
Baltimore & Ohio et al., as to the first class rate and the 
charges thereunder on fresh beef hams, salted, in less than car- 
loads, from Chicago, Ill., to Philadelphia, Pa., and Phillipsburg, 
N. J. He said the rate should be found unreasonable to the 
extent it exceeded or may exceed $1.225. Such hams are the 
foundation for dried beef. The complainant asked for a rate of 
82 cents, instead of the rate of $1.40. 


MIXED SPRINGS, CARLOAD 


_ Examiner David T. Copenhafer has recommended the dis- 
Missal of No. 16416, D’Arcy Spring Company vs. Grand Trunk 
Western et al., on a finding that the rate of $3.585, assessed 
against a carload of mixed springs, shipped from Kalamazoo, 
Mich., to Los Angeles, Cal., in February, 1921, and the charges 
thereunder, had not been shown to have been unreasonable, dis- 
criminatory, unduly prejudicial or in excess of those collectible. 
The questions raised were as to the meaning of various tariff 
Provisions set forth in the record. 


BOXBOARD CASE DISMISSED 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 17142, Oklahoma Paper Co. vs. Missouri-Kansas-Texas et 
al., on a finding that the rate on boxboard, carloads, from Den- 
ver to Oklahoma City, 66 cents prior to April 5, 1925, and 61 
cents thereafter, is and was not unjust and unreasonable. 


REPARATION TO LATER RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Morris H. Konigsberg 
m No. 17221, Louisiana Oil Refining Co. vs. St. Louis South- 
Western, as to rates and charges on crude oil, in tank cars, 
between July 5 and September 1, 1923, from Verla, Ark., to 
hreveport, La. He said the Commission should find unreason- 
able a rate of 15.5 cents imposed on shipments prior to Septem- 
ber 1, 1923, to the extent it exceeded 12.5 cents, the subsequently 
established rate. Complainant contended the rates should not 
That rate was requested, but 


have exceeded or exceed 9 cents. 
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denied, the carrier publishing the 12.5 cent rate, to which the 
examiner thinks reparation should be made. 


CHARGE NOT UNREASONABLE 

Examiner W. A. Hill has recommended the dismissal of 
No. 17203, Pearlstone Mill & Elevator Co. vs. Atchison, Topeka 
& Santa Fe et al., on a finding that an out-of-line charge of 2 
cents on grain milled at Dallas, Tex., originating on the Santa 
Fe and destined to points on the Texas & Pacific north or west 
of Fort Worth, is not unreasonable or unduly prejudicial. The 
examiner said that, apparently, the penalty charge grew out of 
the inability of the Santa Fe and the Texas & Pacific to agree 
upon the amount of their divisions on such traffic. The ex- 
aminer said that a witness for the Santa Fe expressed the 
opinion that commercial and competitive conditions warranted 
a waiver of the penalty charge, but that such considerations did 
not prove unreasonableness. The Texas & Pacific said the 
testimony about the dispute over divisions was irrelevant and 
should be disregarded, because the decision had to turn on the 
question whether the charge was reasonable for the extra serv- 
ice. The examiner said that whatever the underlying reason 
for the charge the question was as to whether, in the circum- 
stances, it was unreasonable. Mere failure of one carrier at all 
times to meet the rates and charges of competing lines should 
not be construed, he said, as conclusive evidence of the un- 
reasonableness of its rates and charges. He said that a charge 
of 2 cents for and out-of-line haul, such as here involved, 113.3 
miles, did not seem unreasonable. 


CLAIM ALREADY PAID, ALLEGED 


Attorney-Examiner F. C. Hillyer, in No. 17160, Calcasieu 
Mercantile Company, Inc., vs. Texas & New Orleans et al., tried 
under the shortened procedure, had to deal with a situation 
presented by the presentation of a duplicate claim for repara- 
tion in the course of which he found what he said were conflict- 
ing statements under oath. He said this complaint, alleging 
unreasonableness of charges collected for the transportation of 
a carload of onions from Orange, Tex., to Lake Charles, La., 
should be dismissed under the rule of law against the “splitting 
of causes of action,” reparation having been awarded to the 
consignee on the same shipment under a like allegation in spe- 
cial docket No. 82235. 

The complaint alleged that rates published and the charges 
collected on a carload of onions shipped from Orange to Lake 
Charles were “unjust and unreasonable and excessively high in 
violation of section 8, and unjustly discriminatory and unduly 
prejudicial in violation of section 3” of the act. 

Charges were collected on the basis of a joint class C rate 
of 23 cents. Contemporaneously the applicable joint commodity 
rate was 79 cents, applicable from Texas common point terri- 
tory, including Orange, to New Orleans and group, the latter 
including Lake Charles. The defendants collected only the class 
rate and submitted the question of waiving the undercharges to 
the Commission, upon an agreed statement of facts, the carriers 
admitting that the commodity rate was not intended to apply 
_on such traffic and that it was unreasonable on such short hauls 
to the extent it exceeded the class rate. 

In the special docket, No. 82235, Kelley, Weber & Co. vs. 
Louisiana Western et al., the examiner said the Commission 
waived the undercharge. In that proceeding, he said, the traffic 
manager of Kelley, Weber & Co., Inc., complainant, certified 
under oath and notarial seal that the alleged excessive charges 
were paid and borne, as such, by Kelley, Weber & Co., Inc. 

According to the original freight bill the shipment was con- 
signed to “Kelley, Weber Co (Cal Merc Co),” the examiner 
saying the parenthesis was‘an abbreviation of Calcasieu Mer- 
cantile Co., the complainant herein. 

An affidavit, under seal, sworn to by the general manager of 
the mercantile company, concurred in by Kelley, Weber & Com- 
pany, and filed of record, HiHyer said, stated that the charges 
upon this shipment “were paid and borne solely by the Calcasieu 
Mercantile Co., and neither the Orange Grocery Co. (consignor) 
nor Kelley, Weber & Co. have any interest in such charges.” 

“Complainants,” the examiner said, “offer no explanation 
of these conflicting statements under oath.” 

The carriers moved to dismiss on two grounds: first, that 
the complaint was defective in the form of the allegation. Hill- 
yer said that that should be overruled. The second ground, he 
said, rested upon the fully established rule of adjective law, 
prohibiting the splitting of actions. The motion to dismiss, he 
said, should be allowed on the second ground, assuming, on 
account of the facts already set forth, that there was some 
privity between the complainants, as indicated by the facts 
about the conflict of the affidavits. Assuming that there was no 
privity, he pointed out, the complainant would have no stand- 
ing, for the reason that it was not a party to the transportation 
record. Discussing the rule against the dividing of a cause of 
action, the examiner said: 


A claimant ‘‘cannot divide his claim and make it the subject of 
several actions. Hence, if he sues for a part only of his claim, a 
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judgment obtained by him in the action is a bar to a second action 
for the residue of his claim, be it much or little.’ * * * “‘The rule 
of law against the splitting of a single cause of action into several 
actions is founded upon the plainest and most substantial justice, 
that is, that litigation should have an end and that no person 
should be unnecessarily harassed with a multiplicity of suits. It is 
the right of every litigant to have his cause once submitted to the 
arbitrament of the law; when it is there decided the peace of society 
demands that it should be at rest forever.’’ * * * “and since .a 
plaintiff having a demand cannot divide it into distinct parts and 
maintain separate actions on it, so he cannot accomplish the same 
result by an assignment of a part of his demand, thereby enabling 
others to do what he could not do.” 1 R. C. L, 22, 23. 

The Commission should grant the motion and dismiss the com- 
plaint under the rule of law against the splitting of causes of action. 


APPLE REVISION PROPOSED 


A revision of the apple rates from St. Joseph, Mo., and 
related points in Missouri and Kansas to points in Nebraska, 
Iowa, Minnesota and: the Dakotas has been proposed by Exam- 
iner W. A. Hill in a report on No. 17071, Hunt Brothers Fruit 
Company et al. vs. Ahnapee & Western et al. He said the Com- 
mission should find the rates not unreasonable but unduly preju- 
dicial and preferential. The complaint alleged undue preference 
for competitors in eastern Missouri and western Illinois. The 
complainants are growers in the region claimed to be more 
nearly ideal than anywhere else in this country, that is, in the 
Loess soil within 15 miles of the Missouri river from a point 50 
miles south of Omaha to its confluence with the Mississippi and 
in the territory within the same distance of the Mississippi 
river from that point to the Iowa-Missouri line. The Loess soil, 
the examiner said, was to be found in no other part of the United 
States. The Missouri apples are shipped in barrels while the 
Oregon and Washington apples are wrapped in paper and boxed 
and bring a higher price. The complainants asked for class C 
instead of fifth class rates. 


Complainants’ evidence, the examiner said, was predicated 
almost wholly on considerations of distance. He devoted much 
space to setting forth the rates and distances and then said: 


Defendants urge that the fifth-class rating and rates on such a 
high-class perishable commodity as apples are not unreasonable. 
They point out that the movement is seasonal; that it must be 
handled expeditiously because of the perishable nature of the com- 
modity; that it is normally in refrigerator cars which weigh 25,000 
pounds more than ordinary box cars, cost twice as much, and are 
more expensive to maintain; and that free reconsignment adds ma- 
terially to the expense of handling the apple traffic. Comparison is 
made of the per car and per car-mile earnings under the rates on 
apples paid by complainants with much higher earnings at the rates 
on such heavy-loading commodities as wheat, corn, sugar, and canned 
goods, which move in box cars in heavy volume in this territory. 
Complainants’ apples, averaging about 26,000 pounds per car, are said 
to sell for more per bushel than wheat and corn. Defendants assert 
also that claims for loss and damage to apples are much greater in 
proportion to the revenue resulting from their transportation than 
the claims on these other articles with which comparison is made 
and also on such highly perishable commodities as eggs, butter, 
fresh meats, citrus fruits and beverages, and on such hazardous com- 
modities as gasoline and other petroleum products. 

It is unnecessary to enter into the merits of defendants’ conten- 
tions in the foregoing respects. Complainants predicate their claim for 
Class-C rates solely on the existence of such rates on apples between 
points in other territories or from points in other territories into 
western trunk-line territory, and. have introduced little evidence re- 
specting the elements which must be weighed in considering whether 
apples should be placed in a lower classification. And it will be 
remembered, too, that a mere finding that apples should be accorded 
Class-C rates throughout western trunk-line territory would not better 
complainants’ position; only an appropriate exception to the classi- 
fication or commodity rates from the complaining points would satis- 
fy their complaint. The fact that apples move at rates the same as 
or less than Class C in the southwest is offset by the fact that they 
move at fifth-class rates in official classification territory. There is 
no basis for a finding that rates higher than Class C have been shown 
to be unreasonable. 

It is obvious that the rates assailed are in a most chaotic con- 
dition, but it is doubtful whether they are any more so than the 
other class rates throughout western trunk-line territory or other rates 
based, on the class-rate scales. The application of a rigid mileage 
scale would, of course, place all the producing points on an equality. 
Such application, however, would be objectionable by reason of the 
fact that it would completely disrupt the long-standing equalization 
“of rates between the rivers and would ignore the varying traffic con- 
ditions in the different localities. 

Application of Class-C rates from the complaining points would 
remove some inequalities and create others. Moreover,’ inasmuch as 
apples move generally at class rates in this territory, it is undesirable 
to make any radical changes in this situation in advance of the 
pending investigation into class rates in western trunk-line territory. 
Doubtless complainants are to a certain extent prejudiced in the sale 
of their apples by the relatively lower rates in effect from the pre- 
ferred points, but the record is inconclusive that such prejudice is 
so undue as they endeavor to prove it or that they should be given a 
set of rates based strictly and solely on their shorter distances. 
Bearing in mind, however, that their distances are generally so sub- 
stantially less than those from the preferred points, there appears 
to be no justification for greater rates from their shipping points. No 
attempt should be made in advance of disposition of the class rate 
investigation to remove whatever other inequalities there may be. 

The evidence is meager with respect to rates to points in Iowa 
east and north of the lines of the Rock Island from the Minnesota 
state line to Des Moines and the Burlington from Des Moines to 
Ottumwa; no finding should be made in respect thereof. 

The Commission should find that the rates assailed are not un- 
reasonable but that with the exceptions noted in the next preceding 
paragraph they are, and for the future will be, unduly prejudicial 
to the complaining points and unduly preferential of St. Louis, Alton, 
Hannibal and Quincy, and related points, to the extent they exceed, 
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or may. exceed, the contemporaneous rates from St. 
Hannibal, or Quincy, to the same points. 

The Commission should further find that the rates assailed from 
Amazonia, Halls, Kenmoor, Rushville, DeKalb, Faucett, and Wil- 
low Brook, Mo., and Wathena, Hunt Spur, Blair, Appleton, Elwood, 
and Troy, Kans., are, and for the future will be, unduly prejudicial 
to those points and unduly preferential of St. Louis, Alton, Hannibal, 
and Quincy, and related points, to the extent they exceed, or may 
exceed, the contemporaneous rates from St. Joseph to the same 
points. 

The conclusions herein recommended should be understood to be 
without prejudice to whatever disposition may be made in the pend- 
ing class-rate investigation of the rates within western trunk-line 
territory, and they should not be understood to authorize increases 
in the rates from St. Joseph and the related points in those instances 
where they are less than the rates from St. Louis, Alton, Hannibal, 
and Quincy, and related points, or to authorize increases in the rates 
from any of the complaining points where they are less than the 
rates from St. Joseph. 


Louis, Alton, 


ADDITIONAL RELIEF NEEDED 


On account of changes in the Consolidated, Official, Southern 
and Western Classifications caused by orders of the Commission, 
the scope of fourth section order No. 144 (General No. 5), dated 
August 28, 1911, has become too narrow to fit present condi- 
tions. Therefore, the Commission, by an order, in the matter 
of changes:in classification of articles, which result in increase 
of discriminations, upon petition of the classification chairmen, 
has appointed a hearing, May 10, at Washington, before Exam- 
iner F. W. White, for the taking of testimony on the subject. 
The notice of hearing on the matter, other than the caption 
already given, is as follows: 


The petition dated March 19, 1926, filed jointly by Agents F. W. 
Smith, E. H. Dulaney, and R. C. Fyfe for and on behalf of carriers 
parties to the Consolidated Classification, Official Classification, South- 
ern Classification, and Western Classification f8r a modification of 
Fourth Section Order No. 144 (General No. 5), dated August 28, 1911, 
as amended from time to time, so as to read: 


“It is ordered that carriers subject to the interstate commerce 
act be, and they are hereby, authorized to make changes in classi- 
fication ratings, rules and regulations occurring in the ordinary course 
of rere without observing the fourth section of the interstate com- 
merce act. 


‘Tt is further ordered, that fourth section orders of this Com- 
mission shall be subject to the relief herein granted; provided that 
the authority herein granted shall not extend to classification changes 
which will result in rates less than the lowest class rate authorized 
by said fourth section orders between the competitive points involved. 

“The Commission does not hereby approve any changes in classi- 
fication ratings, rules, or regulations filed under this authority, all 
such ratings, rules and regulations being subject to complaint, in- 
vestigation, and correction if in conflict with any provision of the 
act.”” 


is assigned for hearing on May 10, 1926, ten o’clock A. M. at the 
offices of the Interstate Commerce Commission, Washington, D. C., 
before Examiner F. W. White. 


AUTHORIZED TO ACQUIRE 


The Southern Bell Telephone & Telegraph Company in 
finance docket No. 5394, Purchase of Properties of Spruce Pine 
Telephone Company, by Southern Bell Telephone & Telegraph 
Company, has been authorized to make the purchase. The Com- 
mission, by division No. 4, has found the proposed purchase 
would be of advantage to the persons to be served and in the 
public interest. The little company, the report said, had not the 
financial resources to extend its facilities to meet the needs of 
a rapidly growing tourist and residential community at Spruce 
Pine, near Asheville, N. C. 


AUTHORIZED TO OPERATE 


The Commission, by division No. 4, in finance docket No. 
5293, Operation of Line by Cape Fear. Railways, Inc., has author- 
ized the applicant to operate seven miles of railway from Skibo 
to Fort Bragg, N. C., formerly owned by the Cumberland Rail- 
way & Power Company and used in part by it as a street railway 
in Fayetteville. The Commission dismissed the application for 
permission to retain excess earnings because the carrier was not 
of the class defined by paragraph 18 of section 15a, as to which 
class the Commission is empowered to give or deny permission 
to retain excess earnings. 


MAY ABANDON THE ENDS 


Examiner O. D. Weed, in a proposed report on finance docket 
No. 3215, abandonment of parts of line by Fairchild & North- 
eastern, said the Commission should find that the present and 
future public convenience and necessity permitted the abandon- 
ment, as to interstate and foreign commerce, of parts of its 
line in Eau Claire and Clark counties, Wisconsin. 

Application was made for permission to abandon the entire 
line, from Cleghorn to Owen. After it made its application, the 
examiner said, the company wrote a letter to the WisconsiD 
commission, saying it intended trying to save the middle sec 
tion of the road, from Fairchild to Greenwood, a distance of 23 
miles. It, however, did not amend its application to the Com 
mission. No objection, he said, was made to the abandonment 
of the section from Greenwood to Owen, but the abandonment 
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of the section from Cleghorn to Fairchild was vigorously con- 
tested. 

The whole road is about 65 miles long, started as a logging 
road in 1892 and ceasing to be a profitable venture in 1905 when 
the timber was cut out. A general balance sheet, as of Decem- 
ber 31, 1922, showed a deficit of $198,918. The Commission 
completed a final valuation of the property of the company, as 
of June 30, 1916, showing cost of reproduction value, less 
depreciation of $845,399, using unit prices of June 30, 1914. 
Various efforts have been made to keep the road going. Opera: 
tion was abandoned from March to November, 1920, and for four 
years from the last mentioned date it was operated by a com- 
pany organized by residents along the line. They returned the 
property to its owners in October, 1924. 

The examiner said the commission should authorize the 
abandonment from Cleghorn to Fairchild and from Greenwood 
to Owen. The Wisconsin commission, he said, did not express 
any opinion on the question of abandonment. 


FINAL VALUATION REPORTS = 
Valuation docket No. 558, Beaver Valley Railroad Co., opinion No. 


*B-236, 108 I. C. C. 350-7, final value of property for rate-making pur- 


poses, owned and used for common carrier purposes, $110,152, as of 
June 30, 1916. 

Valuation docket No. 617, Roanoke River Railway Co., opinion 
No. B-239, 108 I. C. C., final value for rate-making purposes, of the 
property owned and used for common carrier purposes, $160,000,000, 
as of June 30, 1918. 

Valuation docket No. 282, Stanley, Merrill & Phillips Railway Co., 
opinion No. B-227, 108 I. C. °C. 260-9, final value for rate-making pur- 
poses, of the property owned and used for common carrier purposes, 
found to be $571,789, as of June 30, 1916. 

Valuation docket No. 47, Talbotton Railroad Co., opinion No. 
B-232, 108 I. C. C. 307-14, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found to 
be $78,957, as of June 30, 1915. 

Valuation docket No. 378, Tug River and Kentucky Railroad Co., 
opinion No. B-233, 108 I. C. C. 315-25, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $381,630, as of June 30, 1916. 

Valuation Docket No. 145, South Manchester Railroad Company, 
Opinion No. B-229, 108 I. C. C. 278-86, final value for rate-making pur- 
poses of property owned and used for common carrier purposes found 
to be $171,188, as of June 30, 1916, and of property used but not owned, 

13,237. ; 

' Valuation docket No. 186, Tuckerton Railroad Co., opinion No. 
B-248, 108 I. C. C. 479-90, final value for rate-making purposes, of 
property owned and used for common carrier purposes, $503,946, as 
of June 30, 1916. 

Valuation docket No. 321, Canadian Pacific lines in the United 
States, namely, Aroostook Railroad Co., Houlton Branch Railroad Co., 
International Railway Company of Maine and Midland Railroad Co., 
opinion No. B-238, 108 I. C. C. 373-99, final value for rate-making 
purposes, of property owned and used for common carrier purposes, 
found to be $750,000, as of June 30, 1916, property owned but not 
used $9,500, and property used but not owned $6,319,079. 

Valuation docket No. 78, Woodstock Railway Co., opinion No. 
B-242, 108 I. C. C. 467-79, final value for rate-making purposes of 
property owned and used for common carrier purposes, $489,213, as 
of June 30, 1917. : 


TENTATIVE VALUATION REPORTS 


New Jersey, Indiana & Illinois, property owned and used, 
$245,050, as of June 30, 1916. 

Upper Merion & Plymouth, property owned and used, $358,150, 
as of June 30, 1917. 

Rockingham Railroad Company, property owned and used, 
$290,000, as of June 30, 1917. 

Louisiana Western Railroad Company, final value of the prop- 
erty owned and used, $6,472,500; used but not owned, $865,000, 
as of June 30, 1918. The Louisiana Western, extending east- 
wardly from the Texas-Louisiana line, is a part of the Atlantic 
system of the Southern Pacific. It has a total main line mile- 
age of approximately 208 miles. Mileage of all tracks is 283.19. 
It has a capitalization of $5,600,000, of which $3,360,000 is capital 
stock and the rest long-term funded debt. The company’s books 
showed an investment, on the valuation date, of $9,900,983, but 
stated according to the Commission rules that would be $9,742,- 
310. The cost of reproduction, new, of the owned property was 
Stated at $7,598,449 and, less depreciation, $5,337,087. The re- 
production value of the total used property, new, was stated at 
$8,684,602, and, less depreciation, $6,162,003. 

Washington & Lincolnton Railroad Company, owned and 
used, $190,500, as of June 30, 1918. 

St. Louis, Kennett & Southeastern Railroad Company, owned 
and used, $211,829, as of June 30, 1918. 

Neame, Carson & Southern Railroad, owned and used, 
$34,904; used but not owned, $273,938, as of June 30, 1919. 

Alton and Southern Railroad Company, owned and used, 
$1,627,000; used but not owned, $701, as of June 30, 1919. 

Chester and Delaware River Railroad Company, owned and 
used, $330,000; used but not owned, $39,800, as of June 30 1917. 

Shearwood Railway Company, owned and used, $241,045, as 
of June 30 1918. 

St. Joseph Belt Railway Co., property owned and used, $285,- 
039, and used but not owned, $152,445, as of June 30, 1917. 

Youngstown & Northern, property owned and used, $550,000, 
as of June 30, 1919. 
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Rockcastle River Railway, property owned and used, $100,- 
639; used but not owned, $37,798, as of June 30, 1918. 

Tennessee, Kentucky & Northern, owned and used, $825; 
used but not owned (property of the Cincinnati, Nashville South- 
ern), $195,000, as of June 30, 1918. 


TEXAS CONSTRUCTION CASES 


The Gulf, Texas & Western, intervener in finance docket 
Nos. 3134 and 4769, in reply to the petition of the Pecos & North- 
ern for leave to intervene in No. 3134 and to have that case con- 
solidated with finarnce docket Nos. 4747, 4756, 4769 and 4959, 
said it did not obicct to an order allowing the Pecos & Northern 
to intervene, nér to the consolidation of the cases mentioned. It 
said it did, however, object to the reopening of any of the cases 
for the taking of additional evidence, because that would be 
against the public interest in delaying the determination of the 
several applications and the construction of needed additional 
railroad mileage. It added that no good or sufficient reason had 
been shown to warrant such delay. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Brooksville & Iverness 
Railway Company to issue $2,500 of capital stock to be delivered 
to subscribers at par for cash, and the proceeds used for capital 
purposes. 

The Commission has authorized the receivérs of the Del- 
aware & Northern Railway Company to issue their certificates 
for $10,000 and 36 lease-warrants, aggregating $19,488, which 
includes interest at 6 per cent per annum, to be used in the 
acquisition of equipment. 

The receiver of the Minneapolis & St. Louis has been au- 
thorized to issue $1,750,000 of receiver’s certificates in renewal 
or retirement of obligations for a like amount maturing on vari- 
ous dates in April and May, 1926. 


FINANCE APPLICATIONS 


The Central of Georgia has asked for authority to issue, con- 
ditionally, $5,396,000 of refunding gold mortgage 5 per cent 
bonds, to reimburse its treasury for additions and betterments. 
It desires to hold them in its treasury subject to use as col- 
lateral for short term notes. 

The Pennsylvania has asked for authority to issue $17,030,- 
000 of 4.5 per cent equipment trust certificates, the proceeds of 
which are to be used in the purchase of equipment estimated 
to -cost $24,375,010. The certificates are to be sold to Kuhn, 
Loeb & Co. at 97 per cent. The issue is to cover the purchase 
of 200 locomotives, 2,000 automobile cars, 74 passenger cars, 7 
passenger and baggage cars, 8 passenger and cafe cars, 20 elec- 
tric coaches and 125 express cars. 

The Jefferson Southeastern Railroad Company has asked for 
authority to issue $50,000 of promissory one-year notes to be 
sold or discounted at par and bear 6 per cent interset; also 
to renew such notes. The proceeds are to be used to pay 
outstanding notes and bills and to provide working capital. 

The Northern-Central Railway Company has applied to the 
Commission for authority to issue and to deliver to the Penn- 
sylvania Railroad Company $5,231,000 of 5 per cent general and 
refunding mortgage gold bonds. The Pennsylvania asked for 
authority to assume, ds lessee, obligation and liability in respect 
of the bonds. The bonds will be delivered to the lessee to re- 
imburse it for advances to the lessor. 

The Montgomery & Erie Railway Company has applied for 
authority to extend for 30 years the maturity of $130,000 of first 
mortgage 5 per cent bonds. 

The Seaboard Air Line has asked for authority to issue 
$3,631,398 of refunding mortgage 4 per’ cent gold bonds and 
pledge them under its first and consolidated mortgage, the bonds 
to be issued to be in reimbursement of the treasury for capital 
expenditures, improvements and betterments, in 1925; also to 
issue $3,811,500 first and consolidated mortgage 6 per cent gold 
bonds and pledge them as collateral for short term notes. A 
second application is for authority to have authenticated and 
delivered $2,022,000 of first and consolidated mortgage 6 per cent 
bonds to be used as pledges for short term notes. 

The Texas Pacific-Missouri Pacific Terminal Railroad of 
New Orleans, owned jointly by the Texas & Pacific and the Mis- 
souri Pacific, have asked for authority to issue and sell $1,040,000 
of 5.5 per cent first mortgage gold bonds to cover capital expen- 
ditures not heretofore capitalized. The two proprietary com- 
panies have asked for authority to guarantee the bonds, jointly. 


RATES ON MOSS 


Further hearing in docket 14827, the National Association 
of Upholstered Furniture Manufacturers’ Association against the 
A. A. R. R. et al., involving rates for the transportation of moss 
from points in the south to points in northern territory east of 
the Mississippi river and north of the Ohio river, was held at 
Chicago, April 17, before Examiner Carter. 

Witnesses Manhoff, Snell and Fennell were called on behalf 
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of the complainant to testify to the use of moss in upholstering 
furniture and to testify to the fact that the northern manufac- 
turer used moss derived from New Orleans and Baton Rouge 
and points west of the river in Louisiana. 

Cc. S. Bather, for the complainant, pointed out, as the rate 
witness, that there was too great a difference in the rates from 
New Orleans to northern points and from origin points west of 
the river to the same northern points. He said that, while the 
rates to Chicago were the same, at one time there had been a 
difference of 18 cents, New Orleans under the rates from the 
west-of-the-river points. He said the Commission had put out 
one decision in the case, but that only confusion had arisen out 
of an attempt to adjust the rates from the moss producing 
points. It was his opinion that the difference between New 
Orleans and those producing points west of the river should never 
be more than five cents. 

Witnesses for the carriers were R. N. Owen, for the Southern 
Pacific, and E. Ricer, for the Texas Pacific, who testified that 
the rates in effect from the southern points were not unreason- 
able, and introduced exhibits of rate comparisons tending to 
support their contentions. The carriers, however, admitted that 
there was some confusion in the adjustment from the south, but 
they said they were endeavoring to straighten it out themselves 
through conferences and tariffs later to be published. 


LAKE CARGO CASE REOPENED 


The Commission has reopened No. 15007, Pittsburgh Coal 
Producers’ Association et al. vs. Ashland Coal and Iron Railway 
Company et al.; No. 15007, Sub. No. 1, Pittsburgh Vein Operators’ 
Association of Ohio et al. vs. Same; and No. 15423, Brackett 
Statistical Service vs. Baltimore & Ohio et al., collectively 
known as the lake cargo coal case, for further. hearing at such 
time and place as it may hereafter direct. The Commission did 
not indicate on whose move the case was reopened, merely say- 
ing that, on further consideration of the proceedings, it reopened 
the case. The reopening is without limitation. 


ANTHRACITE AND SUBSTITUTES 


The Commission, in a notice of hearing in No. 15006, in the 
matter of rates, charges, classifications and practices governing 
the transportation of anthracite coal, announces the beginning 
of hearings on both phases of that case on June 28, in New 
York, by Examiner Koch. The two phases are the rates on 
anthracite substitutes from mines in Maryland, Virginia, West 
Virginia, Pennsylvania, Ohio and eastern Kentucky to middle 
Atlantic and New England states, and rates on anthracite from 
Pennsylvania mines to upper New York state and specifically to 
Carthage, N. Y. The Commission’s notice is as follows: 


The above entitled proceeding is assigned for further hearing 
upon the rates and charges on bituminous coal and coke from mines 
in Maryland, Virginia, West Virginia, Pennsylvania, Ohio and eastern 
Kentucky to Middle Atlantic and New England states, as per supple- 
mental order No. 18 of April 5, 1926, on June 7, 1926, 10 o’clock a. m., 
at the Merchants’ Association Rooms, New York, N. Y., before Ex- 
aminer Koch; and the further hearing upon rates on anthracite coal 
from Pennsylvania mines to points in upper New York state and 
to Carthage, N. Y., as per the Commission’s order of February 11, 
1926, and its supplemental order No. 17 of April 5, 1926, on June 28, 
1926, 10 o’clock a. m., at the Chamber of Commerce Rooms, Syra- 
cuse, N. Y., before Examiner Koch. 


A. B. & A. REORGANIZATION PLAN 


The Atlantic Coast Line has filed an application with the 
Commission for authority to acquire control, by purchase of all 
the common stock, of the Atlanta, Birmingham & Coast Railroad 
Company, a corporation to be organized to acquire and operate 
the properties now operated by the receiver of the Atlanta, 
Birmingham & Atlantic Railway Company, and for authority to 
assume certain obligations as to the guaranty of dividends on, 
and the redemption of, the preferred stock of the Atlanta, Bir- 
mingham & Coast. The applicant seeks authority to give effect 


to the plan of reorganization of the A. B. & A., set forth in The 
Traffic World last week. 


PROMISES ADDITIONAL LINE 


The Louisville & Nashville has asked leave to amend its 
application for permission to extend its Harlan line, made in 
connection with the Commission’s permission to the Louisville 
& Nashville and the Atlantic Coast Line to acquire, by lease, 
the Carolina, Clinchfield & Ohio. The specific authority re- 
quested is to insert in that application these words “And with 
reference to this proposed construction applicant agrees that 
when it decides the build the above described Speer’s Ferry 
Line, it will at the same time build the Ulah-Chad line, provided, 
of course, its construction is approved by this Commission.” 

Lack of agreement as to the meaning of the Commission’s 
permission and requirement in respect of the extension of lines, 
in connection with the lease of the Clinchfield has arisen among 
those interested. One of the contentions is that the requirement 
is that both the Harlan and Hazard lines be extended but that 
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the application for permission to construct covers only the 
Harlan line. 

Commission men have not had an opportunity to figure out 
what the effect of the amendment proposed by the Louisville 
& Nashville would be. The inclination, however, is to regard 
the offer to agree to build the line mentioned as an effort to 
eliminate or minimize opposition or criticism. . 


FRISCO-R. I. DIRECTORSHIPS 


The Commission, by division No. 4, has issued its formal 
report on the applications of Edward N. Brown, James M. Kurn 
and Jesse Hirschman, officers and directors of the St. Louis- 
San Francisco, permitting them also to become directors of the 
Chicago, Rock Island & Pacific. (See Traffic World, April 17, 
p. 1044.) The report said that, if at any future time it should 
be shown that the exercise of the authority granted was affect- 
ing adversely public or private interests, an appropriate order 
might be entered to meet the situation then presented. Chair- 
man Eastman dissented, but made no expression of his views. 

According to the application of Mr. Brown, who is chairman 
of the St. Louis-San Francisco, approval of his application to 
hold the directorship to which he had been elected on the Rock 
Island board would be followed by his election to be chairman 
of the executive committee of the board of directors of that prop- 
erty. The Rock Island board consists of 13 members. Three 
Rock Island directors resigned so as to make places for the 
three St. Louis-San Francisco men. After stating the facts about 
the application, the Commission said: 


A hearing was held on March 1 and 2, 1926, at which all of the 
applicants appeared and testified. Notice of the hearing was given 
to the governors and utility commissions of the various states trav- 
ersed by the lines of the Frisco and Rock Island, and also to the 
executive officials of the other trunk lines serving the same general 
territory. The state officials have advised us that they did not de- 
sire to take part in the proceedings and expressed no opinion as to 
the merits of any of the applications. In addition to witnesses rep- 
resenting the Frisco representatives of shippers and traffic organiza- 
tions at many of the principal cities in the territory of the Frisco 
and the Rock Island appeared in support of the applications. The 


— does not disclose any opposition to the granting of the appli- 
cations. 


The Frisco has purchased 183,333%4 shares of the capital stock 
of the Rock Island, equal to about 14 per cent of the total outstand- 
ing. All classes of Rock Island stock have equal voting rights. While 
it is expected by the applicants that authority for the unification of 
the properties of the two companies in some form will be sought 
eventually under the provisions of paragraph (2) of section 5 of the 
act, we are not now faced by any such plan. 

The applicants will constitute a small minority of the Rock Is- 
land board. The record supports a finding that the granting of the 
applications will not affect adversely either public or private interests 
within the meaning of paragraph (12) of section 20a. The applica- 
tions will therefore be granted by appropriate order. This action, 
however, is taken without prejudice to any findings that may be 
justified by subsequent proceedings involving the relations of the 
Frisco and the Rock Island, or the relations of either of these car- 
riers to other carriers, in the administration of the provisions of 
section 5 of the act. If at any future time it should be shown that 
the exercise of the authority granted is affecting adversely either 
public or private interests, an appropriate order may be entered to 
meet the situation then presented. 


RATES ON SAND AND GRAVEL 


Rates on sand and gravel from Gravel Siding, Miss., to 
points in Arkansas were involved in the hearing on Docket 
16799, the Allen Gravel Company against the Rock Island et al., 
before Examiner Carter at Chicago, April 20. 

A. C. Butterworth, president of the Allen Gravel Company, 
Little Rock, Ark., told of the use of gravel produced by his 
company in road making in the South and testified that the 
company had been unable to meet the prices of competitors, due 
to the freight rates met by the complainant. 

C. B. Ackerman, rate witness for the complainant, testified 
that the rates desired by the gravel company ranged from $1.29 
to $1.49 a ton, while the rates charged were from $1.59 to $1.79 a 
ton. He said the complainant contended that the rules of the 
Kelly combination tariff should apply and, if used in computing 
the rates, it would give the lower rates asked by the com- 
plainant. 

G. F. Potter, for the Southern, testified as to the rules laid 
down in the Kelly tariff, or U. S. No. 1, pointing out that there 
were lines that were not participating lines in the provisions 
of the Kelly tariff He said that Gravel Siding was to the east 
of Memphis, Tenn., and that the complainant was seeking the 
Memphis combination to points west of Memphis, and, he said, 
the lines west were not participating lines in the tariff the 
complainants wished to be used in making the lower rates. 


TELEPHONE OPERATING RESULTS 


Sixty-nine telephone companies having annual operating reve- 
nues in excess of $250,000 each had an aggregate operating 
income for January of $17,404,242, as compared with $14,997,133 
for January, 1925, an increase of 16 per cent, according to sta- 
tistics compiled from company reports by the Bureau of Statis- 
tics of the Commission. The number of company stations in 
service at the end of January was 13,085,746, an increase of 
775,493, or 6.3 per cent, as compared with the number in service 
at the end of January, 1925. : 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
of National Sapeme 


Digests taken from Reporters and Digests 
. System, published by West Publishing Co., St. Paul, 
Copyright by West Publishing Co.) 





Evidence Held to Show That Tank in Which Cocoanut Oil Was 
Shipped Was Not Liquid-tight: 

(District Court, S. D., New York.) In libel to recover for 
short delivery and damage to shipment of cocoanut oil, evidence 
held to show that tank in which oil was shipped was not liquid- 
tight, and that if cement applied to rivets had made it tight it 
did not continue in that condition—The City of Dunkirk, 10 
Fed. Rep. (2nd) 609. 

Vessel Held Common Carrier Subject to Statute Prohibiting 
Covenants in Bill of Lading Relieving Owner From Exercise 
of Due Diligence and Obligation to Make Vessel Seaworthy: 
Where vessel was a general ship taking cargo from various 

points from various shippers, issuing bills of lading to the sev- 

eral shippers, her movements being entirely in owner’s control, 
held, vessel was common and not special carrier, and was there- 
fore subject to provisions of Harter Act, Sec. 2 (Comp. St. Sec. 

8030), making it unlawful for owner of vessel to insert covenants 

in bill of lading relieving owner from exercise of due diligence 

and obligation to make vessel seaworthy and to properly handle 
and stow cargo.—lIbid. 

In a libel for short delivery and damage to shipment of 
cocoanut oil, where it could not be disputed that loss and dam- 
age was due to leakage of tank in which it was shipped, the 
vessel was unseaworthy in such respect.—lIbid. 

Test of “Seaworthiness” Stated: 

The test of “seaworthiness” of a vessel is whether vessel is 
reasonably fit to carry cargo which she has undertaken to trans- 
port.—Ibid. 

Patching Leak in Tank With Cement Held Not Exercise of Due 
Diligence to Make Tank Seaworthy: 

In libel for short delivery and damage to shipment of cocoa- 
nut oil, held, that patching with cement of leak in tank in which 
oil was shipped was not use of due diligence to make the tank 
seaworthy, in view of fact that severe storms on long voyage 
were likely to be encountered.—Ibid. 

In libel for short delivery and damage to shipment of cocoa- 
nut oil caused by leakage of ship’s tank, where libelant contended 
that loss was caused by unseaworthy condition of tank, held, 
that failure of steamship company to produce witnesses to testify 
as to appearance and condition of rivets on repair of tank, or to 
—s rivets themselves, raised presumption against owner.— 

id. 
“Peril of the Sea” Defined: 

A “peril of the sea” means something so catastrophic as to 
triumph over those safeguards by which skillful and vigilant sea- 
men usually bring ship and cargo to port in safety.—Ibid. 

In a libel for short delivery and damage to cargo of cocoanut 
oil caused by leakage of tank in which it was shipped, held, that 
damage was not due to peril of the sea.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Washington.) Under Rem. Comp. Stat., 
Sec. 10344, as amended by Laws 1923, p. 314, and sections 10345, 
10350, 10352, 10354, 10356, a towboat operating for a public use is 
a “common carrier.”—State ex rel. Stimson Timber Co. vs. Kuy- 
kendall, State Director of Public Works, et al., 243 Pac. Rep. 8384. 

Towboat company, holding itself out through regularly filed 
tariff as willing to perform all forms of towage reasonably re- 
quired by the public, is devoting its property to a “public use,” 
within meaning of Rem. Comp. Stat., Sec. 10344, as amended by 
‘eve Tey p. 314, and sections 10345, 10350, 10352, 10854, 10356. 
"200 

To sustain constitutionality of Rem. Comp. Stat. Sec. 10344, 
as amended by: Laws 1923, p. 314, and sections 10345, 10350, 
10352, 10354, 10356, regulating towboats as common carriers, it is 
immaterial whether a monopoly existed among towboat owners 
or whether they demanded the regulation, since rates is a mat- 
ter of public interest.—Ibid. ; 

Handling business for one person at time by towboat does 


not prevent it from being an agency for a public use subject to 
regulation.—Ibid. 
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Towboat, towing all manner of property for hire under a 


regularly filed tariff within certain zones, is a common carrier, 
though it has no fixed termini, and is subject to regulation, under 
Rem. Comp. Stat., Sec. 10344, as amended by Laws 1923, p. 314, 
and sections 10345, 10350, 10352, 10354, 10356.—Ibid. 


(Court of Appeals of District of Columbia.) Where, on sug- 


gestion of railroads, Interstate Commerce Commission, under 
Interstate Commerce Act (Comp. St., Sec. 8563, et seq.), as 


amended by Transportation Act (Comp. St. Ann. Supp. 1923, 
Sec. 8563, et seq.), at hearing participated in by railroads and 
Pullman Company, authorized a 50 per cent, extra charge on 
sleeping and parlor car passengers for benefit of carriers, and 
thereafter authorized Pullman Company to publish a surcharge 
tariff, which it did, held, Commission did not exceed its authority 
in directing schedule to be filed by Pullman Company, which 
was to collect the tariff, and carrier’s concurrence therein, if 
necessary, could be inferred from the circumstances.—Waters 
vs. Pullman Co., 10 Fed. Rep. (2nd) 622. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Goods Being Collected by Owner on Station Platform Till He 
Has Carload Held Not So Delivered and Accepted as to 
Render Carrier Liable as Insurer: 

(Supreme Court of Mississippi, Diyision B.) There -is not 
such delivery and acceptance of property for immediate ship- 
ment as to raise a contract for transportation, rendering the car-~ 
rier responsible as an insurer, though the goods be not imme- 
diately put in transportation, where, at time of fire destroying 
the property, the owner, according to his custom, and with 
knowledge and consent of the company’s local agent, is accumu- 
lating cotton on the station-platform till he shall have enough 
for a carload shipment.—Adair vs. Yazoo & M. V. R. Co., 107 
So. Rep. 371. 

(Supreme Judicial Court of Massachusetts, Suffolk.) On 
demurrer to plea in abatement, facts well pleaded therein must 
be accepted as true.—Thurman vs. Chicago, M. & St. P. Ry. Co., 
151 N. E. Rep. 63. 

A foreign railroad corporation, engaged in interstate com- 
merce wholly outside the commonwealth, maintaining an office 
therein solely to solicit interstate traffic to be transported over 
its railroad without the commonwealth, held not to be “doing 
business” within the commonwealth so as to render it subject to 
jurisdiction of commonwealth courts by service of process under 
G. L. c. 223, Sec. 38, on its soliciting agent.—Ibid. 

A foreign railroad corporation, engaged exclusively in inter- 
state commerce, so far as concerns its solicitation of business in 
the commonwealth, has right to come here for that solicitation 
without let or hindrance.—Ibid. 

A foreign corporation, engaged exclusively in interstate com- 
merce, cannot be made subject to any license, or tax for solicita- 
tion of business done by it within the commonwealth.—Ibid. 

To assume jurisdiction over a person against his protest, 
where no jurisdiction exists, is denial of due process.—Ibid. 

While the commonwealth may enact statutes for permissible 
state purposes, even though interstate commerce may be in- 
cidentally and remotely affected, it may not enact a statute 
which by necessary implication directly interferes with or bur- 
dens such commerce.—TIbid. 

A statute may be constitutional in operation as to some per- 
sons or state of facts and unconstitutional as to others.—Ibid. 

If a statute admits of two constructions, effect of one ren- 
dering it unconstitutional and of the other to establish its val- 
idity, courts will adopt the latter.—Ibid. 

Testimony of Vegetable Shipper’s Superintendent as to Condition 
of Shipment Held Admissible, Although Based Partly on 
Records: 

(Commission of Appeals of Texas, Section B.) In action for 
damage to shipment of vegetables, testimony of shipper’s super- 
intendent as to condition of vegetables which he had inspected 
at time of shipment held admissible, though he did not remem- 
ber particular car and referred to records of shipment, not 
offered in evidence, some of which were not made by him; evi- 
dence being admissible where predicated both on personal knowl- 
edge and hearsay.—Norris vs. Lancaster et al., 280 S. W. Rep. 
574. 

Assignee to maintain action for damaged shipment of vege- 
tables must make actual proof of assignment; Rev. St. 1911, 
arts, 588, 1906, being inapplicable.—Ibid. 

Instrument of president of shipper corporation, assigning 
action for damage to vegetables in transit, duly acknowledged, 
attested with corporation seal and certified by notary, held ad- 
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missible in action by assignee against carrier, under Vernon’s 
Sayles’ Ann. Civ. St. 1914, art. 3697, relative to admissibility of 
declarations taken by notaries.—Ibid. 

Though vegetable shipper consigned shipment to itself, 
notify another corporation, president of such corporation, after 
dissolution thereof, as trustee for creditors and stockholders, 
under Vernon’s Sayles’ Ann. Civ. St. 1914, art. 1206, could bring 
action for damage in transit, regardless of assignment of cause 
of action by shipper, because such corporation was real owner.— 
Ibid. : 

In suit for damage to shipment of vegetables, interest held 
to be element of damage.—Ibid. 

Where, in action for damage to shipment of vegetables, 
court, in charging jury as to damages, omitted item of interest, 
plaintiff held to have waived right to such interest by failing to 
request correction of instruction.—Ibid. y 

Where, in action for injury to shipment of vegetables, court 
failed to charge jury that they could consider item of interest 
in awarding damages, it could not change finding of jury so as to 
include such item.—Ibid. 

(Commission of Appeals of Texas, Section A.) Conflicting 
evidence held to present issue of fact as to whether damaged 
condition of cantaloupes shipped on defendant’s railway, on 
their arrival at destination, was caused by their inherent in- 
firmity.—Galveston, H. & S. A. Ry. Co. vs. Licata, 280 S. W. Rep. 
540. 

In interstate shipments, burden of proof is on the shipper to 
show that carrier was negligent in handling shipment, where 
carrier has shown that the damage occurred from inherent in- 
firmity in goods transported under circumstances not showing 
negligence.—Ibid. 

In action for injuries to cantaloupes in interstate shipment, 
where carrier adduced evidence presenting for determination of 
jury issue as to whether inherent infirmity of cantaloupes caused 
the damage, court could not decide that it did not sufficiently 
appear that damage was due to inherent infirmity of shipment, 
such question being for the jury, and hence a charge putting 
burden of proof on carrier to show that it was not negligent was 
error.—lIbid. 

(Court of Civil Appeals of Texas, Texarkana.) In action 
against initial carrier for damages to four carloads of corn, 
which had been diverted from original destination, resulting 
from leaky cars, defendant was not entitled to peremptory in- 
struction, since there was legal basis for damages, Carmack 
Amendment (U. S. Comp. St., Sec. 8604a, 8604aa) having no ap- 
plication.— Missouri Pac. R. Co. vs. Guest, 280 S. W. Rep. 611. 

Where four cars of corn, shipped from Colorado to Texas, 
were diverted from original destination to points 23 and 50 miles 
beyond, and arrived in damaged condition due to leaky cars, 
jury had right to conclude damage resulted from weather condi- 
tions before cars reached original destination.—Ibid. 

In action for damaged corn shipment, it was not error to 
submit issue assuming that rain and snow fell, when condition 
of grain at destination showed.circumstantially that rain and 
snow had been encountered.—Ibid. 

In action for damaged shipments of corn, it was proper to 
ask inspector, who examined it in transit, whether in his opinion 
shipment was in condition to be shipped without damage if 
handled with ordinary care.—lIbid. 

(Supreme Court of Oklahoma.) Whefe goods are received 
at their destination several days before a fire which destroyed 
them, the carrier who, on demand of the consignee, without suf- 
ficient excuse, refuses to deliver them, is liable for their loss.— 
Schaff vs. Roach, 243 Pac. Rep. 976. 

A carrier’s neglect and wrongful detention of goods in its 
depot, after delivery thereof has been withheld by the carrier, 
without sufficient excuse, is the proximate cause of their subse- 
quent loss by fire, and makes the carrier liable for the loss as 
warehouseman, although the fire was not caused by its negli- 
gence.— Ibid. 

TELEGRAPH AND TELEPHONES 


(Court of Civil Appeals of Texas, Fort Worth.) Where un- 
contradicted evidence showed that telegraph agent wrote tele- 
gram at sender’s request, failure ‘of trial court to submit issue 
whether misnomer of addressee was proximate cause of nonde- 
livery of message was reversible error.—Western Union Tele- 
graph Co. vs. Bowlen et al., 280 S. W. Rep 598. 

Failure of trial court to submit whether the sender of a 
message announcing the illness of plaintiff’s mother was con- 
tributorily negligent, after learning of nondelivery of the mes- 
sage, in not informing telephone operator of illness and arrang- 
ing for messenger, held error.—lIbid. 

An instruction, authorizing recovery for mental pain, disap- 
pointment, and grief of plaintiff in not being able to converse 
with her dying mother by reason of defendant company’s failure 
to forward telegram announcing her illness, held error; these 
not being equivalents of mental anguish.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Kansas.) In an action against a carrier 
for the death of cattle in transit in interstate commerce, where 
it is proved the shipment was made under a written contract, it 
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is error to reject an offer of the contract in evidence and try 
the case as though none had been issued, although the issuance 
or contents of the contract was not pleaded by either party.— 
Abell vs. Missouri Pac. R. Co., 248 Pac. Rep. 1031. 

Where, under a contract for the shipment of cattle, the ship- 
per or his agent accompanies them in order to give them such 
care as they require, he has the burden of showing that any loss 


for which he sues was due to the negligence of the carrier.— 
Ibid. 


SUPREME COURT ACTION 


The Supreme Court of the United States, April 19, denied a 
petition for a writ of certiorari to the Supreme Court of Illinois 
in No. 1009, Missouri Pacific et al., petitioner, vs. Marion & 
Eastern Railroad Company. The Missouri Pacific sought review 
of a decision of the Supreme Court of Illinois holding that an 
extension which the Missouri Pacific proposed to build in 
Williamson County, Ill., was not a spur or industrial track, as 
contended by the Missouri Pacific, but an extension for which 
a certificate of public convenience and necessity would have to 
be obtained from the Interstate Commerce Commission. The 
Marion & Eastern brought the proceedings to prevent building 
of the line, alleging that it would be irreparably damaged 
thereby, and contending that a certificate from the Commission 
was necessary. The Missouri Pacific, before the circuit court 
of Williamson county, Ill., declared that the proposed line would 
be 5,890 feet long and serve a new shaft of the West Virginia 
Coal Company. ‘The lower court dismissed the petition of the 
Marion & Eastern. An appeal was taken to the Supreme Court 
of Illinois which reversed the lower court. 

In No. 231, Chicago, Rock Island & Pacific vs. A. N. Murphy 
and T. O. Murphy, the Supreme Court, by per curiam, dismissed 
the case for want of jurisdiction upon authority of section 237 
of the judicial code as amended by the act of Sept. 6, 1916, c. 448, 
section 2, 39 Stat. 726, Jett Bros. vs. Carrollton, 252 U.S. 1, 5-6. 
The suit originated in the district court of Caddo county, Okla., 
and judgment was obtained against the carrier for alleged failure 
to deliver 17 carloads of watermelons on team tracks of the 
L. & N. at New Orleans, and on other grounds. 

In Nos. 1025 and 1026, Lehigh Valley against Catherine 
O’Rourke and Felix O’Rourke, and in No. 1044, Hocking Valley 
vs. Bert F. Konter, personal injury cases, the court denied peti- 
tions of the carriers for writs of certiorari. 


STATE COURT IN ERROR 


In an opinion by Mr. Justice Van Devanter, the Supreme 
Court of the United States, April 19, in No. 138, Great Northern 
Railway Company, petitioner, vs. Galbreath Cattle Company 
et al., reversed the Supreme Court of Montana which sustained 
action of a lower court refusing to transfer the case to the 
federal district court for Montana. 

Justice Van Devanter said the action was begun in a state 
court in Montana to recover for injuries to cattle shipped by a 
railroad in interstate commerce. In due time, the Great Northern 
petitioned for removal of the case to the federal district court 
for Montana. The state court denied the petition, accorded de- 
fendant an. exception and proceeded to dispose of the case on 
its merits. After trial, the court gave judgment for the plaintiffs 
which the Supreme Court of the state affirmed after a part of 
the damages had been remitted. 

One of the rulings assigned for error in the Supreme Court 
of Montana was denial of the petition for removal, but that court 
held that the case was not removable and sustained the ruling. 
It was to review the decision on this point that certiorari was 
granted by the highest court. 

Justice Van Devanter said the material allegations of plain- 
tiffs’ complaint were: That one of the plaintiffs was a corporate 
citizen of Montana and the other an individual citizen of 
Wyoming, while the defendant was a corporate citizen of Minne- 
sota; that the cattle were shipped from Cody, Wyo., to Seville, 
Mont., on through bill of lading over two connecting lines of 
railroad, the second being owned and operated by defendant; 
that plaintiffs owned the cattle and were both consignors and 
consignees of the shipment and were the lawful holders of the 
bill of lading; that the cattle were injured while in transit over 
defendant’s road by defendant’s action in unreasonably delaying 
and carelessly handling them and wrongfully omitting to unload 
them, when necessary, in a humane manner into properly 
equipped pens, for rest, water and feeding, resulting in damages 
to plaintiffs of upwards of $30,000. 

The petition for removal, the Justice said, besides showing 
the presence of the requisite jurisdictional amount and the de- 
fendant’s non-residence in the state where sued, asserted right 
of removal on two grounds: first, that the case was one arising 
under laws of the United States, particularly those applying to 
the shipment of cattle by railroad in interstate commerce, and 
second, that the case was between citizens of different states. 
' Justice Van Devanter said that, if either ground was well 
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taken, the case was removable and the state court erred in deny- 
ing the petition and proceeding further with the case. He said the 
bill of lading was issued under the Carmack amendment—a law 
of Congress—and that it governed the entire transportation, 
that over the defendant’s line as well as over the line of the 
initial carrier. He also said the carrier’s duties in respect of 
unloading .cattle for rest, etc., were prescribed by law of 
Congress. So it was apparent, he said, that the case stated in 
the complaint was one arising under laws of the United States 
and that it was also apparent from the complaint and petition 
that the case was one between citizens of different states in 
the sense of the statute defining the general jurisdiction of the 
federal courts. He said the case came plainly within the provi- 
sions of removal on the ground of diverse citizenship. He said 
the court was of opinion that the state court of first instance 
should have granted the petition for removal, and that the 
appellate tribunal should have reversed the judgment with a 
direction that that be done. 


ALL COTTON RATES ATTACKED 


The Traffic World Washington Bureau 


A complaint against a vast majority of the raw cotton rates 
in the country is being prepared for filing with the Commission 
by association of growers in the southern states, asking for a 
reduction of twenty per cent. They will allege that by reason 
of excessive, unjust and unreasonable rates on cotton the earn- 
ings of the railroads now are greater in the cotton belt in the 
southwest and the southeast than earnings in other parts of the 
country and in excess of “the minimum guarantee, set out by 
law, as the records of this Commission will show, and as the 
Commission, on its own initiative, may and should establish, 
due, primarily, to the excessive profits received from the trans- 
portation of cotton.” 

This nation-wide move on the part of the cotton growers, 
estimated at 300,000, is being organized by promoters of the 
American Cotton Growers’ Exchange, a body that is being organ- 
ized with a view to having a central organization of co-operative 
marketing organizations. The latter are agents for the growers 
in the handling of their crops. 

The Arkansas Cotton Growers’ Co-operative Association, one 
of the eleven associations to be members of the new exchange, 
has already sent its complaint to the Commission. It is the plan 
to have a similar complaint filed by the other ten state associa- 
tions. The Arkansas complaint said that it might be deemed 
wise for the Commission to consider the eleveln complaints as 
one general complaint, with the American Cotton Growers’ Ex- 
change as the complainant. While the name of Charles B. Bowl- 
ing, director of traffic of the about to be organized exchange, does 
not appear on the Arkansas complaint, he has been promoting 
the organization and also discussing the rate situation in con- 
nection with the desires of the growers for lower rates, local, 
proportional, and domestic to mill points and export rates. The 
Arkansas complaint covers all such rates from points in 
Arkansas. 

A twenty per cent reduction in freight rates, according to 
estimates published in connection with data about the proposed 
exchange, would cost the railroads about $7,000,000 annually. A 
point about the whole matter, made by Mr. Bowling, is that here- 
tofore the growers have not been able to combat increases in 
rates, only the market and speculative elements being repre- 
sented by organizations that questioned the propriety of changes 
in rates proposed by the railroads. 


LUMBER AND TRANSPORTATION 


W. M. Jardine, Secretary of Agriculture, in an address on 
the night of April 16 before the National-American Wholesale 


en Association, commenting on the distribution of lumber, 
sald: 


It is unnecessary to point out the important and skillful part 
the distributors play in the lumber industry. Hauling such a 
bulky commodity as wood is a difficult task at best. It has 
become more difficult as the forests and the chief consumers of 
wood have got farther and farther apart, so that now much of 
our lumber is hauled across the continent. It is a feat of no 
a magnitude to have so perfected the service of distribution 
that the buyer in the city or in the small town can promptly get 
what he wants, whether to build a house or a pantry shelf. 

_ _ The mere magnitude of the lumber distribution job is stagger- 
ing. More than fifty million tons of lumber a year are carried by 
the railroads—a traffic that constitutes nearly four and one-half 
per cent of the total tonnage originated on the railroads and 
yields over seven per cent of the total freight revenues. The 
average thousand feet of lumber travels over six hundred miles 
from its point of origin, not counting reshipments, and pays 
a freight charge of nearly eleven dollars. Our yearly freight bill 
(not including either reshipments or imports) is about thirty-four 
hundred million dollars. The important point is that a large 
Proportion of .this freight bill is chargeable to the long haul 
forced on us by forest depletion, and that it is twenty times as 
Much as is spent annually by all agencies, public and private. 
on forest restoration. f 
‘ We shall ultimately save a large part of this heavy bill anda 
ree our railroads for other essential traffic by growing timber as 
k crop on cut-over lands throughout the country and consequently 
eing commonly able to depend on nearby sources of supply. 
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N. I. T. L. MEETING 


(By a staff correspondent at Detroit) 

Committee reports were adopted with almost machinelike 
regularity at the opening sessions of the spring meeting of the 
National Industrial Traffic League, held at the Statler Hotel, 
Detroit, April 21 and 22. No fewer than fourteen were presented, 
considered, and adopted in the first two-hour session. 

The only semblance of discussion from the floor, in that time, 
was the presentation, by G. C. Lucas, a member of the express 
and parcels post committee, a resolution supplementing the re- 
port of that committee, made by its chairman, H. M. Freer. Mr. 
Lucas’s resolution was directed against the position taken by 
the League, two years ago, that the post office should adjust its 
revenues so as to make the various classes of mail and the serv- 
ice as a whole self-sustaining. It stated that “the suggestion that 
the Post Office Department should be self-sustaining is due to a 
misunderstanding by the public of the nature of the services 
rendered by the post office to various departments of the govern- 
ment, for philanthropic purposes, and for economic development, 
and that, if proper allowances were made for these services 
(which though just in themselves should not be charged as 
operating expenses), there would be no deficit in the Post Office 
Department and a logical system of postal rates could be estab- 
lished on commercial services rendered that would be self 
supporting in themselves, and such revision would possibly result 
in a reduction instead of an increase in postal rates.” 

The resolution went on to say that the League “endorses any 
movement that will make proper accounting of these special 
services to be paid for out of the general treasury of the 
United States and entirely eliminated as a charge that should 
be paid by other users of mail.” 

The report of the committee included a recommendation that 
the proposed express storage rules published in the League’s 
circular of March 1, be approved. These include a rule which 
would permit the charging for storage on express packages held 
longer than ten days after notification of nondelivery had been 
given to the shipper. The chairman of the committee said that 
this period was five days shorter than that allowed by the rail- 
roads generally, but that it was a move to assist in the expedi- 
tion of express service. 

The report also contained information to the effect that ar- 
rangements had been made and would be made for giving express 
authorities opportunity to inspect goods in warehouses before 
requiring the issuance of clear receipts when they are to be 
shipped out by express. This practice, the report said, aided 
materially, where used, in clearing up disputes that usually 
follow the filing of claims for concealed loss and damage against 
the express company on such goods. The report also discussed 
the so-called McKellar postal bill, now before the Senate, the 
object of which is practically to restore the postal rates in effect 
before the changes put in a year ago. The committee proposed 
to continue to watch this legislation, although, according to the 
chairman, little hopes are entertained for the passage of the bill 
at this session of Congress. 

The report, with the Lucas resolution, was adopted. 


Executive Committee Report 


The first report called for by President P. M. Ripley, after 
the opening of the meeting, was that of the executive committee, 
which had been in session the previous two days. The report was 
read by Executive Secretary J. H. Beek. It contained two definite 
recommendations, The first was that the League’s counsel be 
instructed to take an active part in the case of Koch vs. Morgan’s 
La. R. R. & Nav. Co., now before the Supreme Court, as No. 448. 
The hopes of the League are that a brief by its counsel, and oral 
argument, in case the complainant in the case does not see fit 
to present any, may result in the Supreme Court upholding the 
decision of the circuit court of appeals, which held section 206F 
of the transportation act, exempting the period of federal control 
from the time allowed under the statute of limitations for filing 
claims against the carriers, to be retroactive. The recommenda- 
tion was adopted by the meeting. 

The executive committee also recommended that its special 


- committee on standard forms for warehousing be instructed to 


take part in the hearing on the subject to be held by the Depart- 
ment of Commerce April 30. The proposed rules, the committee 
said, had been drawn up by the department on the one hand 
and the warehousemen on the other. This was the first oppor- 
tunity given to the shippers to enter their recommendations. 
The executive committee decided to set up a special com- 
mittee, consisting of the chairmen of the League’s committees 
on bills of lading, merchant marine, and the Hague rules, to 
consider the work of the Shipping Board in the codification and 
revision of the shipping laws. While, as the executive committee 
saw it, codification was advisable, the question of revision was 
one that would require careful watching. The committee also 
decided to ask the present committee on transportation instru- 
mentalities to add to its work the consideration of air transpor- 



































































































tation. All of the recommendations as embodied in this report 
were adopted. 


Classification Committee 


The report of the classification committee, presented by R. 
G. Kreitler, was also adopted. Two of the subjects considered 
therein were recommended by the committee to be dropped. The 
first was the amendment of Rule 41, section 8b, requiring shippeys 
to show description of contents on all fibreboard boxes. An 
amended rule, satisfactory to the committee, the report said, had 
been adopted. The subject of requiring carriers to notify con 
signees at other points than billed destinations, the committee 
thought also ought to be dropped as being a “subject of no 
general interest.” With regard to the proposal to require ship- 
pers to note on shipping orders whether shipments are tendered 
as carloads or less carloads, the committee said that the subject 
had been dropped from the carrier’s dockets, that the present 
rule seemed to be satisfactory, and that further consideration of 
the subject did not, therefore, seem to be necessary. 


Inland Waterways 


It developed from the statement of F. S. Keiser, chairman 
of the inland waterways committee, that his committee and the 
executive committee differed on the question of the La-Follette 
seaman’s act. The committee report, while admitting that cer- 
tain provisions of the act “are a handicap to boats of American 
shipping,’ added “that the conditions prevailing at the present 
time are not such as to justify additional legislation modifying 
the law now in effect.” For this statement the executive com- 
mittee substituted a sjmple declaration against the act, reiter- 
ating the position of the League as expressed at the Cleveland 
meeting of 1921. The committee voiced approval of the bill ap- 
propriating $500,000 a year for a study of inland water resources 
to be made by the directory of the geological survey, known as 
H. R. 6358. The report of the committee, as amended by the 
executive committee, was adopted. 


Rate Construction and Tariffs 


The report of the committee on rate construction and tariffs, 
as made by T. T. Webster, showed satisfactory progress in the 
matters the committee has been considering. Few complaints, 
it said, had been received with regards to the carriers charging 
for tariffs and with regard to delay in receiving copies of tariffs, 
and good results were being obtained from the campaign for 
shipper co-operation in the matter of cutting down waste in 
tariffs. As to tariff simplification, the report said that progress 
depended on the re-issuance of Tariff Circular 18a and that con- 
ferences about the re-issue would, according to advices from 
G. M. Crosland, chief of the Commission’s bureau of tariffs, be 
held about July 1. The report was adopted. 


Embargo Rules 


The chief matter covered by the committee on embargo 
rules and regulations the report of which was presented by 
Charles Orchard, chairman, was the interpretation of rule la 
of the American Railway Association’s new code of embargo 
rules. With respect to this the report reproduced the following 
letter from the association: 


By placing a strict interpretation on Item (a), under Rule 1, 
separating it from the rule itself, would permit of erroneous con- 
clusions, but Rule 1, together with Items (a) and (b), clearly 
interprets itself. 


It was not intended that the railroads interpret Item (a) 
without giving consideration to Rule 1 and they will not be ex- 
pected to place embargoes except when necessary to control traffic 
movement and to avoid accumulations or other interferences. 


Transportation Instrumentalities 


The committee on transportation instrumentalities and car 
service, through its chairman, W. S. Crowl, presented a report 
in which it outlined the growth of the regional advisory board 
movement, and reproduced a letter from M. J. Gormley, chair- 
man of the car service division of the A. R. A. in which he 
promised co-operation in the League’s efforts toward obtaining 
clean cars for loading. The committee also outlined the efforts 
being made by the American Fruit and Vegetable Shippers’ As- 
sociation to have rejected tariffs recently filed by the National 
Perishable Freight Committee imposing car charges for furnish- 
ing refrigerators in certain southern states. The recommenda- 
tion of the committee was against taking an active part in the 
proceedings on account of their sectional nature, but the chair- 
man said the suspension proceedings would be watched by the 
committee. He also asked members to furnish any information 
they might have that would help him in his new duty of watch- 
jng air transportation. 

His report was accepted, as also was that of President Rip- 
ley, as chairman of the committee on comercial arbitration, who 
gaid his committee was co-operating and would continue to do 
so with the Arbitration Society of America. ‘ 

As chairman of the committee on York-Antwerp rules he 
recommended continued co-operation with the American Com- 
mittee on General Averages in their efforts to have eliminated 
from these rules such as contravented the laws of the United 
States, or failing that, to have bills issued containing reserva- 
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tions to that effect. His recommendations in this respect also 
met with the approval of the meeting. 

C. B. Baldwin, chairman of the committee on freight claims 
and claim prevention, and Carl Geissow, chairman of the com- 
mittee on export and import traffic, announced nothing to report 
and promised full reports for the annual meeting, to be held in 
New York, in fall. 


Highway Transportation 


W. H. Day, chairman of the highway transportation commit- 
tee, presented a special report on the Cummins motor transport 
bill, S. 1734. He recommended that the League go on record in 


‘opposition to this bill. His motion, after it had been amended 


to the effect that copies of the League’s position be forwarded 
to the proper Congressional committees and to the. President of 
the United States, was adopted. Important parts of the special 
report were as follows: . 


S. 1734 is intended to place motor buses and trucks engaged in 
interstate commerce under federal regulation. It creates two classes 
of carriers, known as A and B. The former includes those who 
operate over regular routes and between fixed termini, while the 
latter includes all others engaged in the operation of motor vehicles 
for hire in interstate commerce. In this category would fall every 
truckman, sightseeing bus and taxi which crosses a state border. 
According to the testimony of the proponents of the bill, they would 
even include so-called contract carriers. It is proposed that state 
railway or utility boards shall be empowered by Congress to ad- 
minister the provisions of this act. 

Your Committee questions the power of Congress to delegate to 
such state agencies regulatory powers which are not, and tannot 
be under the Constitution of the United States, included in the state 
law under which the tribunals in question function. In other words, 
can Congress delegate to the states powers which the Supreme Court 
has found it improper for them to exercise? 

This bill would prohibit operation of motor vehicles in inter- 
state commerce without a certificate of public necessity and con- 
venience. Those operating under Class A are conceded ninety days 
in which to file an application for a certificate and may continue 
operations until a decision is rendered. 

The fact that a motor carrier was in actual operation at the 
time application was made would not be taken as prima facie 
evidence of the existence of public necessity and convenience. If 
an established service with a sizable and satisfied patronage does not 
demonstrate public convenience, one might fairly inquire, what does? 

Your Committee is fearful that in interstate regulation, as in 
some instances of intrastate regulation, the tendency will be to 
attach altogether too much weight to the word “necessity,’’ having in 
mind existing rail service, and not enough consideration to the 
language ‘‘public convenience,’’ which, in our opinion, should be the 
most important factor. Apparently, all Class B trucking concerns 
whether doing a general busines in territory adjacent to state 
border lines or holding themselves out to go anywhere, anytime, would 
be forced to suspend operations with the passage of this bill, pending 
the issuance of a certificate. This would drive many legitimate 
trucking concerns'to the wall, and work a hardship on such industries 
as are dependent upon this type of service for emergency work. The 
requirements for a Class B certificate are such as to convince us 
that a railroad owned or operated trucking company may readily 
obtain a certificate for commercial trucking between shipper or 
consignee and freight depots. In other words, store door, pick-up 
and delivery, and once this is obtained, it would be difficult for any 
other operator to obtain a similar permit in the same district. 
Further, it is provided that an applicant must secure a certificate 
in each state in which he operates. This would prove inconvenient, 
expensive and likely to lead to many controversies on account of 
varying state conditions and practices. 

Consider, please, what might occur if one board approved and 
another denied an application. For example, there was a big difference 
of opinion betwen the states of New Jersey and Pennsylvania on the 
so-called Camden-Philadelphia Bridge. One declared for tolls and 
the other for free passage. The entire undertaking was held up for 
some time and legislative action was required to correct the condition 
then existing. 


If motor trucks are to be caught between such millstones, many 
will be financially wrecked before a final decision is reached. 

This one illustration indicates the desirability of uniform regula- 
tion in the public interest when the time for regulation arrives. 
Under this bill, it would be possible for a state board to deny a 
trucking company the right to pick up and deliver. In other words, 
it could limit a trucking company’s operations to movements between 
fixed termini, thereby eliminating one of the outstanding advantages 
of motor transportation. This bill would prohibit any increase or 
decrease in the number of vehicles operating except for a forty- 
eight hour emergency period without a certificate of public neces- 
sity and convenience. A _ certificate once secured would not be 
transferable except upon joint petition of the transferer and trans- 
feree and the approval of the board or commission having same in 
charge. . 

It is further provided that rates, fares and charges of any 
motor carrier shall be just and reasonable and unduly discriminatory, 
and that rate schedules must be filed and cannot be changed with- 
out the approval of the board or commission. While perhaps this 
would work out satisfactorily with passenger traffic, we do not 
believe that the unbalanced movement of freight by truck would 
at this time successfully permit adherence to any fixed schedule 
of rates, and any enforcement of such a principle would unfortunately 
react upon this form of transportation. 

In fixing rates to be charged for the carriage of persons and 
property, it is proposed that consideration shall be given to the kind 
and character of the service to be performed, the public necessity 
therefor, and the effect of such tariffs and rates upon existing trans- 
portation agencies, if any, and so far as possible to avoid unreasonable 
oa with existing service furnished by other carriers, motor 
or rail. 

If the reasonableness of service proposed is to be determined by 
the effect of proposed rates on existing transportation agencies, 
presumably, it will be difficult for an applicant to make much progress 
as rail carriers car be depended upon to use every influence at their 
command to restrict competition upon the highways. In fact, some 
carrier representatives frankly state that this is their goal. This 
bill instructs the Commission to promulgate uniform accounting 
systems, and further provides that after the effective date thereof, 
motor carriers shall use no other. In our opinion, there can be no 
justification for a complicated and intricate system of accounting. 
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We do believe that when federal regulation is undertaken, a uniform 
but simple and inexpensive system, which will keep government 
agencies informed as to the financial standing of any and all motor 
vehicle concerns engaged in interstate commerce will be in the 
public interest. 

There are other objectionable features, but the illustrations giyen 
should suffice to convince any fair-minded persons that such drastic 
proposals as are embodied in this bill are unnecessary at this time, 
and, if enacted into law, would legislate many legitimate trucking 
concerns off the highways. : 

We remind you that there are two distinct phases of trans- 
portation involved in this bill, namely, the motor truck and motor bus. 
Their fields of endeavor and problems are so different that, in our 
opinion, each form of transportation should be considered separately. 

Our observations and recommendations are confined to motor 
vehicles engaged in carrying freight. 

The first and foremost question is—shall motor vehicles be 
regulated, and, if so, how? 

It is interesting to learn that neither truck nor bus owners, nor 
the public, which they serve, were considered by their well-wishers 
in the framing of this bill. Probably, this accounts for the strenuous 
opposition at hearings before the Senate Committee on Interstate 
Commerce. 

In our opinion, the motor truck furnishes an entirely different 
kind of service that is procurable from the railroads. It is an 
expedited door to door service, with which the rail carriers, as such, 
cannot compete on account of terminal delays and operating con- 
ditions. Like the parcel post and express companies, the motor. 
truck is only in competition with the railroads to the extent that it 
handles business which might, if there wae not such service, be 
handled by the railroads. In our opinion, the railroads should not 
expect Congress to enact legislation to equalize their disadvantages 
and the natural advantages of the motor truck. The most they 
should ask for, with assurance of co-operation, is that they be given 
equal opportunity to engage in this form of transportation under 
comparable conditions, 

To the best of our knowledge, motor truck operators, motor bus 
operators and the public all appreciate that the time will come when 
federal regulation of motor vehicles engaged in interstate commerce 
as common carriers will be in the public interést. 

Your committee is not convinced that that time has arrived. It 
will be recalled that prior to the passage of the Interstate Commerce 
Act in 1887 some five years were spent by Congress studying the 
railroad situation nationally with the aim of assuring that such 
legislation as was passed would be in the public interest. We believe 
that the motor vehicle situation is comparable, especially from the 
trucking standpoint. The subject is so important and far-reaching 
that only through a similar survey of the varying conditions through- 
out the country by some such unbiased tribunal as Congress, can 
such facts be developed as will enable the passage of helpful legisla- 
tion, and until this is done, we believe that the League as such, 
should instruct its Special Committee on Highway Transportation to 
oppose any proposed legislation. As previously outlined, plans are 
being perfected by the Committee on Highway Transportation for 
such national survey of the motor truck situation through members 
of the League and other sources as will afford a clearer picture of 
industries‘ views than are now obtainable. We are hopeful that 
the facts accumulated will enable our committee to submit a con- 
structive plan at the next annual meeting of the League. 


More Members Wanted 


Remarks with. regards to means of raising the membership 
were made by P. M. Hanson, chairman of the membership com- 
mittee; President Ripley and Secretary Beek. Mr. Hanson an- 
nounced a net gain of two in the membership of the League 
since the annual meeting, the total now being 905. Mr. Beek 
said he had been instructed by the executive committee to ar- 
range his work, as soon as possible, so that he could devote most 
of his time to traveling about and promoting the League and 
the League idea. 


The only remarks made by Leo Golden, chairman of the 
passenger traffic committee, in opening the afternoon session 
were to the effect that further attempts at Pullman surcharge 
legislation might be looked for, if not at this session of Con- 
gress, then at the next. His report was largely one of progress 
and was accepted as such. 


The report of the committee on coal claim rules was read 
by Mr. Beek, in the absence of J. D. Battle, its chairman. The 
report said that, since the League’s. suggestion as to coal claim 
rules had not been adopted except by some roads, the work of 
the committee was “a long drawn-out process of education in 
order to get the railroads to see the point that it would be to 
their advantage, as well as to those dealing in coal, to have a 
uniform -code of coal claim rules.” The report was accepted. 


Hague Rules *. 


Mr. Beek also read the report of the committee on the 
Hague rules, in the absence of C. E. Herrick, chairman. The 
report was historical in nature and related the origin of the 
rules, as well as the steps which led up to the signing of agree- 
ment to them by an official of the state department, which has 
brought them before the Senate in the shape of a treaty. At 
the suggestion of the department, the report said, the committee 
had asked the League’s counsel to draw up a brief stating the 
objections of the shippers to the rules in their present form. 
The intention was also expressed to have the League present 
when the matter came up before the Senate foreign relations 
committee. That portion of the brief enumerating the objections 
of the League was as follows: 


1. The contractual relationship between a shipper of this 
country and a carrier under any flag should not be controlled by 
treaty but by statutory enactment. We have already pointed to 
the fact that Great Britain has adopted the Hague Rules only by 
fpatutory enactment and not by treaty. If embodied in a treaty, 

€ rules apparently would take precedence over and not be sub- 
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ordinate to statutory laws now in force (such as the Harter Act), 
and laws hereafter enacted. 

The Hague Rules in treaty form carry no provision of 
penalty for their violation or infraction; nor do we see how a 
penalty could be provided in any treaty that might be negotiated. 

. A treaty does not and can not provide adequately against 
discrimination and preference on the part of the carriers as be- 
tween different individual shippers, or as between shippers col- 
lectively of different nations, since a deviation from the rules by 
the issuance of bills of lading more favorable to shippers is not . 
penalized or prohibited. 

4. While a bill of lading is frequently mentioned in the 
Hague rules, the rules contain no definition of such bill of lading. 

5. The Hague rules do not cover what is known as “on deck” 
cargo. If these rules give better protection to shippers of cargo 
in holds, as is claimed, why should shippers of commodities which 
are frequently, if not commonly, carried on deck be denied the 
same protection and the same advantages? 

6. The Hague rules do not cover the period when goods are 
in the possession and custody of the carrier but prior to the load- 
ing on the vessel, or after discharge at point of destination before 
actually delivered to consignee. They cover only the time when 
goods are on board ship. 

7. Article II of the Hague rules is subordinated to Article VI. 
That is to say, the provision of Article II that under every con- 
tract of the carriage of goods by sea, the carrier shall be subject 
to the responsibilities and liabilities and entitled to the rights and 
immunities set forth in the rules, is subordinated to Article VI, 
providing in substance that a special agreement may be made in 
individual cases between a carrier and a shipper, where a receipt 
is issued, which shall be a non-negotiable document and so 
marked. Article II should be amended by the elimination of ref- 
erence to Article VI, and the word “only” should be inserted be- 
fore “to the rights and immunities hereinafter set forth,” making 
Article II read substantially as follows: 

Under every contract of carriage of goods by sea, the carrier, 
in regard to loading, handling, stowage, carriage, custody, care, 
and discharge of such goods, shall be subject to the responsibilities 
and liabilities, and entitled only to the rights and immunities 
hereinafter set forth.” 

- In Clause 1 of Article III the words “and throughout” 
should .be inserted before the words “the voyage.” (See 10.) 

9. Section (a) of Clause 1 in Article II should be amended 
to read ‘“‘make and keep the ship seaworthy.” (See 10.) 

10. Section (c) of Clause 1, Article ITI, should be amended to 
read, ‘“‘make and keep the holds,” etc. 

Under these objections, 8, 9 and 10, Clause 1 of Article III will 
then read (insertions noted in quotes), as follows: 

‘The carrier shall be bound before, and at the beginning of, ‘and 
throughout’ the voyage to exercise due diligence to—(a) make ‘and 
keep’ the ship seaworthy; (b) properly man, equip and supply the 
ship; (c) make ‘and keep’ the holds, refrigerating and cool chambers 
and all other parts of the ship in which goods are carried fit and safe 
for their reception, carriage and preservation.” 

11. Section (b) in Clause 3 of Article III provides in substance 
that the bill of lading shall show “either’’ the number of packages or 
pieces, or the quantity, or weight. It should show both the number of 
packages, or pieces, and the weight, or both the quantity and the 
weight; or the number of packages or pieces and the quantity and 
the weight, to the extent that these figures are furnished in writing 
by the shipper. 2 

12. Clause 5 of Article III provides that the shipper shall be 
deemed to have guaranteed to the carrier the accuracy at the 
time of shipment of the marks, number, quantity and weight as 
furnished by him, and that the shipper shall indemnify the carrier 
against all loss, damages, and expenses arising or resulting from 
inaccuracies in such particulars. Inasmuch as the carrier is in 
position to determine the accuracy of marks, number, quantity 
and weight, the shipper should not be compelled to guarantee them 
and to indemnify the carrier on account of inaccuracies in these 
particulars. 


13. In objection to Clause 6 of Article III, we direct atten- 
tion to the fact that it is clearly impracticable, if not legally im- 
possible, for the receiver of the goods in many cases, “to give no- 
tice of claim for loss or damage, and the general nature of such 
loss or damage before or at the time of the removal of the goods.” 
In order to accomplish this, it would be necessary for the con- 
signee to make complete and full inspection of each parcel or 
package and the contents thereof before it is removed from the 
custody of the carrier. This would entail breaking down of 
piles and extra handling of every shipment. There is not sufficient 
room on docks or piers or in carriers’ warehouses to permit of 
such practice. Moreover, on goods .discharged into customs 
houses, inspection for the purpose of destermining loss or dam- 
age would be manifestly impossible. It would also be impossible 
in many cases to give notice within three days of concealed loss 
or damage and such notice should not be required of the consignee. 

14. Clause 8 of Article III should be amended so as to prevent 
the carrier from limiting his liability under the rules as a whole, 
instead of only under the one article. This would entail simply 
changing the words “in this article” to read “in this convention.” 
Clause 8 would then read as follows: 


“8 Any clause, covenant, or agreement in a contract of car- 
riage relieving the carrier or the shipper from liability for loss 
or damage to or in connection with goods arising from negligence, 
fault, or failure in the duties and obligations provided in this 
convention, or lessening such liability otherwise than as provided 
in this convention, shall be null and void and of no effect. A 
benefit of insurance in favor of the carrier or similar clause shall 
be deemed to be a clause relieving the carrier from liability.” 


15. Clause 2 of Article IV, which now reads: “Neither the 
carrier nor the shipper shall be responsible for loss or damage,” ~ 
etc., should be changed to read: “Neither the carrier nor the ship- 
per shall be ‘liable’ for loss or damage,” etc. 

16. Section (a) of Clause 2 of Article IV absolves the carrier 
and the ship from responsibility for any act of neglect of the 
master, mariner, servants, etc., in the navigation and management 
of the ship. The carrier should be responsible for the acts of its 
agents. The carrier is the only one who has any knowledge of or 
control over these agents. The shipper has no authority or voice 
in the employment, supervision or discharge of the master, ma- 
riner and servants of the carrier. Why then should the shipper 
be responsible for or assume the burden of loss or damage that 
results from their act or negligence? 

. Section (j) of Clause 2 of Article IV absolves the car- 
rier from liability on account of strikes and lockouts of labor. 
The shipper has no voice in the matter of lockouts. If the car- 
rier locks out its employes, or any of them, this is presumably 
for its own purposes and for its own profit, and therefore it 
should assume any loss that may result to the shipper. The 
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this bill embodies principles that have heretofore been advocated 
; League. 

” The question of what attitude should be taken by your Commit- 
tee on this legislation was presented to the Executive Committee at 
the Washington hearing on January 22, 1926, and the Executive 
Committee instructed your Committee, to take no active part in the 
measure at this time. The National Manufacturers’ Association vigor- 
ously opposed the measure because of its lack of recognition of the 
public and because of certain other technical features of the measure, 
and a very able presentation of their case was made by their coun- 
sel, Mr. James A. Emery. The bill has passed the House of Repre- 
sentatives and is pending in the Senate. It is the opinion of your 
Committee that it will be enacted before the close of the present 
session, in substantially the same form as offered. While there is 
nothing your Committee can do on the measure at this time, it is the 
recommendation of this Committee that the League do not surrender 
its contention as to the right of the public to present evidence and to 
be represented in the arbitration or investigation of these disputes. 
We believe that your Committee should be authorized to undertake 
special legislation directed to such end at such time as the condi- 
tions may seem to warrant such action. However, there would be no 
possibility of any further action before the next session of Congress. 

In the report of your Committee at the Indianapolis meeting in 
April, 1925, reference was made to bills introduced by Senator Butler 
of Massachusetts and Representative Garber of Oklahoma providing 
for statuto equalization of freight rates (export and import) from 
interior to the various ports on the respective seaboards. At that 
time your Committee recommended that these measures be opposed 
as being contrary to the general principles, not leaving to the, Inter- 
state Commerce Commission a freehand to regulate export, import 
and domestic rates. Substantially the same measure has been again 
introduced by Senator Butler but no hearings have been scheduled 
upon the same. In the event hearings are held it will be. the purpose 
of your Committee to oppose this measure unless otherwise instructed 


ague. - 
-” me ¥ 359 provides that the Interstate Commerce Commission 
shall have full authority to promulgate regulations under which 
shippers and receivers of freight may make periodical settlements of 
charges. The House Committee on Interstate and Foreign Commerce 
has favorably recommended this Bill and it will doubtless become a 
law although the Association of Railway Treasury Officers has 

it. 
we s 6359 also provides for an extension of the suspension 
period. The carriers have opposed this measure and the Interstate 
Commerce Commission has recommended that there be one period of 
seven months rather than a gee of four months with an addi- 
tional provision for six months further suspension. 

It is the judgment of your Committee that we will at least have 
a seven months’ sus sneton pene and that Rerhave the Bill as finally 
enacted ma rovide for the ten months’ period. 

H. R. 6363. provides for amendment of the Bills of Lading Act by 
amending Section 22 so as to provide that the date of the bill of 
lading must be correctly stated on order bills of lading and by 
amending Section 20 so as to provide for carrier check of carload 
shipments ween, mated at public freight houses or public receiving 
oints of the railroad. 
¥ Your Committee has agreed to a change of this part of the Bill 
by adopting a proposal in S. 91 introduced by Senator Fess. 

This proposal of the League is covered by H. R. 6361, upon_which 
hearings have been held. ommissioner Esch construed the Bill as 
making possible a review by the courts of the findings of fact and the 
discretionary powers of the Interstate Commerce Commission. The 
Bill does not undertake to make possible any review of the Com- 
mission’s findings or discretionary powers by the courts except in 
the single case where it is contended that there is no evidence what- 
ever to support the finding. The railroads have such a right at the 
present time as was demonstrated in the Chicago Junction case. 

At the hearing, however, your Committee agreed to a modification 
of the Bill by changing the phrase providing that an appeal might 
be had upon the ground that the report or order is contrary to law, 
to a proviso to the effect that the appeal might. be had upon the 
ground that the report or order is based upon an erroneous inter- 
pretation of the law. : 

The Committee also suggested that a further paragraph be added 
to the bill providing that the venue and procedure already applicable 
to appeals by carriers should apply in appeals made under this sec- 
tion. At the present time the carriers appeal by undertaking to enjoin 
or set aside orders of the Commission and the Act of October 22, 1913, 

rovides that in such cases the application shall. be heard by three 
ederal judges and that expedited consideration shall be given to the 
cases. 

We have recommended that similar procedure be had in appeals 
which may be made under the amendment sought to be enacted. 

H. R. 6385 provides that the Director General shall pay interest 
on awards of reparation. At: the hearings the representative of the 
Government announced that this was the present policy and it seemed 
to be the idea of the Committee to enact the provision anyway, but 
not to give it a retroactive effect. We believe that where shippers 
have been denied any interest and have had their awards settled 
without payment of any interest whatever they should be permitted 
to recover the interest from the Government, but there seems little 
hope of enacting legislation which will insure this. We would recom- 
mend, however, that claims be made upon the Director General 
as Agent in all such cases for the reason that the policy of paying 
interest in full has been adopted and where no interest whatever 
has been paid the claimant has been subjected to discrimination. 

H. R. 6397 provides that suits by the Director General filed after 
February 28, 1923, shall abate. Hearings have been held upon ‘this 
~and the Committee in the House seems to be opposed to any retro- 
active provision in the Bill but favors the enactment of the Bill with 
@ provision for such suits to abate within thirty or sixty days after 
the enactment of the law. 


Your Commitee shall insist upon a retroactive provision when - 


the Bill comes up for consideration before the Senate Committee. 

H. R. 6400 was introduced to protect commission merchants and 
consignee agents from undercharges claimed after the shipments had 
already been delivered and disposed of. Considerable opposition was 
ba against this measure by the Interstate Commerce Com- 

ssion. 

Your committee believes that the League should insist upon the 
enactment of this measure, with a proviso to prevent the consignor 
from avoiding Mability in such cases. 

H. R. 6554 provides for making the terminal carrier liable to suit 
and holding all carriers engaging in the transportation. This bill 

8 been practically agreed to by the railroads and the shippers and 
will doubtless be enacted by the present Congress. 


For the most part, the recommendations of the committee 
were adopted. Considerable opposition developed over some of 
the proposals, however. F. S. Davis, manager of the maritime 
bureau of the Boston Chamber of Commerce, objected to the 
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committee’s position on the port equalization bill. He said the 
bill was simply intended to give the Commission the powers it 
had suggested in the Boston port case it ought to have to 
clear up a bad situation. The discussion on the point was long 
and warm, but the committee’s recommendation was finally 
adopted. 

With regard to S. 91, Mr. Chandler, who had appeared be- 
fore the Senate committee urging its passage, asked for an 
expression from the meeting as to whether or not the member- 
ship was interested in legislation that would give the shipper 
a chance to demand a clean bill of lading. A number of hands 
were raised, and the recommendation of the executive com- 
mittee, that the membership of the League be circularized with 
a questionnaire on the subject, was adopted. 


Hoch-Smith Resolution 


The subject of the repeal of the Hoch-Smith resolution did 
not appear on the floor of the meeting before its adjournment, 
shortly after noon, April 22. In view of his intention, expressed 
at the meeting of the Associated Traffic Clubs of America, in 
Dallas a week ago, to put the matter up to the League, T. T. 
Webster, president of the traffic club association and a member 
of the League’s executive committee, was asked whether’ steps 
in that direction had been taken. Mr. Webster said that the 
matter had been brought before the executive committee, early 
in the week, but that it failed to receive support there. 

Before the close of the meeting President Ripley remarked 
to the assembled members that the impression gaining ground 
in some quarters, that the sessions of the executive committee 
were “star chamber proceedings,” was erroneous. He said it 
was impractical to bring the complicated matters considered to 
the general meeting without “¢erystalizing the sentiment thereon,” 
in the committee meetings and in the executive sessions. He 
added that expressions from individual members were welcomed 
by all committees and that appearances before the executive 
committee were also. permitted to members interested in any 
subject to be considered there. 


Committee Reports 


Two committee reports were considered at the last session. 
These were presented by H. D. Rhodehouse, chairman of the 
diversion and reconsignment committee, and Charles Orchard, 
member of the car demurrage and storage committee, in the 
absence of its chairman, T. Noel Butler. The latter report suf- 
fered at the hands of the executive committee, which sent back 
to the committee a number of items on which the committee 
recommended adoption, and amended several others before ac- 
ceptance. In each case the executive committee recommenda- 
tion was approved by the meeting. 

The items sent back either at the original request of the 
committee or at the recommendation of the executive committee, 
were those proposing changes in the following demurrage rules: 
Rule 1-B-4, Note 1; Rule 2-A-3; Rule 3-B-2; Rule 9; Rule 3-A; 
and Rule 3-B-1. There was considerable discussion on the last 
two proposals and the instructions of the meeting to send them 
back to the committee included the clause that “it is the sense 
of the meeting that the present rule be allowed to stand.” ~~" 

The portions of the report containing changes proposed in 


the demurrage and storage rules, as adopted by the League, were 
as follows: 
Demurrage Rule 2-B-6 

The present tariff reads as follows: 

* Os csi B. Twenty-four hours’ (one day) free time will be 
allowed. 

“6. When cars are held because of any condition solely attribut- 
able to consignor, consignee or owner, not otherwise specifically 
provided for in these rules. (See Rule 3, Section G.)” oe 

Numerous questions have been raised by shippers and carriers, 
and while the Rule quoted above was agreed to by the American 
Railway Association and the League, and approved tentatively by 
the Commission’s Committee, it nevertheless has never gotten into 
the tariff because of the questions which arose subsequent to the 
agreement having been reached. 

The questions raised involved the holding of cars at origin or 
destination, whereas the intent of the Rule was to cover the holding 
of cars in transit. For example, questions arose as to whether the 
Rule might apply to refrigerator cars which have to be pre-cooled by 
the shipper; cars held for coopering at grain elevators, etc., and 
after discussion your Committee and the American Railway -Associa- 
tion Committee agreed to the insertion of the words “in transit’ 
after the word “held”. This would make the new Rule read: on 

“Section B. 24 hours’ (one day) free time will be allowed. 

“6. When cars are held in transit because of any condition solely 
attributable to consignor, consignee or owner, not otherwise spe- 
cifically provided for in these rules. (See Rule 8, Section G.)’” ' 


Demurrage Rule 4-E 


In Conference with the American Railway Association Committee 
we_maintained the position always heretofore contended for and on 
the vital points of which we had been upheld by the Commission. We 
did, however, agree with the American Railway Association ‘Com- 
mittee upon a Rule to be submitted to the Commission for their ap- 
proval, and this Agreement embodies the following’ proposal in' con- 
nection with Rule 4-E. ’ 

“1, Except as otherwise provided in Note 1, when carload freight 
is refused at destination, this railroad shall, within twenty-four (24) 
hours (see Note 3) after being advised of refusal; send notice of such 
refusal by wire to the consignor when known, at his expense, or 
when not known, to oe agvnt ant point of shipment, ‘who shall 

romptly notify the consignor, own. 
8 ne. (a) Except as otherwise provided in Note 1, when unclaimed 
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(see Note 2) perishable carload freight has not been disposed of by 
this railroad and remains on hand undelivered at the expiration of 
three (3) days (see Note 3) from the first 7:00 A. M. after the day 
on which notice of arrival has been sent or given to the consignee 
or party entitled to receive same, a notice to that effect shall, within 
twenty-four (24) hours (see Note 3) thereafter, be sent by wire to 
the consignor when known, at his expense, or when not known, to 
the agent at point of shipment, who shall promptly notify the con- 
signor, if known. a 

““(b) When nonperishable carload freight is unclaimed (see Note 
2) at the expiration of five (5) days from the first 7:00 A. M., after 
the day on which notice of arrival has been sent or given to the 
consignee or party entitled to receive same, a notice to that effect 
shall be sent by wire as provided in paragraph 2 (a) of this Section. 

“Note 1. Notice to the consignor as provided in Paragraphs 1, 2 
(a) and/or 2 (b) of this Section, shall not be sent when this railroad 
or the initial road haul carrier has been advised by the consignor 
that such notice is not desired. 

“NOTE 2. Carload freight shall not be considered unclaimed, 
under the following circumstances. 

(a) Shipments covered by straight bills of lading: 

1. When actually placed on other than public delivery tracks. 

2. When the consignee or party entitled to receive the freight 
has paid the freight charges at destination. 

3. When the consignee or party entitled to receive the freight has, 
in writing ordered the car either to be held or placed for unloading. 

4. When the consignee or party entitled to receive the freight 
has demanded, in writing, delivery of the freight, or signified, in 
writing, his acceptance of it, 

(b) Shipments covered by ‘to order’ bills of lading: 

“When the bills of lading have been surrendered or indemnity 
bond furnished in lieu thereof.” 


It is proposed to amend this Rule to read as follows: 

“Error of any railroad named in the bill of lading contract or 
participating in the transportation transaction which prevents proper 
tender or delivery.” The words between “railroad’’ and ‘“‘which’’ 
represent addition, and your Committee sees no objection to them. 


Storage Rule 2, Section A 


The proposed rule is as follows: 

“1. Except as otherwise provided in Paragraphs 2 and 3, notice 
shall be sent or given consignee or party entitled to receive same 
by carrier’s agent in writing, or as otherwise agreed to in writing 
by carrier and consignee, within twenty-four hours (one day) after 
arrival of shipment and billing at destination, such notice to specify 
point of shipment and commodity. 

“An impression copy of written notice shall be retained. When 
notice is sent or given on a postal card, the impression shall be 
of both sides. 

“When the address of the consignee does not appear on billing 
and.is not known, notice of arrival must be deposited in the United 
States Mail enclosed in a stamped envelope bearing return address, 
same to be preserved on file if returned. 

“9. Delivery of a car upon other than public delivery track or 
upon industrial track, or written notice sent or given to consignee, 
or party entitled to receive same, that car is being held and that 
this railroad is unable to deliver on account of the inability of the 
consignee to receive and/or unload it, or because of any other con- 
dition attributable to the consignee, will constitute notification to 
consignee of a shipment held in such car subject to Rule 6. 

“3 In all cases where any part of a shipment has been removed 
by the consignee prior to the sending or giving of required notice, 
such removal shall be considered as notice of arrival.’’ 

The purpose of the proposed change is to provide for notice and 
computation of time on carload shipments of inflammables and other 
dangerous articles. 

The changes proposed are, in the opinion of your Committee, 
necessary in the interest of the proper application of the Storage 
Rules, and we agreed, subject to your approval, to the change pro- 
posed by the Carriers’ Committee. 


Demurrage Rule 8-D-1-A 


It was agreed that this rule be amended to read, as follows: 

‘When notice of arrival does not contain all the information 
specified in Rule 4, Section A, consignee shall not have the right to 
call in question the sufficiency of such notice, unless within forty- 
eight (48) hours from the first 7 A. M. after the day on which notice 
of arrival has been sent or given to the consignee or party entitled to 
receive same he shall serve upon this railroad’s agent a written state- 
ment of the omitted information required, in which event the time 
betwen receipt of such statement and the furnishing of the omitted 
information will not be computed against the consignee.” 

The above is in the interest of the shipper and consignee and will 
no, doubt receive your endorsement. 


Diversion and Reconsignment 


All of the recommendations of the diversion and recon- 
signment committee were adopted. They were as follows: 


Proposed Change in Rule 5 


It was the contention of your committee that. paragraphs b and 
c of Rule 5 should be changed so that the charges thereunder would 
not exceed the lowest combination of any point on the route of move- 
ment between the original point of shipment and the ‘final destination. 
Carriers seemed inclined to agree with our position and indicated that 
they would give the matter further consideration with a view to cor- 
recting Rule 5 accordingly. As this change would be a concession to 
shippers, your committee recommends that the League approve it and 
authorize your committee to confer further and make a final agree- 
ment with the Carriers’ National Diversion and Reconsignment Com- 
ee with respect to the language required to bring about this 
change. : 


Order-Notify Shipments Billed to “Allow Inspection” 


Dose, the discussion at our joint conference with Carriers’ 
National Diversion and Reconsignment Committee, April 8, carriers 
presented a proposed amended Note 5 to read as follows: 

“Note 5: If a car subject to this rule is billed ‘Allow Inspection’ 
such car will be considered as bei held only for the surrender of 
the Order-Notify bill of lading from the time of arrival at destination, 
and no additional time will be allowed for inspection. This does not 
apply to grain or seed held for official inspection, nor to hay or straw 
held for any inspection.” 

Several @ members are opposed to this rule principally be- 
cause it does not provide that cars billed “‘Allow Inspection” shall be 
placed in a suitable and convenient place for consignee’s inspection. 
Carriers’ committee pointed out that it would be almost impossible to 
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write a rule covering this objection, as it would necessarily be subject 
to a different interpretation by each one applying it. Carriers‘ Na- 
tional Diversion and Reconsignment Committee stated that if this 
rule be adopted and League members experienced difficulty in having 
adjustments made by individual lines on cars which were not placed 
at suitable or convenient places for inspection, that carriers’ com- 
mittee would investigate individual cases and see that the proper 
adjustment was made. 

Your committee is aware of the fact that a great many League 
members are opposed to Reconsignment Rule 16, but, if the rule is to 
stand, it seems that proposed Note 5 should be approved. 


Note to Reconsignment Rule 16 


At our joint conference with Carriers’ National Diversion and Re- 
consignment Committee, April 8, this new note, to be added to 
Reconsignment Rule 16, was proposed to read as follows: 

_ “Note 6: To the extent the practice is permitted by carriers, 
shipments covered by straight bills of lading showing consighinent to 
one party with instructions to: (a) notify or advise another party; 
and/or (b) deliver only upon surrender of written order; or (c) de- 
liver only upon surrender of the original bill. of lading, will be subjéct 
to the provisions of Rule 16. The surrender’ of a written order or 
the original straight bill of lading will be considered the same as the 
surrender of an ‘order’ or ‘order notify’ bill of lading.’’ 

Discussion at our joint conference developed the fact that a great 
many shippers throughout the country were billing shipments in the 
manner indicated in proposed Note 6, listed above, which resulted in 
the carriers performing the same service on cars billed on ‘‘straight”’ 
bills of lading under such conditions as on cars which are billed under 

Order bills of lading.”” It developed that a great many carriers issue 
straight bills of lading carrying the notations indicated in proposed 
ho = 6, while other carriers refuse to issue such straight bills of 
ading. 

This proposal involves the question of charges for services similar 
to that performed by carriers on cars billed ‘‘to order’ under Rule 16, 
and it also involves the question of “straight” vs. ‘‘to order’ bills of 
lading, which is a matter that should be handled by the League's 
Bills of Lading Committee. 


Postal Resolution 


Under new business, J. E. Wilson presented a letter which 
he asked be sent to the President and to the congressmen to 
whom it had been decided, on the previous day, to send the reso- 
lution on postal matters presented by Mr. Lucas. The letter was 


along the lines of the resolution, the significant paragraph being 
as follows: 


We are not unmindful of the deficit shown each year by the postal 
department, but as now set forth it is not a fair picture of the real 
situation when consideration is given to the various services per- 
formed. by the postal department for which they receive no revenue, 
and steps should be taken to correct the accounting system and the 
public policy costs should be taken care of in another manner and not 
charged to the mail users of the country. This refers to the free and 
special rates to various publications; also the expense of the rural and 
star routes. The actual appropriation for the rural routes alone for 
the year 1927 is $105,600,000. The entire revenue derived from this 
branch of the service on all matter handled, both pick-up and de- 
liveries, will be something like $15,000,000. We are fully in accord 
with the present policy of ig and expanding rural routes, 
but they should be considered as a public benefit for tus good of the 
country as a whole and their cost not chargeable to the mail users. 
This deficit alone, if taken care of in the proper way, would permit 
a substantial decrease in the present postal rates, and we urge 
steps be taken to relieve the postal department of such charges, and 
that something should be dons at once to adjust the present rates to 


encourage the use of the postal department so as to best serve all 
the people. 


Rates and Reparation 


Just before adjournment, V. E. Milsark asked the League 
to consider what he called the “growing tendency on the part 
of the Commission to reduce rates without ordering concom- 
mitant reparations.” He said he had no resolution to offer on 
the subject, but that he had submitted a letter covering the 
point he wanted to make to the executive secretary. Mr. Beek 
said he had not received the letter before leaving Chicago, but 
that, when he returned, he would see that it was referred to the 
proper committee for consideration. 


At a joint dinner of the League and the Detroit Traffic Club, 
at the Statler Hotel, on the night of April 21, Harold H. Em- 
mons, former commissioner of public works of Detroit, spoke 
about the future of aviation. His outlook was optimistic and 
he quoted numerous figures to show that aerial passenger trans- 
portation was relatively safer than any other mode of travel. 
He hoped, he said, the time would soon be here when the rail- 
roads would be freed by the airplanes from much of their bur- 
densome passenger traffic. 

Dr. Clarence Cook Little, president of the University of 


Michigan, in a talk on modern higher education, said that the 


colleges of today were unsuccessful in leading the younger gen- 
eration because too much stress was laid on scholarship and not 
enough on the human element. 

President Ripley presided and was introduced, on behalf of 
the Detroit club, by L. G. Macomber. 





TO INCREASE CAR MILES 


The Gulf, Mobile & Northern has been holding its second 
campaign for the prevention of waste, in April, to effect the 
highest mark in miles per car per day yet made. The highest 
mark in the past, according to “The Box Car,” a publication of 
the road’s operating department, was made in June, 1925, when 
the figure was 41.1 miles per car per day, and 45 miles per car 
per day less bad orders. 
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THE TRAFFIC WORLD 


Special Freight Services 


Tenth of a Series of Twelve Articles on This Subject Written for the Traffic World by G. Lloyd 
Wilson, Ph. D., Assistant Professor of Commerce and Transportation, University 
of Pennsylvania 


Railroad Motor Freight Services—Part 1 


The railroads of the United States have for many years 
been confronted with the problems of operating local freight on 
a profitable basis in face of mounting operating costs. Substan- 
tially all the profits of the larger railroads have been earned 
in the long haul carload service and, to a less important extent, 
in the local carload freight service. The movement of less-than- 
carload freight has been nearly a profitless branch of railroad 
service, and the most unprofitable part of this service has been 
the operation of “local,” “way,” or “peddler” freight trains. This 
branch of railroad freight services is often operated at a loss, 
thus discounting, to some extent, the profits made in other serv- 
ices. Yet this is a necessary part of railroad freight service 
that must be maintained. Public convenience and necessity 
demand that the service be continued. 

The situation was made more acute by the entrance of 
the motor truck as a competitor along the highways that parallel 
the railroads. The motor carriers have been successful in their 
efforts to attract the short haul package freight away from the 
railroads, and their success resulted in the package freight 
trains becoming still more unprofitable. Many rail carriers were 
eager to discontinue the local way freight trains, but this could 
not be done because of the necessity of affording service to 
their patrons by providing local freight service in connection 
with long haul less than carload traffic and because of statutory 
and charter restrictions. Shippers of less-than-carload freight in 
Norristown, Penna., for example, might ship all their Reading or 
Philadelphia freight by one of the numerous motor trucking 
lines operating between these cities, but they continued to deliver 
their package freight for Boston, Pittsburgh, San Francisco and 
Chicago to the local railroad freight station for movement over 
the rails. 

Provisions of the charters and franchises of certain railroads 
and statutes of state and the federal government prevented the 
abandonment of certain services by the rail carriers. It became 
apparent that a remedy must be sought to permit the railroads 
to escape from this embarrassing position. ‘ 

Rail carriers are finding in the motor truck, the instrumen- 
tality of transportation seemed destined to add the last straw 
to the load of trouble under which they are straining, a means 
of handling package freight traffic at much smaller losses and 
as a substitute for the peddler locals. The Pennsylvania and the 
New York Central have been pioneers in the utilization of motor 
trucks as substitutes for peddler trains. Several other eastern 
roads have installed motor units and the officers of the other 
roads are watching the results obtained and are making studies 
of their own to determine how motor trucks can best be adapted 
to the conditions of their lines. 

In addition to the carriers, whose use of trucks in local 
service is discussed in this article and the one following, several 
railroads have organized departments to study the possibilities 
of motor truck coordination, and a number of others have an- 
nounced that they have the use of trucks under consideration. 


Local Motor Service of the Pennsylvania 


The Pennsylvania and the New York Central Railroads hold 
the distinction of being the first railroads in America to sub- 
stitute motor trucks for local, way, or peddler freight trains. 
The Pennsylvania led the other road by a few months in making 
the first motor installation and has maintained pre-eminence 
in this new field, both in the numbers of motor units and their 
operating mileage. The first use of motor trucks by the Penn- 
sylvania outside the terminal area was at Cambridge, Md. In 
January, 1923, the management of the Baltimore, Chesapeake, 
and Atlantic Railway, a subsidiary of the Pennsylvania, operating 
boat lines from Baltimore to several points on the eastern shore 
of Maryland, as well as a connecting railroad from Cleiborne to 
Ocean City, Md., took over the operation of a motor trucking 
company that had previously competed with the B. C..and A. 
in the movement of merchandise freight from Baltimore to 
several of the smaller towns of the eastern shore of Maryland. 
The plan adopted after the requisition of the motor line was 
really the coordination of motor and steamship service, for 
freight was and is moyed from Baltimore to Cambridge by 
steamer—and from Cambridge to destination by a fleet of motor 
trucks and trailers. This service was designated Unit No. 1 
of the Pennsylvania Railroad’s plan for the substitution’ of 
trucks for local, way, or peddler freight trains. 

On July 9, 1923, however, two motor trucks were substituted 





for the local freight train which carried package freight between 
Pittsburgh and Enon, Pa. This was known as Unit No. 2. Unit 
No. 3, between Overbrook and Downingtown, Pa., was added 
November 13, 1923. A few days later, on November 19, Unit 
No. 4 replaced the two local freight trains operated on the 
Maryland division between Philadelphia, Pa., and Wilmington, 
Del. Since that time additional substitutions have been made 
from time to time as investigations of division officers of the 
railroad indicated that the use of motor trucks would be advan- 
tageous. Modifications have been made in several of the units 
as experience indicated that changes were desirable. The 
motor service has been extended until it embraces more than 
1,000 miles of rail line and serves more than 500 railroad freight 
stations on the Pennsylvania System. 

The Long Island Railroad, another subsidiary of the Pennsyl- 
vania, is also using motor trucks for the road handling of mer- 
chandise freight through branches to selected zone stations, 
located at the junctions with the main line and motor trucks 
haul this package freight between the junctions and the branch 
terminals. By this means, all local way or peddler freight trains 
have been eliminated on this road. 


Divisional Operation of Motor Units 


Short haul L. C. L. traffic, under the plan, is handled by 
railroad and motor truck, working as joint carriers. Shipments 
for points on the main line of the Pennsylvania between Thirtieth 
and Market Streets Station, Philadelphia and Downingtown, Pa., 
32 miles distant, are forwarded by rail to one of three zone 
stations. From the zone station, the goods are delivered to the 
destination station. Outbound L. C. L. shipments are picked up 
and delivered to the zone stations, from which they are for- 
warded by rail to their ultimate destinations. There are 27 
intermediate stations on the main line of the Pennsylvania be- 
tween Philadelphia and Downingtown at which. local way freight 
trains formerly had to make daily deliveries and pick-ups of 
L. C. L. freight, a highly inefficient method of handling com- 
paratively small quantities of freight. Some of the freight 
stations on this line are on the north and others on the south 
side of the road, so that the peddler trains were obliged to cross 
the main line many times. 

Under the new plan, westbound traffic is delivered to three 
zone stations, Ardmore, Wayne and Paoli, and eastbound traffic 
is put off at Malvern, Devon and Bryn Mawr. From these 
stations L. C. L. freight is delivered to stations in the respective 
zones and outbound shipments are picked up by a trucking 
concern, operating as an agent of the railroad. Scott Brothers, 
Inc., act in this capacity for the Pennsylvania in performing 
the motor haulage service in this division and on several others 
in and near Philadelphia. The railroad assumes full common 
carrier liability for loss or damage to goods while in the cus- 
tody of the motor hauling contractors. Regular railroad bills 
of lading are issued by the rail carriers to cover the freight. 


A shipper in Strafford, Pa., having a shipment of 500 pounds 
for Chicago, delivers his goods to the Pennsylvania at Strafford 
and receives a regular carrier’s bill of lading. The goods are 
trucked from Strafford to Wayne, a distance of a mile, and 
loaded at the westbound zone station into a transfer car for 
westbound movement. Shipments for Wynnewood, Berwyn, or 
other local stations on the division are hauled all the way by 
truck under full carriers’ liability and on a Pennsylvania bill 
of lading. 

' A shipper at Bradford Hills delivers his L. C. L. freight 
for New York City, at Bradford Hills station. Here the freight, 
if billed to New York via the P. R. R., is turned over to a motor 
truck which takes the goods to Downingtown, the nearest east- 
bound zone station, where the goods are loaded aboard cars for 
New York. 

The limited capacity of a motor truck will not permit it 
to carry all the less-than-carload freight which might be on hand 
at 30th and Market Streets Station, Philadelphia, for main line. 
points, but a system of zone stations such as this, solves the 
problem satisfactorily. 

Under the old plan of operation, a large number of small 
stations were served at great operating expense by local way 
freight trains. The operation of these trains greatly inter- 
fered with the operation of through freight and passenger trains, 
as this stretch of four-track road is one of the most heavily 
traveled in the world. It is the section of the main line of the 
Pennsylvania between Philadelphia, Pittsburgh, Chicago, and St. 
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Louis. Motor trucks have greatly relieved this congestion of 
traffic. 

The operation of motor trucks on another important division 
of the Pennsylvania, the Maryland division, may be regarded 
as typical of the operation of other units. The two motor truck 
installations, units number 4 and number 12, have been made 


on this division. The motor trucks here perform the services 


Form No. 1 
PENNSYLVANIA RAILROAD gto ae 
oO 





Waybill 


in Waybill 
Bone No. Date |Destination 


Point Exceptions 


Pieces | Weight} Freight 
harges 











FREIGHT AGENT: Truck No....Arrive...Left....Direction.... 
Receipt is hereby acknowledged of the waybills covering the 
above car, with exception notes. 


To be prepared in triplicate, original and one copy to be 
enclosed in envelope and securely attached to waybills, third 
copy, to. be retained by forwarding agent. 

Carding destination agent will note exceptions regarding 
short waybille and return original to forwarding agent, re- 
taining other copy for record purposes. 





formerly done by local freight trains numbers MD-103 and 
MD-122, which run daily, except Sundays, between Perryville, 
Md., and Philadelphia, Pa. 

Train MD-103, with a crew of six trainmen besides the engi- 
neer and fireman, ran from Gray’s Ferry Station, Philadelphia, 
Pa., to Perryville, Md. It moved cars which had been loaded at 
the larger Philadelphia freight stations with less-carload freight 
for all the stations from Paschall, Pa., to Perryville, Md., inclu- 
sive, excluding Chester, Pa., and Wilmington, Del. Solid cars 
of merchandise freight were loaded to these stations. In addi- 
tion, this train picked up at Wilmington a car containing L. C. L. 
freight from that station billed to the stations on the division 
between Wilmington and Perryville. As MD-103, moved down 
the division loading and unloading freight at the various way 
stations, MD-122 was moving northward from Perryville to Phila- 
delphia, unloading freight at the local stations, and loading the 


INSTRUCTIONS REGARDING THE PREPARATION OF C. T. 
777 RECORD OF WAYBILLS FORWARDED 


1. Cars placed at freight houses for loading shall be desig- 
nated by spot number. Such spot numbers must be noted on 
the shipping order and transcribed to the revenue waybill. 

2. Waybills at loading points must be sorted in pigeon hole 
cabinet mumbered to correspond with spot numbers on the 
house loading list. 

3. After waybills have been sorted, the same must be 
checked to see that spot numbers, car numbers and initials 
agree. 

4. All waybills for each car must be braided together and 
a list of all bills for each car made in triplicate, the original 
and duplicate to be attached to the waybills and enclosed in a 
peparate envelope. Car numbers, initials and other required, 
information must be noted on the envelope. 

. Agents or others to whom waybills are sent will check 
the waybills against the original statement and return the 
statement to the forwarding agent, receipted, after noting ex- 
ceptions, if any, thereon and retain the duplicate statement 
on file. In case of shortage of waybill entered on the statement, 
receiving agent should telegraph the forwarding agent for a 
copy.of the missing waybill. The triplicate statement must be 
retained by the forwarding agent to see that a receipt is 
obtained from the receiving agent. 


northbound freight which had been received the previous day 
at these stations. The main tracks of the four-track system 
were used by the southbound train between many stations and 
the operation was made unusually slow because of the inter- 
ference of through freight and night passenger trains. With 
the inauguration of truck service on this division, these two 
trains were eliminated. The way freight traffic is now handled 
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by three trucks with crews of two men each, a truck master 
and a helper. These trucks are supplied and operated by Scott 
Brothers, Inc., a Philadelphia drayage concern. This concern 
has certificates of public convenience from the commonwealth 
of Pennsylvania and the state of Maryland. Delaware does 
not require registration of motor trucks in this way. The motor 
company acts as agent of the railroad in performing this service. 

Unit No. 4 operates between Paschall, Pa., and Wilson street 
freight stations, Chester, Pa. ‘The service is performed by one 
five-ton truck. Less-than-carload freight for the local stations 
from Darby to Crum Lynne, inclusive, is moved from Paschall 
station, arriving at that point in ferry cars loaded at Philadel- 
phia Transfer and moved from Gray’s Ferry Yard, Philadelphia, 
to Paschall by train MD-5. The transfer ferry cars are set off 
at Paschall daily at about 2 a. m. 

Unit No. 12, operating between Claymont, Del., to Perryville, 
Md., is equipped with two five-ton trucks. These trucks are 
quartered at Elkton, Md., one covering the territory north of 
Elkton to Claymont and the other handling the less-than-carload 
traffic from stations between Elkton and. Perryville, Md. Less- 
carload merchandise freight for stations between Wilmington and 
Perryville, exclusive, Philadelphia Transfer, from Board and Wash- 
ington Avenue freight station, Philadelphia and Wilmington, Del., 
is moved to Elkton by train MD-5 a through freight train oper- 
ating from Philadelphia to Baltimore. Freight from President 
Street station, Baltimore, and from Perryville is moved to Elkton 
by train MD-116, a through train running from Baltimore to Phil- 
adelphia. The two trucks leave Elkton at 7 a. m., daily, except 
Sunday, with freight from this train and any less-than-carload 
shipments that have originated at Elkton. One or two round trips 
are made daily, the number depending on the volume of freight. 
The truck operating on the southern end of the unit receives, at 
Perryville, all the less-than-carload freight that has arrived at 
that point from stations between Perryville and Baltimore on the 
main line and from stations between Perryville and Columbia, on 


Form No. 2 
REPORT OF TRUCK OPERATION 


Truck Moving Southward Freight received Freight forwarded 
Truck Articles Weight Articles Weight 
. Arrived Left. (No.) (Lbs.) (No.) (Lbs.) 


Truck Moving Northward Freight received Freight forwarded 


Truck 
. Arrived 


Articles 
(No.) 


Weight Articles 


Weight 
(Lbs.) (No.) 


(Lbs.) 


N. B. Each trip must be shown separately. 
Figures shown must be correct. 





the Columbia and Port Deposit branch, for points between Perry- 
ville and Elkton. This truck delivers this freight on its north- 
ward trip. The other truck, after unloading the freight received 
at stations between Elkton and Wilmington, at Wilmington 
freight stations picks up at that station the less-than-carload 
freight for the local stations between Wilmington and Claymont, 
which has arrived at Wilmington from various transfers, and 
delivers this at the destination stations. The outbound freight 
that is received at these stations is delivered at Wilmington. 
Any freight that has accumulated at that point for the stations 
between Wilmington and Elkton is picked up and delivered on 
the last of the day’s trips. All the freight that both trucks 


deliver at Elkton at the completion of the day is loaded directly | 


into so-called “classification cars,” which are moved in the 
night either by train MD-5 or MD-116, depending on the destina- 
tion of the freight. 

The usual railroad revenue waybills are used for the han- 
dling of freight by motor truck. A shipment from Newark, 
N. J., to northeast Maryland, continues by truck from Elkton, 
to which point it is hauled by train, to destination under the 
same billing that has covered it during the rail movement. 
Three other forms, however, were introduced with the handling 
of merchandise freight by motor truck. Pennsylvania Railroad 
Form No. C. T. 777, a copy of which is shown herewith (Form 
No. 1) is prepared in triplicate by each agent from whose 
station the truck moves freight, showing all waybills to be 
delivered to each destination station separately. The third copy 
of Form C. T. 777, signed by the truck master, signifies receipt 
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April 24, 1926 


of all the freight listed. The first and second copies of the 
Cc. T. 777 are attached to the waybills which they cover and 
are delivered to the truck masters. On arrival of the truck at 
a station the truck master delivers the waybills with both 
copies of Form C. T. 777 and returns it to the truck master, as 
a receipt, retaining the original. A “Report of Truck Operation” 
is prepared daily by each freight agent (Form No. 2), and the 
agent at Elkton also prepares a “Daily Trip Report of Motor 
Trucks.” (Form No. 3.) 

Agents are instructed to notify the trucks in advance when 
there is no freight at their stations for movement, so that un- 
necessary calls at stations may be avoided. Less-than-carload 
shipments in lots of 10,000 pounds or over are loaded by the 
station forces, as are exceptionally heavy or bulky shipments, for 
one destination, in cars direct to destination. Explosives and 
certain other dangerous articles cannot be moved by motor truck 
and are always handled by rail. 


Form No. 3 
DAILY TRIP REPORT OF MOTOR TRUCKS 


Left Returned to Mileage 
Truck No. Elkton Elkton Made 
ist Round Trip 
2nd Round Trip 
8rd Round Trip 
4th Round Trip 
5th Round Trip 


Destination 


Left Returned to Mileage 
Truck No. Elkton Elkton Made 
1st Round Trip 
2nd Round Trip 
8rd Round Trip 
4th Round Trip 
5th Round Trip 


Prepare report in duplicate daily. Show each truck separ- 
ately. Under “Destination” show farthest point—do not show 
intermediate stations. 


Certified Correct 


AGENT. Elkton, Md....1924. 


The Pennsylvania Railroad Company established an office 
to investigate the desirability of motorized operation and to 
superintend the installation of motor truck units throughout the 
system on December 12, 1922. Under the direction of R. S. 
Hurd, and after December 1, 1924, of F. J. Scarr, as supervisor 
of motor service, this department has determined where and 
how the Pennsylvania Railroad should use trucks. After the 
installation, the matter of administration is left to the division 
operating and traffic organization of the railroad. There is, of 
course, active cooperation between the Philadelphia motor office 
and the division officers in deciding where the motor truck 
installations are desirable. The supervisor of motor operations 
is a joint operating and traffic officer. 

The Pennsylvania Railroad’s contract with the trucking 
company specifies a flat rate per day for each truck furnished 
and additional compensation based upon the truck mileage cov- 
ered. The amount of the trucking company’s remuneration on 
each unit is set after a careful study of the costs of the service 
has been made. 

The trucks that carry the freight are fully insured and the 
railroad assumes full railroad common carrier liability for the 
goods transported by highway just as it does when the goods 
are carried over the rails. The trucking company as agent is 
responsible to the railroad company for loss of or damage to 
goods while in the possession of the truckers. 


RATES AND POTATO SHIPMENTS 


Freight rates permit the widest distribution of white 
potatoes, according to a study completed by the Bureau of Rail- 
way Economics into the relationship of white potato prices to 


transportation costs. In a summary of the study, the bureau 
says: 


The study, in fact, shows nationwide range of distribution in 
potato shipments from various parts of the country, potatoes from 
Idaho, Wisconsin, Michigan, Florida, Maine and Virginia, the six 
principal producing states making large shipments to practically the 
same consuming markets, 

Idaho potatoes, for instance, are shipped into 33 states, the maxi- 
mum rail haul amounting to 2,970 miles, while Maine comes next with 
29 states of destination and a maximum haul of 2,580 miles. Potato 
raisers in Virginia ship their product into 28 states with a maximum 
haul of 1,370 miles, while Wisconsin potatoes enter 26 states, the max- 
mum haul being 2,490 miles. Michigan and Florida both ship their 
botatoes into 25 different states, the maximum haul for the former 
being 2,590 miles and for the latter 1,550 miles. 

The study further shows that consuming centers frequently re- 
ceive potatoes from distant points in greater quantities than. from 
me Oy states. This is illustrated by the fact that residents of Wash- 
ngton, D. C,, consume potatoes from 18 states, the bulk of the rail 
thipments coming from Michigan, although Virginia is one of the 
eading potato growing commonwealths. 

The bulk of the white potatoes used in Chicago come from Wis- 
consin, although large quantities are also obtained by rail from Minne- 
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sota, Idaho, Virginia, Kansas, Missouri and Alabama, in the order 
named. Chicago depends on 37 states for its potato supply. Atlanta, 
Ga., receives more potatoes from Minnesota, a producing state involv- 
ing a longer rail haul, than it does from Maine, New York, Michigan 
and Illinois, combined, all involving shorter hauls. Even Idaho ships 
as many potatoes into Atlanta as does the state of Michigan. 

More potatoes are shipped into Buffalo from Virginia by rail than 
from any other state, North Carolina shipping about seven times as 
many potatoes as Michigan, although the rail haul from the latter 
state is much less. The study cites reports from 36 principal cities 
of the country but the illustrations given above are typical. ; 

The o— also shows that prices of white potatoes at the farm 
and in the wholesale and retail markets fluctuate weekly without any 
relationship to freight rates and are frequently greater than the 
freight rate to the market. The study further shows that the cost of 
transportation does not contribute to the ever changing prices of 
potatoes at the farm and in the wholesale and retail markets, and 
that the changes in such prices are due to conditions separate and 
distinct from freight rates, which were virtually stationary. 

The farmer in Maine during the 1924-1925 season received an- 
average of 61 cents per hundred pounds for his Green Mountain 
potatoes. The wholesaler at,Boston received an average of $1.19 per- 
hundred pounds for the potatoes, while the retailer at Boston received 
an average of $2.25 per hundred pounds. The average retail price 
was $1.64 greater than the average farm price. Of this $1.64 spread, 
$1.06 was absorbed in the retail market. The spread of $1.64 between 
farm and retail prices was about four times greater than the freight 
Fate. Re Boston from the most distant principal potato shipping point 
n Maine. 

Maine potatoes, the largest seller at New York City for the year 
ended on July, 1925, fluctuated from a low retail price of $1.80 per 
hundred pounds to a price of $5, while the freight rate of 5544 cents 
per hundred pounds to New York City from Caribou, the rgest 
potato shipping point in Maine, remained unchanged. 

Wisconsin potatoes, the largest seller at Chicago, fluctuated from 
a retail price of 98 cents to $6.25 P< hundred pounds, with a station- 

20% cents per hundred pounds. 

Minnesota potatoes; the next largest seller in the Chicago market, 
‘ranged from $1.67 to $3.33 per hundred pounds, while the freight rate 
Line Barnesville remained unchanged at 41% cents per hundred 
pounds. 

Florida potatoes (short season early crop) sold at retail at New 
York City from $3.40 to $11.50 per hundred pounds, while the freight 
rate from Hastings, Fla., to New York was 69% cents per hundred 
pounds. At Chicago the range in price was from $3.93 to $15, with a 
stationary freight rate from Hastings of 83% cents per hundred 
pounds. 

Potatoes, one of the most important food products of the United 
States, are grown in every state in the Union and move in carload 
quantities every day in the year. Of the 418,000,000 bushels of pota- 
toes produced annually, approximately 33 per cent are shipped by rail. 


- Potato shipments represent 34 per cent of the total rail shipments of 


all fruits and vegetables. 


z CONDITION OF EQUIPMENT 


The Commission has discontinued No. 14489, in re adequacy 
of locomotives and cars owned by common carriers used in the 
transportation of freight. It was instituted December 27, 1922. 
At that time there was a question as to whether the carriers 
had engines and cars enough to carry on the work they had 
promised the public to perform. The public and the Commission 
were nervous about the matter; therefore, the latter announced 
the institution, upon its own motion, of an inquiry into the 
matter. 

Two elaborate questionnaires were got out and the indi- 
cations were for an investigation of the first magnitude. How- 
ever, before the inquiry could be got upon its feet, conditions 
began to improve and at no time since its institution has there 
been a car or engine shortage of acuteness great enough to 
warrant further proceedings. There is nothing in conditions at 
present indicating the possibility of the old material gathered 
in the preliminaries of this case ever becoming of value, even 
if, in the future, an inquiry into the adequacy of equipment 
should be deemed desirable, hence the discontinuance of the 
case. Discontinuance was announced in a short mimeographed 
order, saying that “upon further consideration of the above- 
entitled proceeding, and good cause appearing therefor: It is 
ordered, That this proceeding be, and it is hereby, discontinued.” 

The Commission’s monthly report on condition of railroad 
equipment, required by Senate resolution, shows that, out of 
149,053 freight cars inspected in March, 4,879 or 3.3 per cent 
were found defective, as compared with 110,475 inspected and 
3,696 or 3.3 per cent defective in March, 1925. Out of 3,312 
passenger cars inspected in March, 53 or 1.6 per cent were found 
defective, as compared with 2,003 inspected and 26 or 1,3 per cent 
found defective in March, 1925. 

Out of 8,057 locomotives inspected in March, 3,348 or 42 per 
cent were fdund defective and 311 were ordered out of service. 
In March, 1925, 6,827 locomotives were inspected and 2,976 or 
44 per cent were found defective and 338 were ordered out of 
service. 

The Commission reported that in March six cases involving 
11 violations of the safety appliance acts were transmitted to 
various United States attorneys for prosecution. 

Freight cars in need of repair on April 1 totaled 162.470 
or 7.0 per cent of the number on line, according to reports filed 
by the carriers with the°car service division of the American 
Railway Association. This was a decrease of 2,788 cars under 
the number reported on March 15 at which time there were 
165,258 or 7.2 per cent. It was also a decrease of 23,947 cars 
compared with the same date last year. Freight cars in need 
of heavy repair on April 1 totaled 118,219 or 5.1 per cent, an 
increase of 1,634 compared with March 15. Freight cars in need 
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of light repair totaled 44,251 or 1.9 per cent, a decrease of 4,422 
compared with March 15. 

Locomotives in need of repair on April 1 totaled 10,191 or 
16.2 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association, which says: 


This was a decrease of 774 locomotives compared with the 
number in need of repair on March 15, at which time there were 
10,965 or 17.4 per cent. It also was a decrease of 1,420 locomotives 
compared with the number in need of repair on the same date 
last year, at which time there were 11,611 or 18.1 pre cent. Of 
the total number in need of repair, 5,365 or 8.5 per cent were in 
need of classified repairs on April 1, a decrease of 312 compared 
with March 15, while 4,826 or 77.7 per cent were in need of running 
repairs, a decrease of 462 within the same period. Class I rail- 
roads on April 1 had 5,370 serviceable locomotives in storage, an 
increase of 462 locomotives compared with the number of such 
locomotives on March 15. 


DANGEROUS ARTICLES HEARING 


The Traffic World Washington Bureau 


A start on a revamping and revising of the regulations for 
the transportation of explosives and other dangerous articles by 
freight, in one instance, and by freight and express and as 
baggage in another, was made at a conference and hearing on 
the subject, formal docket No. 3666, held by Col. B. W. Dunn, 
chief of the Bureau of Explosives of the American Railway 
Association, and W. P. Bartel, chief of the Commission’s Bureau 
of Service, on April 19 and the following day. The retired army 
officer in charge of that sort of work for the railroads held a 
conference the first mentioned day, with a view to reducing the 
points-in issue to a minimum, so that the next day’s hearing 
might be made as short as possible. 

Proposals were put forward by the Commission and by 
the Bureau of Explosives. The Commission proposal was to 
take over the specifications for tanks and appliances attached 
thereto on tank car running gear, heretofore published by the 
American Railway Association, and make them the Commission 
regulations. Such taking over, the Commission is inclined to 
think, is how it should comply with the explosives law provision 
requiring it to formulate and publish regulations. Heretofore 
the specifications for the tanks of tank cars have been those pub- 
lished by the American Railway Association. The Commission, 
by inference, adopted them by its many references to them. 
Question has arisen as to whether such inferential adoption was 
a full compliance with the law. 5 

At the conference it was said that the specifications for 
tanks were to be taken over, if at all, as a body, although the 
arrangement would be different in that there would be captions 
covering the specifications pertaining to the different parts of 
the tank part of the tank car and they would be renumbered 
and relettered for easier reference. 


Petroleum men raised questions as to that proposal, pointing 
out that they were not advised until a few days before the 
conference and hearing were called that anything of the kind 
was in contemplation. They said they had not had time to 
consider the matter at all and were not prepared to take a 
position on the subject. They objected, in the conference, to 
any recommendation being made by the Bureau of Explosives 
on the subject at the hearing before Director Bartel, although 
they said there probably would be no opposition to the proposal, 
especially in view of the declaration that the proposal did not 
involve the making of any changes in the specifications under 
which tank cars tanks and appliances, still in service, were built 
as long ago as 1903. That was long before the Commission 
was given authority to prescribe regulations. 


It was agreed by the Commission men that there could be 
a temporary holding up of the matter to enable the users and 
owners of tank cars to consider the subject with a view to 
coming to a conclusion as to the position they should take. 

In the hearings on proposals by the Bureau of Explosives, 
those pertaining to the transportation of inflammable liquids in 
tank cars,.the subjects treated were vapor pressure tests; safety 
valve tests; carding of tank cars with tanks or safety valves 
overdue for tests; removing dome covers from loaded tank cars 
while under pressure; tampering with dome openings of “empty” 
tank cars; elimination of bottom discharge outlets; and placard- 
ing of loaded tank cars under the transportation of dangerous 
articles and “empty” tank cars previously loaded with dangerous 
articles. Proposed changes in packing regulations and con- 
tainer specifications pertaining to dangerous chemicals were also 
considered in the hearing and conference. 


ORDER MODIFIED 


The Commission, in No. 14771, John Morrell and Company 
et al. vs. New York Central et al., and the five cases joined 
with it, has modified its order of November 3, 1925, so as to 
allow the carriers to establish rates in compliance therewith 
on or before April 27 on not less than three days’ notice. 
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RAILROAD LEGISLATION 


The Traffic World Washington Burcan 


The Senate interstate commerce committee, April 19, or- 
dered favorable reports on S. 1344, to amend paragraph 11 of 
section 20 of the interstate commerce act, and on S. 951, re- 
quiring the use of steel cars under certain operating conditions. 

S. 1344, introduced by Senator Sheppard, of Texas, would 
amend paragraph 11 of section 20 by inserting after the words 
“when transported on a through bill of lading,” in each instance 
where they occur in the paragraph, the words “or when property 
so transported on a through bill of lading is reconsigned or 
diverted in accordance with the applicable tariffs filed as in this 
act provided.” The purpose of the bill is to extend the liability 
of the initial carrier for loss, damage or injury to shipments 
reconsigned or diverted under applicable tariffs. Senator Shep- 
pard appeared before the committee in support of the bill. 

S. 951, introduced by Senator Harris, of Georgia, would 
make it unlawful for a carrier to use a car other than of steel 
or steel underframe construction, between steel cars or steel 
underframe cars, or in front of any steel car or steel under. 
frame car, in trains devoted wholly or in part to the transporta- 
tion of passengers. Senator Harris attended the meetirig of the 
committee, but, in view of the decision to report the measure, 
he made no statement. 

The committee also heard Senator Mayfield on his bill, S. 
3889, to amend the interstate commerce act to give the Commis- 
sion authority to regulate tolls over certain interstate bridges. 
The effect of the bill, Senator Mayfield explained, would be to 
place under the jurisdiction of the Commission toll charges on 
interstate bridges over non-navigable streams, the War Depart- 
ment having jurisdiction over toll charges on bridges over 
navigable streams. Senator Mayfield said, in some instances, 
exorbitant charges were being exacted from motor vehicle oper- 
ators by owners of bridges that would be brought under the 
jurisdiction of the Commission under the bill. - The bill was 
to be considered again by the committee. 

Chairman Watson has favorably reported to the Senate a 
bill (S. 3440) to regulate the interstate transportation of black 
bass. Under the bill it would be unlawful for any person to 
deliver to any common carried for transportation, or for any 
common carrier or for any person knowingly to transport oi 
carry, by any means whatsoever, in interstate and foreign com- 
merce, any large-mouth black bass or any small-mouth black 
bass which has been caught, sold, purchased or possessed in 
violation of the law of any state, territory or the District of 
Columbia wherein the delivery of such black bass for trans- 
portation is made or the transaction or the carrying thereof 
begins. The bill provides that nothing in-it shall be construed 
to prevent the shipment in interstate commerce of live fish and 
eggs for breeding or stocking purposes. Mr. Watson, in the 
report on the bill, said it was intended to aid in the conserva- 
tion of black bass by assisting the enforcement of state statutes, 
and that it would not prevent the transportation of bass caught 
or carried by individuals for their own use under the limitation 
made by the state where procured. 

Senator Swanson, of Virginia, has introduced S. 4000, by 
request, a bill to reimburse R. B. Miller and to repay to him 
for overcharge in freight on manganese shipments paid by him 
to the Railroad Administration. The text of the bill follows: 


That the secretary of the treasury be, and he is hereby, au- 
thorized to pay to R. B. Miller, out of any money in the Treasury 
not otherwise appropriated, the sum of $9,407.54, said amount repre- 
senting the principal sum of $6,336.38 overpayments in freight on 
seventy-five carloads of manganese ore shipped over the Norfolk and 
Western Railroad from Suter, Virginia, Rocky Gap, Virginia, and 
Graham, Virginia, to Reading, Pennsylvania, Harrisburg, Pennsyl- 
vania, and Birmingham, Alabama, during the period that said rail- 
road was operated by the director general of railroads and which 
said amount was in excess of the regular freight rates published and 
allowed by law and the sum of $3,071.16 interest on said sum from 
the respective dates of shipment to April 1, 1926. 


Senator Gooding submitted the following report to the Sen- 
ate on the Sheppard bill to amend paragraph 11 of section 20 
of the interstate commerce act: 


The purpose of the bill is to extend the existing liability of the 
initial carrier for loss, damage, or injury to property transported on 
a through bill of lading by two or more carriers to cases where the 
final destination has been changed by the shipper while the property 
is en route. Since the adoption of the Carmack amendment to the 
interstate commerce act many years ago the shipper has had the 
right to hold the initial carrier on a through bill of lading responsible 
for loss or damage occurring to the shipment on any line participating 
in the haul. This right has been of great value to shippers and to 
commerce in general and the railroads soon adjusted themselves to 
the situation with the rapid increase of our population, especially 
the population of great cities, and the development of a vast and 
varied demand for articles of consumption, especially fruits and 
vegetables, with the growing number and value of shipments for 
long distances from areas of production to areas of consumption 
over connecting lines, it frequently happens that after a car of 
produce has -started on its way a better market develops at some 
other consuming center than that of original destination. In such 
cases the shipment is reconsigned and diverted by wire to a new 
destination, but if damage or loss occurs after the reconsignment 
or diversion the shipper may no longer look to the first carrier, but 
is put to great expense and inconvenience in endeavoring to adjust 
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damages at a point remote from place of production. This means a 
distinct burden and handicap on commerce. The committee feels, 
therefore, that the principle of the existing law is adapted to present 
conditions by this bill and that it should pass. 


Representatives of the railroads expressed surprise at the 
action of the committee in favorably reporting the Harris steel 
car bill. Alfred P. Thom, general counsel of the Association 
of Railway Executives, had asked for a hearing on the bill. He 
was not advised that the committee intended to take it up April 
19, when it was favorably reported. An effort was to be made 
to have the matter reopened so that a hearing might be held. 

Senator Smith, of South Carolina, has submitted to the Sen- 
ate the following report on the Harris steel car bill: 


The committee on interstate commerce, to which was referred 
the bill (S. 951) to promote the safety of passengers upon rail- 
roads by prohibiting the use of wooden cars under certain cir- 
cumstances, having considered the same, report favorably thereon 
and recommend that the bill do pass without amendment. 

The bill is similar in character to S. 1499, which was favor- 
ably reported in the Sixty-eighth Congress from this committee 
and which passed the Senate on March 28, 1924. 

The present bill provides that after 30 days from its passage 
it shall be unlawful for a common carrier to use a car other than 
a steel or steel underframe car, between steel cars or steel under- 
frame cars, or in front of any steel car or steel underframe car, 
in any train used in whole or in part for the transportation of 
passengers. 

The bill provides a civil-penalty for violations of its provi- 
sions of not Jess than $100 nor more than $500 for each offense 
and $100 for each day of continuance of the offense. The penalty 
provisions are modeled upon similar provisions in the safety ap- 
pliance act andthe ash pan act. 

The Interstate Commerce Commission has in a number of its 
annual reports recommended that the use of steel cars in passen- 
ger train service be required and that the use in passenger trains 
of wooden cars between or in front of steel cars be prohibited. 
The Commission, in its letter of February 20, 1922, to the com- 
mittee on interstate commerce, states: 

“We urge immediate action on legislation providing that no 
wooden passenger cars shall be located in a train between or 
ahead of steel or steel underframed cars. Such legislation would 
not entail an additional expenditure, but would increase safety.” 


In view of the fact that a formal report on the bill was 
made to the Senate, it was understood that efforts of the rail- 
roads to obtain a hearing on the measure would be dropped and 
that, if the bill passed the Senate, a hearing would be sought 
before the House committee on interstate and foreign com- 
merce, which accords hearings on bills over which it has 
jurisdiction. 

Chairman Watson, of the Senate interstate commerce com- 
mittee, April 22, referred to a subcommittee composed of Sen- 
ators Couzens, Pine and Wheeler, S. 3876, to amend section 204 
of the transportation act to provide for appeals from the Com- 
mission in reimbursement of deficit cases, and S. 2615, a-bill to 
provide that carriers shall carry a blind person with an attend- 
ant for one fare. 


OBJECT TO LABOR BILL 


The Traffic World Washington Bureau 


J. E. Gorman, president of the Rock Island, Frank Alfred, 
president of the Pere Marquette, and C. E. Whitehead, president- 
elect of the Missouri-Kansas-Texas, called on President Coolidge 
April 19 to submit objections to the railroad labor bill on behalf 
of the railroads that are opposed to it in its present form. After 
the visit to the White House, the railroad executives issued a 
statement in which they outlined the reasons why the objecting 
railroads believed the bill was not in the public interest. Pres- 
ervation of public control over wage agreements was urged in 
the statement. 

The statement issued on behalf of the Rock Island, Delaware 
& Hudson, Pere Marquette, Missouri-Kansas-Texas, Maine Cen- 
tral, New York, New Haven & Hartford, Erie, Virginian, Denver, 
Rio Grande & Western, Western Maryland, Rio Gande & South- 
em, Texas & Pacific, Kansas City Southern, St. Louis-San Fran- 
cisco, Wabash, St. Louis Southwestern, Bangor & Aroostook, and 
Chicago & Alton, follows: 





We called upon the President to present the criticism of nine- 
teen of the railroads to the pending railroad labor disputes bill. The 
Watson-Parker bill, in the opinion of the the railroads opposing its 
Passage, is not the “peace plan” it has been represented to be, nor 
oes it meet the recommendation of President Coolidge in his mes- 
Sages to Congress with respect to protection of public interest. We 
are convinced that unless the same is amended it will subvert our 
Present rate structure and threaten the steady progress of our ever- 
improving relations with our employes in terms of each road as the 
unit of service and self-interest. 

We have been greatly impressed with the unfavorable reaction 
of the shipping public in the territory we serve to the suggestion 

t the carriers’ income shall remain subject to public control while 
Wages, the chief element of operating expense, shall, as was aptly 
Said by the chairman of the railroad executives, in opposition to the 
Howell-Barkley bill, be left “‘to the uncontrolled agreement of the par- 
ties or to casual arbitration tribunals agreed upon by them.”’ 

The Pending bill requires in the public interest amendment in 
two vital particulars: 

First. It does not clearly and definitely place upon the parties 
a2 obligation to assure uninterrupted train service until an unadjusted 

7 = investigated by public representatives appointed by the 

ent. : : 
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which they now possess over excessive wage agreements and awards. 
This alone provides a preventive remedy against undue pressure 
upon the carriers and gives the public a voice in the control of op- 
Second. It strips the public of that representation and control 
erating expense which they must pay. Not to preserve this public 
control is a backward step. It leaves railroad income subject to strict 
regulation; railroad outgo without any effective public protection. 
The bill, if enacted without appropriate amendment, will be a 
mistake in public policy which this country will not cease to regret. 


The statement listed only eighteen railroads, although it 
referred to nineteen. F 

A statement opposing the railroad labor bill was issued 
this week by W. V. O’Neil, representing railroad subordinate 
officials. He said subordinate officials would lose their present 


‘right of representation if the bill passed. He also condemned 


the measure on the ground that it failed to continue the protec- 
tion afforded the public under transportation act. Mr. O’Neil 
submitted a statement on the subject to President Coolidge. 

Senator Watson, chairman of the Senate interstate com- 
merce committee, has favorably reported from the committee to 
the Senate H. R. 9463, the railroad labor bill, as it passed the 
House. The committee some time ago approved the bill as it 
passed the House. Prior to the passage of the bill by the House, 
the Senate committee reported favorably the bill as it was re- 
ported out of the House committee on interstate and foreign 
commerce. The House, however, adopted two amendments to 
the bill, and the Senate committee decided to report the bill as 
it passed the House, so that it would be before the Senate in 
that form. 


Senator Watson asked unanimous consent in the Senate 
April 22 to bring up the railroad labor bill May 6, but objection 
by Senator Harrison, of Mississippi, was made. Senator Har- 
rison indicated he was favorable to eariler consideration of the 
bill if the public buildings bill, to which he is opposed, were 
displaced. No agreement was reached. 


MOTOR VEHICLE REGULATION 


The Senate interstate commerce committee ordered a favor- 
able report, April 21, on a revised draft of the Reed bill provid- 
ing for regulation by state agencies of interstate bus lines 
operating through the new tunnel under the Hudson river, 
between New Jersey and New York City, and over the new bridge 
over the Delaware river between Camden and Philadelphia. Un- 
der the bill the state commissions of New York, New Jersey and 
Pennsylvania would have authority to issue certificates of public 
convenience and necessity for operation of lines using the tunnel 
or bridge, subject to the proviso that they should not do any- 
thing in conflict with the rules and regulations of the special 
commissions which built the tunnel and bridge and which will 
control them as to toll charges and regulation of traffic in the 
tunnel and on the bridge. Provision is made for appeal to the 
Interstate Commerce Commission from decisions of the state 
commissions. 


Senator Cummins favorably reported to the Senate the 
revised bill (S. 3894), to regulate interstate motor bus operation 
through the Hudson river tunnel and over the Camden-Phila- 
delphia bridge. The text of the bill follows: 


That the Transit Commission of the state of New York and the 
Board of Public Utility Commissioners of the state of New Jersey 
are hereby authorized, through joint or concurrent action, to regulate 
motor buses engaged as common carriers of passengers for hire, 
over any route in such state, a part or the whole of which route is 
through an interstate tunnel, commonly known as the Holland 
Tunnel, now being constructed under the Hudson River between the 
city of New York, state of New York, and the city of Jersey City, 
state of New Jersey. The number of such buses shall be limited 
to so many as the public convenience and necessity may require: 
The foregoing power of regulation shall be exercised by said com- 
‘missions upon application and public hearing. No such motor bus 
._ shall be operated in interstate commerce over any such route until 
the owner thereof shall have obtained from said commissions, acting 
ary ot concurrently, a certificate of such public convenience and 
necessity. 

Sec. 2. The Public Service Commission of the Commonwealth of 
Pennsylvania and the Board of Public Utility Commissioners of the 
State of New Jersey are hereby authorized, through joint or con- 
current action, to regulate motor buses engaged as common carriers 
of passengers for hire over any route in such states a part or the 
whole of which route is over an interstate bridge now being con- 
structed across the Delaware River, between the city of Philadelphia, 
Commonwealth of Pennsylvania, and the city of Camden, state of 
New Jersey. The number of such buses shall be limited to so many 
as the public convenience and necessity may require. The foregoing 
power of regulation shall be exercised by said commissions upon ap- 
plication and public hearing. No such motor bus shall be operated 
in interstate commerce over any such route until the owner thereof 
shall have obtained from said commissions, acting jointly or con- 
currently, a certificate of such public convenience and necessity, 
which certificate shall not be granted unless the owner of said bus 
shall: have agreed with the Pennslyvania commission, of the Com- 
monwealth of Pennsylvania, created by and existing under the 
Pennsylvania act of July 9, 1919 (Public Laws, 814), its amendments 
and supplements, and the New Jersey ‘Interstate Bridge and Tunnel 
Commission of the state of New Jersey, upon the terms and con- 
ditions for the use of said bridge: Provided, That nothing herein 
shall prevent the last above-mentioned commission from operating 
buses over said bridge as part of the operation of said bridge. 

Sec. 3. Any party aggrieved by the action of the said Transit 





Commission of the state of New York, the Public Service Commission 
of the Commonwealth of Pennsylvania, or the Board of Public 
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Utility Commissioners of the state of New Jersey, or of any two of 
said boards acting jointing, or by the failure of said boards, or either 
of them, to act hereunder in respect to any certificate of convenience 
and necessity or other matter of regulation hereunder, shall have the 
— to appeal to the Interstate Commerce Commission. The com- 
mission is hereby given jurisdiction to hear and finally determine the 
same under such rules of procedure as said commission may prescribe. 

Sec. 4. Nothing herein contained shall be construed to confer 
upon the Transit Commission of the state of New York, the Board 
of Public Utility Commissioners of the state of New Jersey, of the 
Public Service Commission of the Commonwealth of Pennsylvania, 
authority to issue any rule or regulation not consistent with the rules 
or regulations made from time to time under the authority of the 
laws of said states for the operation of said tunnel or bridge, or 
with the establishment and collection of tolls, rentals, or other 
charges for the use of said tunnel or bridge and the regulation of 
traffic therein and thereon under the laws of said states. 

Sec. 5. Wherever a State or Federal board, body, or commission 
is mentioned herein, this act shall be deemed to apply to any suc- 
cessor thereof. 

Sec. 6. The powers granted by this act are intended to be ad- 
ditional to and supplementary of the powers now vested in each of 
= ena to regulate and safeguard commerce upon the highways 

ereof. 


In a bulletin to members, John E. Benton, general solicitor 
of the National Association of Railroad and Utilities Commis- 
sioners, discussing S. 1734, the Cummins motor vehicle bill, and 
the bill reported by Senator Cummins, said: 


The hearing on this bill (S. 1734) before the Senate committee has 
not been resumed, and the apparent disposition of the committee is 
to let the same go over till another session. As might be expected 
respecting proposed legislation in a new field affecting a matter as 
important as motor vehicle transportation, there is division of 
opinion among members of the committee, and a desire to go into 
the subject matter in the thorough and deliberate way which is 
characteristic of the Senate; and there is not time for that at this 
session. The House committee is disposed to await action in the 
Senate before proceeding to hearing on the same bill pending in the 
House. It may, therefore, be expected that there will be no action 
on the general motor vehicle bill at this session. 

The unavoidability of ultimate federal legislation is indicated by 
the situation in the states of New York, New Jersey, and Pennsyl- 
vania. Between New York City and New Jersey, under the Hudson 
River, a tunnel is now being constructed by the two states affected 
for vehicular traffic. Over the Hudson, between Camden and 
Philadelphia, a new bridge is being constructed by the states of 
New Jersey and Pennsylvania. These structures will soon be com- 
pleted, and will constitute parts of the highway systems of the states 
involved. They will serve a congested traffic, which ought not to be 
increased by unnecessary operation of motor vehicle carriers. They 
are being constructed and will be controlled when completed by 
joint commissions representing the states involved. These com- 
missions are behind the new bus bill. This was introduced in the 
House by Congressman Bacharach and in the Senate by Senator 
Reed, of Pennsylvania, being H. R. 11055 and S. 3894. The immediate 
passage of that bill as emergency legislation is sought, to take care 
of the situation until a general motor vehicle bill shall be enacted. 


HIGHWAY TRANSPORTATION 


In debate in the House on the bill providing for federal aid 
for the construction of highways, Representative Robison, of 
Kentucky, said no one discounted the importance of the railroads 
and waterways, but he asked whether the highways were not 
more important. In part, he said: 


The highways touch every community, large and small, and 
all of the sources of production and every American home. Per- 
haps more than 65 per cent of all of the freight and passenger 
transportation of the country are moved over the highways; -and, 
in fact, all of the commerce is moved in part of its journey over 
some highway. There are sections of the country in which we 
must have the water transportation. I think it might be safely 
said now that water and rail transportation must take care of 


the long haul for passengers and freight and the heavy haul for — 


freight. The motor transport cannot successfully compete with 
water or rail in long haul of passengers, or freight, or the heavy- 
load freight. On the other hand, neither rail nor water trans- 
portation can successfully compete or satisfy our present social 
and commercial life in the short haul of passengers and light 
freight, and these great agencies of commerce and the American 
people must work out the problem to do justice to each and to 
give the best service to the American people. We need them all. 
I think the representatives of some of the railroads are unduly 
alarmed. While the railroad mileage in 1917 reached its high 
peak of 254,037 miles and had fallen January 1, 1924, to 250,183 
miles, it does not follow that the railroads of the country are in 
danger. Some of the short-line railroads throughout the country, 
and especially in the eastern states, have gone out of business 
because they were largely engaged in short hauls of passengers 
and light freight. The Bureau of Railroad Economics, Washing- 
ton, D. C., reports that the net revenue of Class I railroads in 
1920 was $17,226,000 and for the year 1925 was $1,136,980,000, and 
the value of the railroads had increased from 1920 to 1924 more 
than $2,000,000,000, and in the year of 1925 the car loadings of the 
railroads of America were greater than they had been at any 
time in the history of our country. It might also be said that 
our highway development has been largely confined to the con- 
struction of highways running parallel with the railroads and 
rivers. The futture road construction will be directed more espe- 
cially to the construction of lateral lines. The increase in the 
railroad business has been largely due to the new business brought 
by the good roads, and this business will greatly increase as the 
years come and go when the lateral road lines are constructed. 
The railroads receive more than $400,000,000 in freight reve- 
nues annually from hauling road materials and motor cars, parts 
and so forth. Mr. Markham, president of the Illinois Central Rail- 
road, made a most interesting and instructive speech some time 
ago on this subject. He says one-eighth of the revenues of his 
railroad comes from the motor-vehicle industry and hauling road 
material. 
Then there is some complaint that the railroads are heavily 
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taxed to construct highways for their competitors in business. 
The railroads last year paid about $40,000,000 of taxes that went 
to the construction of roads throughout the country, but the mo- 
tor industry, with its allied activities, perhaps paid more than 
$900,000,000 in taxes, and more than half of this sum went di- 
rectly for the construction and maintenance of highways, and 
you will observe that the motor industry is paying about three- 
times as much taxes as all of the railroads, and paying many 
times more into the road funds than the railroads. There must 
be proper regulation of trucks and other motor vehicles that are 
engaged exclusively in commerce. Heavy trucks are very de- 
structive to the highways and they should be made to assume a 
just proportion of the burden of constructing and maintaining 
these highways. They have no right to be provided a roadbed 
and it maintained without expense to them and to engage in 
commerce in competition with other agencies that must construct 
and maintain their roads. The country demands and is entitled 
to a truck and bus service. Few agencies have brought more 
comfort and satisfaction to the American people than the bus and 


motor truck service, and the people are entitled to have this serv- 
ice continued. 


REGULATION OF COAL INDUSTRY 


The Traffic World Washington Burcay 


“The major portion of the bituminous coal industry is being 

forced into bankruptcy by the railroads who are the largest 
consumers of bituminous coal,” Philip Murray, international 
vice-president of the United Mine Workers of America, testified 
before the House committee on interstate and foreign commerce, 
April 19, when the committee resumed hearings -on proposed 
legislation regulating the coal industry. 
“The 100 per cent overdevelopment of the bituminous coal 
industry and the deplorable unorganized relationship of bitumi- 
nous coal operators makes possible the attempt by the railroads 
to dictate prices for their own fuel requirements, and destroy, if 
the conspiracy succeeds, coal mine wage rates established by the 
United States Bituminous Coal Commission in 1920. 

: “The operators, instead of accepting the challenge of the 
railroads and fighting back to maintain their inherent right to 
secure a profitable price for their coal have simply wilted, and 
asked that labor assume wage reductions from earnings now 
dangerously low, which would in the end go to swell railroad 
profits; which have so multiplied as a result of improved traffic 
conditions and coal purchase savings, that today these same 


railroads are publicly apologizing for their unprecedented 
prosperity.” 


Mr. Murray charged that W. W. Atterbury, president of the 
Pennsylvania railroad, was the moving spirit behind the “railroad 
conspiracy” to batter down coal prices to the point of impover- 
ishing the coal industry. He attacked Mr. Atterbury as the 
avowed foe of unions in American industrial life. 

“Tt is generally known,” he continued, “that the conspiracy 
engineered by Atterbury to force coal prices down enabled the 
Pennsylvania Railroad during 1925 to save much more than the 
31 cents the ton average, and thereby roll up the largest net 
earnings in the history of the Pennsylvania system.” 

Continuing, in part, Mr. Murray said: 


Some of the railroads have objected to the ruthless plan s 
by Atterbury, and a few have maintained their coal Bam Bom og —: 
at higher levels than those fixed by Atterbury, but the majority of 


the reluctant roads were forced into accepta i 
pert nr ptance by threatened freight 


The United States Bituminous Coal Commission fixed the wage 
rates of bituminous coal miners after investigating every phase of coal 
mine employment and living standards. The Interstate Commerce 
Commission established freight rates, continued emergency rates and 
adjusted rates based on fuel prices consistent with the wage rates 
fixed by the United States Bituminous Coal Commission. 

The railroads insist that they cannot operate at a profit on rates 
that are below maintainance and haulage costs. The railroads insist 
that the public be fair, and the Interstate Commerce Commission 
grants relief wherever and whenever a substantial case is made by 
the railroads. Operating at a loss is no more possible in the coal 
industry than in the case of the railroads. * * * 

Despite the fact that railroad coal purchases in 1924 reached rock 
bottom levels from the standpoint of profitable coal mine operation, 
the railroads in 1925 in furtherance of a conspiracy to bankrupt coal 
mines and force coal mine wages below American levels, dictated and 
secured still further reductions on coal purchases. 

The bureau of economics of the National Coal Association re- 

ported that “‘the average cost per ton of locomotive coal, which repre- 
sents the invoice price at the mine, plus freight charges, during the 
year 1925, was $2.72 per net ton, a reduction of 31 cents from the year 
1924.” And then the report adds, “Since the railroads in the United 
States during the year 1925 consumed at least 150,000,000 tons of 
bituminous coal, it is apparent that the bituminous coal industry 
contributed the round sum of $46,500,000 to the prosperity of the rail- 
roads during 1925.” * * * 
; The present overdeveloped state of the coal industry and the ex- 
istence of a ruinous spirit of cutthroat competition as between coal 
fields makes the bituminous coal industry an easy prey of the rail- 
roads during normal periods. The railroads are responsible for @ 
large part of the overdevelopment which plagues the industry. Un- 
economic and unscientific freight rates on long hauls established by 
the roads and which any adjustment of is opposed by the .selfsame 
roads are perpetuating the overdeveloped and uneconomic tragedy in 
the soft coal industry. 

The existence of uneconomic freight rates on long hauls from 
fields producing serf coal, enables the railroads to divert their coal 
purchases at prices that even impoverish non-union operators who 
pay practically nothing at all for their labor. Mines located along the 
road resorting to such practices are forced to close down, thus de- 
stroying the earning power of entire communities all because these 
roads can save a few cents the ton on immediate coal purchases, but 
which in the last analysis resolves itself into a financial loss by rea 
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son of the decreased purchasing power of the communities thus im- 
paverinngs ae resulting in diminished freight revenue to the rail- 
roads. 

The United Miné Workers have no objection to the establishment 
of a governmental fact finding bureau, authorized by the government, 
paid by the government and given mandatory governmental powers 
to force submission of the complete business records of all coal com- 
panies and selling agencies dating back from the very beginning of 
the company or corporation, firm or individual’s start in the coal 
business. 

The United Mine Workers, however, insist upon adequate repre- 
sentation in a bureau and that such representation shall be truly rep- 
resentative in fact as well as theory, in order that the American coal 
miner can rest assured that the statistics and information gathered 
shall be compiled from the standpoint of aiding in correcting the 
abuses and basic evils existing in the bituminous coal industry. The 
American coal miner recognizes the need for complete information 
covering the following vital factors in the bituminous coal industry: 

First: The elimination of uneconomic and unscientific freight 
rates as within coal fields and between coal fields. 

Second: The facts relative to railroad coal purchases and the 
evils resulting from conspiracies between railroads to force uneco- 
nomic coal prices for railroad fuel. 

Third: The reasons for certain railroad and public utility boycotts 
of union-mined coal. 

Fourth: Facts that will determine the true state of the relative 
efficiency of all mines producing bituminous coal. 

Fift Determine the physical condition of all bituminous coal 
mines to the adaptation of advanced machine mining methods and the 
financial ability of the companies to decrease costs by the mechaniza- 
tion of such mines. 

Sixth: To determine and set forth the requirements of capital 
necessary for the launching of mining projects based upon the utili- 
zation of modern mine practices in line with sound engineering prin- 
ciples. 

e Seventh: Sales costs, interlocking relationships of producing com- 
panies and sales agencies, and determining the actual profits on all 
coal produced and sold. : 

Eighth: All other facts that will enable collective bargaining and 
scientific management to remedy the evils of overdevelopment un- 
profitable sales prices, promote efficiency and continuity of operations 
and, in turn, the lowest possible coal price to the consuming public 
consistent with a wage rate to the miner compatible with American 
standards and a fair return upon the investment to the operator. 


Mr. Murray opposed arbitration as a means of determining 
miners’ wages. 


SENATE PASSES MAYFIELD BILL 
The Traffic World Washington Bureau 


The Senate, April 22, without a roll call, passed the Mayfield 
bill amending the interstate commerce act so that railroads 
building extensions of their lines between points wholly within 
a state would not be required to obtain permission from the 
Commission. 

Senator Mayfield explained that the bill not only would per- 
mit extensions of railroads to be made wholly within states but 
would permit railroads now in existence to make extensions 
anywhere, regardless of whether they were interstate or intra- 
state, without authority from the Commission. Construction of 
new lines of railroad would be subject to the jurisdiction of the 
Commission. Senator Cummins said he thought existing lines 
of railroads should be permitted to build extensions without 
obtaining authority therefor, but that “original undertakings” 
should be subject to the Commission’s jurisdiction. 


RAILWAY EQUIPMENT INQUIRY 


Representative McLaughlin, of Nebraska, has introduced a 
resolution (H. Res. 221) providing for the appointment of a 
special House committee of five members to “investigate the 
transactions of individuals, partnerships, associations and cor- 
porations in connection with the administration and enforcement 
of standards of railway equipment and supplies prescribed by 
law or by the Interstate Commerce Commission for use on rail- 
roads subject to the jurisdiction of such Commission, including 
the approval by the Commission or its officers, agents or em- 
ployes of such equipment or supplies.” The committee also 
would determine in so far as it might whether such transac- 
tions and approval had been proper and lawful in all cases. 


1. C. C. APPOINTMENT BILL OPPOSED 


The Merchants’ Association of New York has sent. letters to 
Senators Wadsworth and Copeland opposing the bill now pend- 
ing in Congress to provide for regional appointment of members 
of the Interstate Commerce Commission. The letters, signed 
by S. C. Mead, secretary, read as follows: 


This Association has given careful consideration to the pro- 
visions of Senate Bill 2808, introduced by Senator Smith of South 
Carolina, providing for the regional appointment of Interstate 
Commerce Commissioners. 

It is the opinion of this Association that this bill, if enacted, 
will establish a precedent that may, and probably will, result in 
the Interstate Commerce Commission becoming a body that will 
act along sectional lines instead of national lines, as originally 
intended by Congress. This bill-is opposed by practically every 
interest that has the welfare of the Interstate Commerce Com- 
mission at heart. 

The Commission has never been accused rightly of being in- 
fluenced by political or sectional motives in deciding the cases 
brought before it and, in our opinion, has been a shining example 
of what a government commission really ought to be. 

If the highest type of men are to be secured for the enforce- 
ment of the Interstate Commerce Act, it is our belief that the 
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President should be left free to select those who, in his opinion, 
are best suited for that service. 

The effect of this bill would be, as their terms expire, to 
remove a number of competent commissioners and to substitute 
therefor new material which it would take some years to develop 
into competent commissioners, if they ever so developed. We 
believe that the President should not be hampered in his appoint- 
ments to the Commission, but that he should be left to select men 
of his own choice. The approval of the Senate is an adequate 
safeguard against any mistakes being made by the President and 
we earnestly urge you to oppose this bill when it comes up for 
consideration in the Senate. 


Senator Willis, of Ohio, has submitted to the Senate a res- 
olution adopted by the directors of the Ohio Manufacturers’ Asso- 
ciation, protesting against the passage of the Smith bill (S. 2808) 
providing for regional appointments to the Commission. 


INVESTIGATION OF STRIKE 


Investigation by the Senate interstate commerce committee 
or any subcommittee of the strike of engineers and firemen 
on the Western Maryland is provided for in a resolution offered 
in the Senate by Senator Shipstead, of “Minnesota. ‘Fhe resolu- 
tion alleged that John D. Rockefeller, Jr., was held by the 
people along the line to be responsible “for the continuation of 
an intolerable state of affairs resulting from a lockout and strike 
of the engineers and firemen on that railroad.” The resolution 
would authorize an investigation of the strike, the conditions 
which caused it, the failure of the efforts to effect a settlement 
and Mr. Rockefeller’s attitude to them. Senator Shipstead said 
the road was a “Rockefeller” road. He spoke at length about the 
strike and the financial control of the property. 

Senator Copeland, of New York, saying he held no brief for 
Mr. Rockefeller, declared that Mr. Rockefeller was an excep- 
tional man among the rich men of the country and that he be- 
lieved if he (Rockefeller) “had the power and at the same time 
had the knowledge and conviction that conditions exist on the 
Western Maryland railroad, such as the Senator from Minne- 
sota is describing,” he would exert that power to bring about 
a correction. He said he believed that Mr. Rockefeller was 
“one of the noblest among the men of great wealth of this 
country.” 


THE PULLMAN SURCHARGE 


The Traffic World Washington Bureau 


If Congress should pass the Robinson bill making illegal the 
collection of a surcharge on travel in parlor and sleeping cars, 
and the carriers in the Western district are thereby deprived of 
approximately $15,000,000 annually in revenue which they now 
get from imposition of the surcharge, the western carriers will 
have to ask the Commission for a greater increase than 5 per 
cent in freight revenue in the Western district. This was the 
statement made to the Senate interstate commerce committee, 
April 20, by R. N. Van Doren, general solicitor of the Chicago & 
North Western, appearing for the western carriers in opposition 
to the bill. 

Mr. Van Doren said there were two main propositions in- 
volved—whether the committee or the Senate should go into the 
surcharge matter at all and the revenue features connected with 
the surcharge. 

As to Congress taking over direct regulation of rates, Mr. 
Van Doren said that Congress had established the policy of hav- 
ing rates regulated by a body of experts. He said if that policy 
was wise, and that he believed it was generally accepted as 
wise, would it be wise for Congress to take back from the Com- 
mission its authority in cases as to which there was disagree- 
ment as to the wisdom of what the Commission had done? He 
said if that were done in the case of the surcharge, it could be 
done in other cases. He said he recognized that the Commission 
was an agent of Congress and that the Commission, if it did not 
do its duty, was subject to “regulation” by Congress, but that 
he opposed making Congress an appellate body in rate cases. 
Resort to such a policy, he said, would undermine the whole 
subject of regulation. He emphasized that the Commission had 
authorized imposition of the surcharge, which, he said, was not 
a war measure, but a revenue measure, and that it was as much 
a part of the tariffs of the carriers as any other charge. 

Referring to the Hoch-Smith resolution, Mr. Van Doren said 
some thought Congress had gone too far in passing it, but that 
it did not require specific action as to a specific rate. 

The assertion had been made, he continued, that only the 
prosperous roads in the “recapture class” benefited by the sur- 
charge. He said that in 1925 the roads in the Western district 
collected about $15,000,000 in revenue from the surcharge, and 
that only a few of the lines in the West, such as the iron ore 
carrying roads, were prosperous. In 1924, he said, the western 
roads, as a whole, earned less than 4 per cent on their value, and 
in 1925, slightly over 4 per cent. Some of the roads were in 
receivers’ hands, he said. He said the western carriers were 
now before the Commission asking for a 5 per cent increase in 
freight revenue. He said it would take an 11 per cent advance 
to bring their return to 5% per cent, but that they had asked 
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for only a 5 per cent increase as a minimum, because they be- 
lieved that, would create less opposition. He said an increase in 
passenger fares had not been asked because the managements 
had concluded that the basic fare of 3.6 cents a mile was as 
high as it could go without driving business away on account of 
competition on the hard-surfaced roads. 

Mr. Van Doren said the western state commissions were 
contending that the railroads were not entitled to any increase 
in freight rates, because freight traffic was paying its way dnd 
that any increase should be obtained from passenger traffic 
which, the state commissions contended, was not paying its way. 
He said it was the local passenger train traffic that was not 
paying its way, but that the through passenger traffic was. He 
said the railroads had to give a minimum of local train service— 
that the state commissions refused to permit them to eliminate 
such service. He asked whether the Commission and Congress 
would want elimination of local train service. He said it could 
not be done. He said the carriers were going to answer the 
contention of the state commissions by showing that long- 
distance passenger travel was producing fair revenue, but that, 
if Congress eliminated the surcharge, it would put the. carriers 
in the position where they could not support their contention 
that the long-haul passenger traffic was paying its way. He then 
asserted that, if the revenue from the surcharge were taken from 
the western carriers, they would have to ask for a greater in- 
crease than 5 per cent. 

Henry Wolf Bikle, general attorney of the Pennsylvania, 
appearing specifically for the eastern carriers and also for the 
carriers as a whole, said the surcharge produced from $37,000,000 
to $40,000,000 a year in revenue for the carriers as a whole. He 
raised the question that, if that much revenue could be taken 
from the carriers, was “this the place to take it?” He argued 
that it was the wrong place to begin to cut the revenues of the 
carriers. To take off the surcharge, he said, would defer reduc- 
tions on freight traffic when those could be made. He made the 
point that, since 1920, travel in Pullman cars, on a revenue basis, 
had increased, while travel in day coaches had slightly de- 
creased. If judged by the revenue returns, he said, the figures 
indicated that imposition of the surcharge had not caused a 
decline in Pullman travel. 


Chairman Watson inquired whether, if the surcharge was 
not disturbed, and an effort were made to reduce rates on 
agricultural products, Mr. Bikle would not oppose the reduc- 
tions. Mr. Bikle said he was not saying that—that he wished 
to make his position perfectly plain on that point. He said if 
the surcharge were eliminated it. would simply postpone or pre- 
vent the reduction of freight rates. His argument, in effect, was 
that, if the time came when the carriers could stand a reduction 
in freight rates, elimination of the revenue from the surcharge 
would naturally put farther off the day when that time might 
arrive. He referred to the Hoch-Smith resolution as having 
directed the Commission to investigate as to readjustments that 
would be in the public interest and said that was the place. where 
proposed readjustments should be considered. 


Mr. Bikle said there was a large question of policy in- 
volved in the request that Congress override a decision of the 
Commission. He said the committee was quite aware of the 
importance of that question and he would not argue it. He re- 
ferred to the fact that the Commission had denied the applica- 
tion of the commercial travelers to reduce the surcharge by one- 
half, and that on October 6, 1925, the Commission, by a vote of 
eight to three, sustained the surcharge in the North Carolina 
case. He testified as to the contention of the railroads that it 
was more expensive for a carrier to handle a Pullman than a 
day coach and that, therefore, it was entitled to an additional 
charge for the service. He also referred to the fact that the pas- 
— capacity of a Pullman was less than that of the day 
coach. 

Senator Smith, indicating opposition to the surcharge, said 
it seemed to him that it was the imposition of a purely arbitrary 
tax. 

Mr. Bikle said it had been stated that a representative of 
the commercial travelers spoke for from 800,000 to 900,000 per- 
sons. He said the census showed approximately 130,000 travel- 
ing salesmen in the United States. He said no material demand 
for removal of the surcharge was in evidence except from the 
traveling salesmen. 

A. M. Loeb, of the National Council of Traveling Salesmen’s 
Association, made a brief statement in support of the bill, de- 
claring that the surcharge was exacted of the traveling public 
regardless of the value of the service performed. He said he 
had brought no witnesses with him. He put in the record 
speeches made by Senator Robinson, of Arkansas, and Repre- 
sentative McLaughlin, of Nebraska, against the surcharge. 
Senator Gooding thought there should be more of a presenta- 
tion in favor of the bill. Senator Smith thought the committee 
could simply take the testimony that was heard when the bill 
was before the committee at the last session of Congress. He 
said the principle remained the same. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, told the Senate committee, April 21, that the 





surcharge bill was a measure of vital importance because it in- 
volved from $37,000,000 to $40,000,000 in revenue to the railroads 
at a time when it was conceded that the railroads were not earn- 
ing the fair return prescribed by law and also the relative rights 
of users of transportation in respect to where the burden of sup- 
porting the transportation facilities of the country should rest. 
He said it was evident that if existing revenues were not ade. 
quate and $40,000,000 a year was taken from the railroads, that 
revenue would have to be made up some place. He said the 
general public was interested in who should pay for parlor and 
sleeping car service. 

Mr. Thom commented on the fact that the proponents of the 
bill had not put forth arguments in support of it that might be 
answered by the opponents. He said the Senate was asked to 
pass the bill without argument as to why it should be passed 
and that the situation was the more remarkable because the 
Senate was asked to take a different position than taken by the 
Commission after it had thoroughly investigated the matter. 

“A year ago this bill was reported out of the Senate com- 
mittee without a hearing at all,” said Mr. Thom, adding that 
hearings were held before the House interstate commerce com- 
mittee and that the committee rejected the bill. 

Mr. Thom said the Commission and the House committee, 
after investigation, decided adversely to the proposal to remove 
the surcharge. He dwelt on the legal obligation of the railroads 
to furnish adequate transportation facilities and said the use of 
parlor and sleeping cars was necessary and proper. He then 
enumerated the additional duties performed by the railroads in 
handling Pullman cars that were not required in handling 
coaches, and argued that the railroad was entitled to additional 
pay for the additional services. 

Mr. Thom said Congress had passed the Hoch-Smith resolu- 
tion directing the Commission to investigate the rate structure 
to see whether or not relief might be accorded the farmer but 
that before the Commission had concluded that investigation it 
was proposed to take away $40,000,000 of revenue from the car- 
riers, before the farmer had been relieved of anything. 

Concluding his statement in opposition to the surcharge bill, 
April 22, Mr. Thom supported by figures his contention that 
there was no spare revenue in the Western district to permit 
elimination of the $15,000,000 of revenue the western carriers 
obtained annually from the surcharge. He also made the point 
that there was no chance at the present time of legitimately 
reducing the revenues of the carriers. 


Speaking on the broad principle underlying the bill, Mr. 
Thom said, if it were passed, it would constitute a radical de- 
parture by Congress in the administration of its laws. He said 
it was a time honored and sacredly observed practice for Con- 
gress to lay down general rules for administration by the Com- 
mission. If the bill passed, he said, Congress would go directly 
into the business of rate-making and that would be a most 
dangerous and serious departure from the principle heretofore 
observed. He said, if that happened, rates would begin to be 
politically made, and he asked whether that would be in the 
public interest. He said it had been said that he was not a 
politician, but that he would guarantee that, if Congress passed 
the bill and shifted the burden involved in the surcharge from 
Pullman travelers to the farmers, he could take the stump and 


knock off the stump any member of Congress who voted for 
the bill. 


In reply to an inquiry, Mr. Thom put in the record figures 
from railroad statisticians showing that, since the increases in 
rates in 1920, there had been a reduction of about 20 per cent 
in the rates on agricultural products in the Western district. 

Senator Cummins said he wished the record to show, if 
such was the case, that the Commission had found the sur- 
charge reasonable without regard to the requirements of section 
15a as to a fair return. Mr. Thom put the Commission’s de- 
cision in the record, showing that the Commission found that 
the surcharge was not unreasonable. 

Senator Wheeler, of Montana, referred several times to the 
fact that Commissioner Campbell was the only member of the 
Commission who heard all the testimony in the surcharge case, 
as also had Examiner Keeler, and that both had recommended 
removal of the surcharge. The senator indicated that that: was 
a matter-of significance. Mr. Thom pointed out that, while 
Commissioner Campbell was the only member who heard the 
testimony, the record was available to the other members of the 
Commission and that oral argument was had before all the 
members of the Commission. 

Arthur Loeb, son of A. M. Loeb, who appeared for the com- 
mercial travelers, appeared to make a rebuttal statement. Mr. 
Loeb is now an employe of the Department of Justice. Before 
his connection with the department he was associate counsel 
for the salesmen in the surcharge case. He appeared at the 
request of Senator Watson, because he had stated that the 
department did not wish him to appear unless he was asked 
to do so. 

Mr. Loeb said it had been said that the proponents had 
not submitted anything in support of the bill. He said the 
“whole case of the travelers” was in the dissenting opinion of 
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Commissioner Campbell. He said the carriers had not answered 
the dissenting opinion. He said the surcharge was approved 
py the carriers in the same manner that the majority report of 
the Commission had approved it—by taking “surface indica- 
tions.” 

It was important, he continued, to find out whether the 
Commission had ever made a decision in the case. He then 
argued that, out of the ten commissioners who participated in 
the case, four voted for retention of the surcharge, two voted 
to retain it, but said they were willing to cut it in half, and that 
four voted against the surcharge. In other words, he argued, 
there was no majority for retention of the surcharge, and that, 
as a matter of fact, the Comniission did not come to a conclusion 
in the case. He said the Commission was in a deadlock and that 
it therefore found the surcharge not unreasonable. He argued 
that the contention that Congress, if it passed the bill, would be 


overriding a decision of the Commission was therefore without 


merit, because it had made no decision. 

Mr. Loeb said the National Council of Traveling Salesmen’s 
Associations had not joined in the petition of other travelers’ 
organizations for a 50 per cent reduction in the surcharge be- 
cause it did not wish to take the position that half a loaf was 
better than none. He asserted that the Commission disregarded 
the evidence in the case and disregarded evidence of one of its 
statisticians, Mr. Elmore, who testified that operation of Pull- 
man cars cost 3% cents a car-mile less than operation of day 
coaches. He declared that, in the hearing before the Senate 
committee, the members of that committee had heard more 
argument and received more data than any member of the Com- 
mission other than Mr. Campbell, and argued from that state- 
ment that the committee was in position to pass on the case. 
He said the committee was in a better position to analyze the 
case than the four commissioners who voted for retention of 
the surcharge. 

As to enactment of the bill being an invasion of the rate- 
making functions of the Commission, Mr. Loeb argued that gen- 
eral principles were involved that justified Congress taking a 
hand in the matter. He took no objection to the declaration 
that Congress should not go into the business of making rates, 
but he said that that principle did not apply to the matter be- 
fore the committee because the surcharge was not a rate. He 
said it was first instituted by former Director General McAdoo 
to discourage travel and later taken off by the Railroad Ad- 
ministration. The Commission, he said, restored it in 1920 with- 
out hearing evidence to help meet wage increases granted by 
the Labor Board. He also argued that another principle in- 
volved was whether one class of passengers should pay more 
than another class and that that was a question of policy to be 
determined by the Congress. ° 

Senator Cummins remarked it was his belief, as the result 
of an investigation he had made some time ago, that the rail- 
roads, in the adjustment of their rates, compelled shippers to 
bear part of the burden of maintaining the passenger service. 
He said he did not believe that passengers were paying what 
they should for the service they received. 

Senator Wheeler asked whether it was not true that the 
railroads used their passenger train service as an advertising 
proposition to get freight. Senator Cummins said that, in a 
measure, that probably was true. 

Mr. Loeb said if all passenger rates were increased for all 
classes of travel there would not be the objection that only a 
part of the traveling public was forced to pay higher rates. 
He said the passenger traffic most profitable to the carriers 
was penalized by imposition of the surcharge. He contended 
the railroads were losing more than they were making by col- 
lection of the surcharge. He said the Commission had adopted 
the wrong view on the record and that Congress should correct 
the mistake. He said that, if there ever: was a case not properly 


POSITIONS WANTED OR OPEN 


POSITION WANTED—College man, I. C. S. graduate in traffic 
management, 23 years old, married, 2 years’ claim experience, desires 
position in industrial or railroad traffic department. Al references, 
Address O. R. G. 921, care Traffic World, Chicago, Illinois. 


POSITION WANTED—Young College man, traffic graduate, wishes 
position with: carrier or industrial concern. Sales training and ex- 
perience. Will go anywhere, Illinois territory preferred. Address 

E. N. 919, care Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic Man, LL.B., age 27 years, now em- 
Ployed, wants larger field of development, legal and technical traffic 
training as well as ten years industrial traffic experience. Address 
I. M. O. 917, care Traffic World, Chicago, Ill. 

















FOR SALE—Audit and traffic bureau doing business in Chicago 
ten years, with tariff file and furniture. May be bought separately. 
Address H. E. 923, care Traffic World, Chicago, Ill. 


FOR SALE—Several cars newly manufactured oak railroad ties. 
Also several cars switch timbers and 3 inch plank. Ready for im- 
mediate shipment. L. E. Pearson, Edwardsburg, Mich. 
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judged on the evidence, it was the surcharge case. He then 
argued that the Commission had not made a decision, but had 
simply allowed the surcharge to remain. He said traveling 
salesmen were making but little above their expenses. 

Mr. Loeb had mentioned the Hoch-Smith resolution as an 
illustration of Congress telling the Commission what to do. 
Senator Cummins asked if he believed that the resolution an- 
nounced a sound principle? He said the resolution might be- 
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This is the season when it is easiest to discontinue study. But the 
other fellows failure to continue self-improvement is your opportunity. 

Some can’t resist that first breath of Spring air. It’s.a safe bet, 
however, that the man who can resist the temptation of Spring is also 
the one who can weather a blizzard. Business needs men who can stick 


ANE EIANCED ey 


CA Single Subject. Well Taught! 


We teach, by actual practice, traffic management and traffic law, 
and nothing else. The comprehensive text material includes every practical 
form used by the foremost traffic men in their daily work. It is the 
one course that really helps you to become an executive type traffic man 
—a big pay man. 

We conduct both resident classrooms and instruction by mail. Both 
are thorough and complete. Write us for free catalog, specifying your 
experience, etc., gad wpetes you are interested in Traffic Management 


Traffic Law ing. Department 8-D 
COLLEGE OF ADVANCED TRAFFIC, 608 8S. Dearborn St., CHICAGO 



































































































































































1144 


come very pertinent in the consideration of the surcharge bill 
and that, personally, he believed it did announce sound doctrine. 
Mr. Loeb said he had not studied the resolution and was not 
prepared to give an opinion on it. Senator Cummins said the 
resolution was a direction to the Commission and that it an- 
nounced, probably, a new policy. 

Senator Wheeler thought Mr. Elmore, the Commission stat- 
istician, should be called as a witness, but Mr. Loeb said he 


would put his figures in the record. The hearing was continued 
the following day. 


REDUCED INTEREST BILL 


Passage of the reduced interest bill will afford relief to the 
stockholders of the Chicago, Milwaukee & St. Paul, according to 
the favorable report of the Senate interstate commerce commit- 
tee, submitted to the Senate by Senator Gooding, who introduced 
the measure. In part, the report was as follows: 


The bill is a step to insure adequate transportation for the regions 
served by the railroads affected by the bill. 

Briefly stated, the bill provides that railroads now owing the gov- 
ernment on indebtedness incurred during the federal control may, 
with the consent of the Secretary of the Treasury and the approval 
of the Interstate Commerce Commission, pay that indebtedness within 
thirty years through a reduction in the rate of interest to not less 
than 4% per cent and an application, to the discharge of the princi- 
Pal, of not less than the balance of the 6 per cent now paid to the 
government. 

The procedure contemplates an investigation by the Interstate 
Commerce Commission of each carrier applying for an extension and 
reduction of interest, to the end that if the Interstate Commerce 
Commission shall find and certify to the Secretary of the Treasury 
that such extension and reduction should be granted to enable or aid 
such carrier to properly meet the transportation needs of the public, 
then the Secretary of the Treasury is authorized to make arrange- 
ments for the extension of the time and the reduction of the interest 
as above described, and not otherwise. 

If it becomes necessary for a carrier to issue evidences of indebt- 
edness to the United States in order to effect the extension of time 
and reduction of the indebtedness, authority is given, similar to that 
which was previously given under the transportation act, to issue 
such evidences of indebtedness (but only to the United States), with- 
out the approval of any authority, state or federal. 


The committee held several hearings and questioned bond and 
stockholding interests concerned in the passage of this act, railroad 
executives, reorganization managers representing railroads in receiv- 
ers’ hands, and undergoing reorganization. It is the opinion of this 
committee that the general trend of this testimony shows necessity 
of the government's granting relief of this character in order to sus- 
tain the financial credit of the carriers affected by this act; that it is 
also an act of justice in fulfillment of President Wilson’s promise to 
the investors when their properties were taken under federal control. 

pitied this bill favorably the committee has in mind three 
results: 


1. To aid or enable carriers affected to provide for the transpor- 
tation needs of the public. 


2, To insure that such benefits as come from the bill inure to the 

railroads’ security holders; and 

To restore and maintain the credit of such carriers as are 
unable to meet the early maturities of their obligations to the gov- 
ernment. 

The number of railroads owing the government on February 28, 
1926, was fifty-one. The amount which they owed was $301,155,592.86, 
as will be seen in detail from Appendix A hereto attached. 

On January 1, 1918, the railways of the United States were taken 
over by the government as a war measure and operated by the gov- 
ernment until March 1, 1920. 

At the time the roads were taken over under the proclamation of 
President Wilson he said in justification of the act: 


“Investors in railway securities can rest assured that their rights 
and interests will be as scrupulously looked after by the government 
as they could be ~ the directors of the several railway companies.” 

The money which was loaned by the government to meet the 
necessities of these roads at the time they were turned back to their 
owners was either raised by taxation or by the sale of bonds. The 
money raised by the sale of bonds cost the government not to exceed 
4% = cent. 

or the fiscal years ending June 30, 1921, to June 30, 1925, four 
years, the government has received from the railroads, as interest at 
6 per cent on their indebtedness, $40,635,092.10 in excess of the cost 
of the money reckoned at 4% per cent. 

The committee on interstate commerce of the Senate, having 
been advised that the Interstate Commerce Commission is now making 
investigation of the conditions that have existed on the Chicago, Mil- 
waukee & St. Paul Railroad for some years past, requested the chair- 
man_of the Interstate Commerce Commission, Mr. Eastman, and Com- 
missioner Cox, who has charge of the investigation of the Chicago, 
Milwaukee & St. Paul for the Interstate Commerce Commission, to 
appear before the committee and advise the committee of the nature 
of this investigation. Both Mr. Eastman, of the Interstate Commerce 
Commission, and Commissioner Cox assured the committee that its 
investigation of the Chicago, Milwaukee & St. Paul would be thorough 
and searching in every respect. 

This committee has paid special attention to the effect of the 
passage of this bill upon that company. In view of the statement of 
Chairman Eastman of the Interstate Commerce Commission (hearings, 
p. 94), “* * * I do not anticipate that the Commission will desire 
to pass upon any plan of reorganization until all the facts developed 
by this investigation are before it,’’ it is impossible to forecast the 
exact form which the reorganization of the Chicago, Milwaukee & St. 
Paul will take. 

However, the committee finds that the present so-called ‘‘modified 
Plan of reorganization”’ calls for the raising of $70,000,000 from the 
stockholders of this property by an assessment of $28 on each share 
of preferred stock and $32 on each share of common stock. This 
“modified plan’’ expressly affords the stockholders an opportunity to 
be relieved of $55,000,000 of this assessment in case legislation of this 
character is passed. Under this plan it is agreed that if this legisla- 
tion is enacted the cash to be raised from the stockholders will be 
reduced by substantially $55,000,000. 

The small stockholders of this property will, in the opinion of 
this-committee, benefit in another way. Under the so-called ‘‘modo- 
fled plan,” commissions in stock and cash are provided for the bank- 
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ers underwriting this $70,000,000 of assessment. It has been repeat- 
edly testified that if this assessment be reduced by the $55,000,000 
which the Chicago, Milwaukee & St. Paul owes to the government, 
no underwriting fees at all would be necessary. It therefore is obvi- 
ous that the passage of this bill is the best assurance of relief to the 
stockholders of the Chicago, Milwaukee & St. Paul from very large 
and onerous assessments, and will remove all justification for com- 
missions, in cash and stock, incident to an underwriting which this 
refunding will make unnecessary. 


Senator Smith, of South Carolina, a member of the com- 
mittee, in remarks in the Senate after the bill had been reported, 
said he was not saying that what was proposed was not proper 
legislation but that if the rate of interest were reduced to 4% 
per cent the loss to the government would be $6,000,000 annually. 
He said he wished to call attention to the attitude of the govern- 
ment and financiers toward the railroads and to the farmers. 
He said he had introduced a bill providing for relief to farmers 
who had borrowed from federal land banks and who were un- 
able to meet their obligations because of adverse agricultural 
conditions. : 

“The bill for relief of the railroads will not pass this body 
until recognition is given to the claims of those whom the gov- 
ernment recognizes as constituting the vast unorganized army 
upon whose aggregate production the whole superstructure of 
America stands,” said he. 

Senator Smith said if the committee on banking and cur- 
rency did not report out his bill for relief of the farmers, or even 
if it did, he would add to the railroad relief bill his proposal for 
relief to the farmers. 


ALASKA RAILROAD PASSES 
President Coolidge has signed H. R. 6117, authorizing the 
government owned and operated Alaska Railroad to issue and 


interchange railroad passes. (See Traffic World, March 27, p. 
$48.) 


ALASKA RAILROAD EXTENSION 


President Coolidge has signed H. R. 6578, an act to extend 
the time for the completion of the Alaska Anthracite Railroad 
Company’s line in Alaska. 





LABOR BOARD APPOINTMENTS 


The Senate late April 16 confirmed the nominations of Chair- 
man Hooper, Samuel Higgins and W. L. McMenimen, for reap- 
pointment as members of the Railroad Labor Board. 


REDUCED POSTAL RATES 


Senator Phipps, of Colorado, has reported from the com- 
mittee on post offices and post roads, S. 949, with amendments, 
to reduce the rate of postage on farm products. The bill, as 
reported, provides that, under such regulations as the Postmas- 
ter-General may make, the rate of postage on farm products 
mailed directly from farm, garden or orchard or grove for delivery 
at the post office from which such route starts, or on such route, 
shall be one-half the regular rate otherwise applicable for serv- 
ice on such route. The provisions of the bill would expire on 
June 30, 1929, unless otherwise provided by law. 

Senator Trammell, of Florida, has introduced a bill (S. 4019) 
providing for a reduction of 25 per cent in parcel post rates on 
products of the farm, orchard and grove when mailed by the 
producer of the products, and for a reduction of 50 per cent 
when such products are mailed at a point on a local rural route 
for delivery only upon such route. 





CHAMBER OF COMMERCE MEETING 


Among the questions received by the Chamber of Commerce 
of the United States for consideration at its annual meeting in 
Washington, May 11-13, are the following: 


The Chicago Association of Commerce proposes a declaration 
that any bill having for its purpose the appointment of members 
on the Interstate Commerce Commission from designated sections 
of the United States is wrong in principle, will tend to weaken 
the Commission, and will be detrimental to the public interest. 
(The text of the association’s resolution was published in The 
Traffic World, April 3, p. 920.) . : 

The National Aeronautic Association proposes a declaration 
indorsing federal legislation for a civil bureau of aeronautics In 
the Department of Commerce, ratification of the International Air 
Navigation Convention, establishment of adequate landing fields 
by municipalities and states, further development of the air mail, 
and increased appropriations by the federal government for 
aeronautics. 

The Norristown Chamber of Commerce of Pennsylvania pro- 
poses a declaration that motor trucks operating as common Car- 
riers should be placed under the supervision of the Interstate 
Commerce Commission. 


NORTHWEST BOARD MEETING 


The Northwest Shippers’ Advisory Board will hold its fif- 
teenth formal meeting in the House of Representatives, St. Paul, 
Minn., April 27. Ralph Budd, president of the Great Northern, 
will be the speaker. Besides the regular reports, there will be 
reports on the grain situation at Buffalo, on freight stations, and 
on freight claim prevention. 
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8.8. ““West Keats,” 
in background, dis- 
charging lumber 
directly into cars. 





Pacific Coast Mills establish 
large Eastern distributing 
center at the Marine Terminal 
of Wilmington, Delaware 


A day or two before the S.S. “West Keats” arrived at the 
Port of Wilmington, with its first shipment of 4,000,000 
feet of Gray’s Harbor lumber, the Chicago Journal of 
Commerce announced this new development in lumber- 
distributing methods as follows: 


“The steamer ‘West Keats’ is expected to arrive at the Wil- 
mington Marine Terminal before the close of the week with 
a cargo of lumber from Gray’s Harbor, Wash. Lumbermen are 
watching for the arrival of this cargo with considerable interest. 


“The shipment, which is approximately 4,000,000 feet is the 
first under an agreement effected in October, 1924, between the 
byard of harbor commissioners and a number of mills in Wash- 
ington and Oregon operating as the Eastern Terminal Lum- 
ber broad and represented by W. H. Abel, of Montesano, 
Was 


“Until the present time there has been in this district no 
large distributing center for Douglas fir, spruce and hemlock 
lumber originating on the Pacific Coast. It is now considered 
certain that with the facilities for handling lumber economically 
at the Wilmington Terminal will result in the development of a 
large volume of business. It is expected that shipments of 
coast lumber for the interior as far west as Ohio will be handled 
through the Terminal.” : 


We are ready to render a similar service to other indus- 
tries, and cordially invite correspondence. 


Board of Harbor Commissioners 
Post Office Box 974 
Wilmington Delaware 


This view of our 
Open Storage Yard 
shows the begin- 
ning of a huge 
 egry —4 aye | 
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on the Delaware 
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Save Time! 


Thereby Saving Money 


Ship Via 


Port of Houston || 


r OE ae 


ET the advantage of FIFTY MILES 
MORE of water rates. 





Get the advantage of ADE- 

QUATE FREIGHT AND PACKAGE 

CAR SERVICE OVER SEVENTEEN 

RAILROADS which touch the sea at The 

Port of Houston and penetrate throughout 

Texas and to points in Louisiana, Arkan- 

sas, Oklahoma, Arizona, New Mexico, 

Colorado and other adjacent States of the 
Great Southwest Empire. 


Speed : Economy 


The two factors which contribute to the 
growth of the Port of Houston. 


Send for 


“PORT HOUSTON” 


The official organ of the Port Commis- 
sion. It tells the story of Port Houston 
in picture and text. IT IS FREE. 


x kk 


Address 


The Director of the Port | 


5th Floor Courthouse 
HOUSTON TEXAS 
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''~ DOLLAR LINE SALE OPPOSED 
The Traffic World Washington Bureau 


By adopting this week, without discussion or a roll call, a 
resolution calling, in effect, on the Shipping Board to reject 
the bid of R. Stanley Dollar, president of the Admiral Oriental 
Line, for the American Oriental Mail Line, the Senate put before 
the Shipping Board the question of the legal effect of such, a 
resolution on the board. The bid of Mr. Dollar for the line was 
accepted last week by the board and the contract of sale was 
being executed when the Senate passed the resolution. Mr. 
Dollar had signed the contract, but board officials had not done 
so. When the board received notice of the action of the Sen- 
ate, it ordered that the execution of the contract be held up 
pending determination of the legal effect of the resolution. 

Chauncey G. Parker, general counsel of the board, advised 
that the resolution did not have the effect of law and that the 
board, having accepted the Dollar bid, was bound to execute 
the contract of sale. The board also asked the Attorney-General 
for a ruling as to the legal effect of the resolution. 

A move for reconsideration by the Senate of adoption of 
the resolution was made by Senator Shortridge, of California. 

Senator Dill, of Washington, delivered a speech in the Sen- 
ate in support of the resolution the day after it was adopted, 
and Senator Shortridge gave notice that he would ask for re- 
consideration. Senator McNary said he would undertake to 
show that the sale “was an unconscionable one, and that it was 
against the interests of the American people, and was destructive 
of the American merchant marine.” 


The resolution which the Senate approved on motion of 
Senator McNary follows: 


Whereas the American-Oriental Mail Line, consisting of five 
President type Shipping Board vessels operated between Puget 
Sound and the Orient, representing an original cost in excess of 
$31,000,000 and constituting the only -American passenger-cargo 
line in the Pacific Ocean north of San Francisco, is proposed to be 
sold by the United States Shipping Board to R. Stanley Dollar for 
$4,500,000; and 

Whereas confirmation of the proposed sale to Mr. Dollar 
would place in the hands of one concern the trans-Pacific shipping 
of San Francisco and the Pacific Northwest, the same interest 
having already purchased the service from San Francisco, thus 
establishing by government action a monopoly in the Pacific; and 

Whereas the president of the United States Shipping Board 
Emergency Fleet Corporation after examination of proposals sub- 
mitted to the board recommended that the board reject all bids 
because (a) the price offered is inadequate in comparison with 
former sales and in view of large actual profits in recent opera- 
tions, (b) the terms upon which the ships are proposed to be sold 
do not protect the public interest, and (c) the interests of the 
Dollar Steamship Company rests in California and the bid is gen- 
erally disadvantageous to the Pacific Northwest and particularly 
to the port of Seattle; and 

Whereas it is understood that the United States Shipping 
Board at the time it voted to sell the ships to the Dollar Steam- 
ship Company had a supplemental bid of another bidder offering 
a higher price, which bid remained unopened; and 

Whereas the assets of the United States Shipping Board are 
threatened with dissipation and it is reported that a substantially 
higher price could be obtained if new bids were invited: Now, 
therefore, -be it 

Resolved, That it is the sense of the Senate that the bid of 
R. Stanley Dollar and all other bids for the purchase of the ves- 
sels of the American-Oriental Mail Line be rejected; and that 
the United States Shipping Board should, in order to carry out 
the provision of section 7 of the merchant marine act of 1920 that 
“preference in the sale or assignment of vessels for operation on 
such steamship lines shall be given to persons who are citizens 
of the United States who have the support, financial and other- 
wise, of the domestic communities primarily interested in such 
lines,” should either call for new bids in respect of the sale of 
such vessels or should reassign such vessels for operation to per- 
sons who are representative of and have the support, financial 
and otherwise, of the shipping and other interests of the Pacific 


Northwest. 

An identical resolution was introduced in the House by 
Representative Crumpacker, of Oregon, and referred to the 
merchant marine committee. 


Action will be deferred by the Shipping Board until 
after a hearing on the matter before the Senate commerce com- 
mittee, May 5. Representatives of Portland and Seattle and 
Chairman O’Connor, of the board, will appear as witnesses under 
afrangements made by Senator McNary. Attorney-General Sar- 
gent advised the board April 22 that the McNary resolution re- 
questing rejection of the Dollar bid was without legal effect on 
the board. 

Chairman O’Connor, of the Shipping Board, has made public 
a telegram from the Seattle Chamber of Commerce approving 
the sale of the American Oriental Mail Line to R. Stanley Dollar, 
president of the Admiral Oriental Line. The message follows: 


At special meeting tffis afternoon trustees of Seattle Chamber 
of Commerce unanimously indorsed sale by Shipping Board five 
government-owned ships, President-type, operating from this port 
te Orient to Admiral Oriental Line. We urge that Shipping Board 
proceed with consummation of this sale in accordance with board’s 
announced decision reached April 13. 


The board sold the tanker Tuxpanoil to the Oil Transport 
Company. 
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It had received three bids for the tanker, of 10,250 dead- 
weight tons. The Oil Transport Co., of Baltimore, bid $166,562, 
and the Standard Oil Co., of New Jersey, bid $163,000, each offer 
conditioned on promise to convert the tanker to Diesel engine 
propulsion. C. D. Mallory & Co., of New York, bid $312,625 for 
the tanker without promise to convert it to such propulsion. 
The bids were referred to President Crowley, of the Fleet Cor- 
poration. 

President Crowley, of the Fleet Corporation, has been in- 
structed by the Shipping Board to advertise for bids for the 
Oregon-Oriental Line, which operates eleven cargo vessels be- 
tween Portland, Ore., and Chinese ports. The Columbia Pacific 


ouinarae Company of Portland is the managing operator of the 
ne. 


WITHDRAW FROM CONFERENCE 


The Tampa Interocean Steamship Company, managing oper- 
ator of the Gulf-West Mediterranean line, and the United Gulf 
Steamship Company, managing operator of the American Premier 
line, Shipping Board services between Gulf and Mediterranean 
ports, have notified the Gulf-Mediterranean ocean rate confer- 
ence of their withdrawal from the conference. The lines with- 
drew because the conference refused to approve reductions in 
rates which the two Shipping Board lines wished to make effec- 
tive to meet non-conference line competition. They proposed 
a reduction in the rate on lumber which the conference re- 
fused to approve. 


ALLOCATION OF PALMETTO LINE 


Approving a recommendation of President Crowley, of the 
Fleet Corporation, the Shipping Board, April 20, allocated the 
American Palmetto Line to E. S. Trosdal, of Savannah, Ga., as 
managing operator. The Carolina Company, the present oper- 
ator, asked to be relieved as operator by April 30. The board 
rejected an offer of Mr. Trosdal for the line at the rate of $6.50 
a deadweight ton for the five ships operated in the service. 


SHIP CHARTER MARKET STEADIER 


The Trafic World New York Burean 


Further improvement in the ocean freight situation has been 
noted in the last few days, due to gradual elimination of surplus 
vessels and a better demand for cargo space. Rates are still 
low, and forwarders are warning their customers that current 
requirements should be covered at existing levels, as any increase 
in demand will undoubtedly result in higher tariffs. Shipowners 
are already indicating a reluctance to close their vessels at 
the present rates and are beginning to ask, though without 
marked success, for advances. 

Greater activity in both grain and coal have been noted. 
The prevailing level of rates has been around 12% cents a 
100 pounds from Montreal to Antwerp-Hamburg range for heavy 
grain, and 15% cents to the Mediterranean, corresponding with 
8 to 81% cents from Atlantic Coast ports where regular lines are 
available with parcel space. Uncertainty as to the date of open- 
ing the St. Lawrence to navigation has been a deterrent factor 
in the volume of. business, and another repressing element 
has been the comparatively high price for grain. In view of the 
disappointing Argentine crop, foreign purchasers have had to 
turn to this market. 

Improvement has also been noted in the coal trade. The 
possibility of a mine strike in the United Kingdom and advanc- 
ing prices for coal have created a better market for the Amer- 
ican product in South America and the Mediterranean. Several 
steamers have been fixed for Rio de Janeiro at $3.20 to $3.45, 
with indications that a rate of $4 will soon be reached. Fixtures 
have been reported to West Italy at $2.45 and $2.50 a ton. 

The sugar market was quiet but stronger, due to the dimin- 
ished volume of vessel space offered. The strike of railway 
employees and longshoremen has affected the movement of 
the crop. 

More interest has been shown in the Gulf grain situation, 
but activity has been restricted by the difference between the 
rates offered by shippers and those demanded by owners. Ton- 
nage is offered for August at 3s 6d to the United Kingdom and 
4s to the Mediterranean. This would make the basis to the 
Continent about 15% cents. 

All rates in the weight list, including those on copper, have 
been extended by the Trans-Atlantic United Kingdom Conference 
until August 31. Changes adopted at the last meeting in 
Montreal include: dried fruit and canned goods until December 
31, boxed, strapped or wired on two ends or cross strapped, 
50 cents per 100 pounds; same in boxes with single strap or 
wire, 55 cents; same not strapped or wired 60 cents. Ground 
carbon in bags, 50 cents; cement in bags/or barrels $7 per 2,240 
pounds; wooden or steel furniture, invoice value not exceeding 
$100 per 40 cubic feet and not household or personal effects, 
now 30.cents per cubic foot or 60 cents per 100 pounds. Cotton 
piece goods in cases, 40 cents per cubic foot until August 31; 


R 


Bureats 


been 
irplus 
» still 
irrent 
rease 
wners 
Is at 
thout 


10ted. 
nts a 
heavy 
with 
iS are 
open- 
factor 
2ment 
of the 
ad to 


The 
lvanc- 
A mer- 
>veral 

$3.45, 
<tures 


limin- 
ilway 
nt of 


ation, 
m the 

Ton- 
n and 
o the 


_ have 
rence 
ng in 
amber 
upped, 
ap or 
round 
» 2,240 
>eding 
ffects, 
Yotton 
sa 31; 


April 24, 1926 


THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 

—Stores automobiles and general merchandise. 

—Distributes pool cars without carting charges and makes 
local deliveries. 

—Issues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit privileges. 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. 

—Conducts only Bonded Warehouse in Buffalo. 


Western Distributing Warehouse at Peoria, III. 
For information and prices, write 


J. E. WILSON, Traffic Manager 


LeBCET EE CO her. 


680 Seneca Street BUFFALO, N. Y. 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse {fully 
equipped and centrally located in fhe 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°<2"«" 


United American 


Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
to 


Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 


From From 
New York Baltimore Savannah 

Eastern Knight Apr. 23 
Monticello May 7 
Montpelier May 21 
June 4 

June 18 

July 2 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 6, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of 

LOS ro gp Pn yr iterated 
with which excellent connections are made. 


: Joint Service with 
HAMBURG-AMERICAN LINE 


Passenger and Cargo Steamers 


NEW YORK TO HAMBURG 


+Hamburg 

*Westphalia 

tAlbert Ballin olute 
Reliance +Cleveland 


¢Refrigerator accommodations. *Via Boston 
Steamers sail from Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 
Legie—(via Baltimore and Hampton Roads) 


BALTIMORE TO BREMEN AND HAMBURG 
Legie—(via Hampton Roads) 


NORFOLK AND NEWPORT NEWS TO BREMEN 


NEW ORLEANS TO BREMEN AND HAMBURG 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through Bills of Lading via Hamburg issued to all Scandinavian 
and Baltic Ports, also to Mediterranean, Levant, 
Black Sea ult y African Ports. 


General Offices : 39 [BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO 327 S. La Salle St., Phone Wabash 6683 
BRANCH OFFICES: 


PITTSBURGH 4038 Jenkins Areade Bidg 
CLEVE 1003 Rockefeller Bids: 
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same in bales or rolls from May 1 to August 31, 50 cents per 
100 pounds; manufactured tobacco in cases 40 cents per. cubic 
foot or 75 cents per 100 pounds, ship’s option; tobacco n. o. s. 
which is to be delivered to the warehouse at ship’s expense but 
at owner’s risk will be 65 cents per 100 pounds until June 30. 

Tariffs to French Atlantic ports have been extended until 
Septembér 30. Rates to Antwerp, Amsterdam, Rotterdam, 
Bremen and Hamburg have been revised as follows by the Trans- 
Atlantic Continental Conference: 


Antwerp, Bremen 
Amsterdam, and 
Rotterdam Hamburg 
Cents Cents 
Canned goods, not including condensed and 

evaporated milk, in boxes, strapped or 

EE EEE CEEOL. (ED c, wtie bie -d die ae 6:0-atre 6.4.8.8 27% 30 
Same, not strapped or wired, June 30-De- 

TT i's uo diy ao ¢ 0-49 Sch 6.6.9 0 «6:6 oe 4 6-8'o.0 32% 35 
Dried fruits in boxes, strapped or wired, 

ES Oe) eas 3714 40 
Same, strapped or wired, June 30 to De- 

TE, eS Sok. 6 Wb ab bss 00.6 FUSS S 4 37% 40 
Same, not strapped, June 30 to December 31.. 421% 45 
Dried fruit in bags, July 1 to December 31... 871% 40 
Apricot kernels, to December 31............. 55 60 
Solid asphalt in barrels or drums............ 25 27% 
Liquid or semi-solid asphalt in barrels or 

I ahi éticia Ga dino 0s 6 cs ks ae Ure 35 387% 
New or old boflera, cu. ft... ics cdvccc wees c die 2216 25 


The Canadian Government Merchant Marine announces that 
effective on May 1 the rate on canned goods from San Fran- 
cisco to Montreal and Halifax will be increased from 65 to 75 
cents per 100 pounds on carload minimum lots of 36,000 pounds. 
On less than carload lots the rate will be $1 per 100 pounds. 

Canadian shipping companies are contemplating a request 
to the government to reimpose tonnage dues against all ships 
entering the ports of Eastern Canada except British and Amer- 
ican Vessels, as a means of preventing unfair competition which 
it is claimed now exist on the part of a number of foreign lines. 
It fs, Pointed out that Canada has no commercial treaties with 
several maritime nations which would prevent practices of the 
kind alleged. 


CONTROL OF INTERCOASTAL RATES 
The Trafic World New York Bureau 


A movement to place intercoastal steamship rates under 
the control of the Shipping Board, in the same manner that the 
Interstate Commerce Commission controls railroad rates, has 
been launched by the Williams Steamship Line, one of the inde- 
pendent: companies that does not conform to the U. S. Inter- 
coastal Conference. Letters have been sent to members of the 
Shipping Board and to members of the House merchant marine 
committee urging legislation to confer this’ authority on 
the board. 

A letter has been sent to Chairman T. V. O’Connor by 
H. Robert Burney, of the Williams Line, specifying the changes 
that should be made in the law to remedy what he calls the 
“chaotic condition” in the coastal trade. While a majority of 
the steamship lines oppose this plan, it is understood that it 
has considerable support among the independents. The letter 
reads: 


In connection with the chaotic condition of the United States 
Intercoastal trade. we believe that certain sections of the Shipping 
Act of 1916 should be amended to make them practically the same 
as similar provisions of the Interstate Commerce Act governing 
railroads. 

Section 18 of the U. S. shipping act reads as follows: 

(Paragraph 2.) “Every such carrier shall file with the Board 
and keep. open to public inspection, in the form and manner, and 
within the time prescribed by the Board the maximum rates, fares, 
and charges for or in connection with transportation between 
points on its own route, etc.” 

We.believe this paragraph should be amended to exclude the 
word “maximum” and thus make it similar to section 6, sub- 
division 1 of the Interstate Commerce Act. 

Section 18, paragraph 3 of the U. S. shipping act reads as 
follows: 

“No such carrier shall demand, charge, or collect a greater 
compensation for such transportation than the rates, fares, and 
charges filed.in.,compliance with this section, except with the 
approval, of the Board, etc.’ 

This paragraph should be amended to read: 

“No such. carrier shall demand, charge, collect or receive 
a greater or less, or different compensation for such transportation 
of passengers or property, or for any service in connection there- 
with, than. the rates, fares and charges which are specified in the 
tariff ,file.in effect at the time.” 

uch,.amendment would make this paragraph similar to sec- 
tion.6, sub-division 7 of the interstate commerce act. 
on 18, paragraph 4, reads as follows: . 

“Whenever. the Board finds that any rate, fare, charge, classi- 
fication,.tariff, regulation, or practice, demanded charged, collected 
or observed by such carrier is unjust or unreasonable, it may de- 
termine, prescribe and order enforced a just and reasonable max- 
imum rate, fare or charge, or a just and reasonable classification, 
tariff, regulation or practice.” 

This paragraph should be amended by omitting the word 
“maximum” therefrom, and thus be made similar to section 15, 
paragraph 1, of the Interstate Commerce Act. 

This paragraph might further be enlarged by adding further 
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of the language now contained in said section 15, paragraph 1, of 
the said Interstate Commerce Act. 

There should also be added another paragraph similar to 
Section 15, paragraph 7, of the Interstate Commerce Act which 
would give the power to the Board to suspend any new rates pend- 
ing a hearing and determination of their reasonableness. 

A further paragraph should be added, in our opinion, similar 
to section 10, paragraph 1, through 4 of the Interstate Com- 
merce Act, which would make the charging of rates other than 
those fixed by the Shipping Board a misdemeanor, punishable 
either by fine, or by fine and/or imprisonment. 

We believe that this legislation is absolutely necessary to the 
proper functioning of the regulatory powers of the United States 
Shipping Board, and we are asking nothing new, just a slight 
amendment of existing powers and a slight addition to make these 
powers conform to those now exercised by the body having sim- 
ilar jurisdiction for land transportation. 

We should very much appreciate an expression of your 
opinion as to whether you are in accord with these recommen- 
dations, and if so, whether you feel that the Board is in a 
position to procure same from Congress. 

We feel that the great majority of the lines in the U. §, 
Intercoastal trade are now reconciled to the necessity of regu- 
lation, and prefér your body to procure same, and we further 
believe that in view of the powers and machinery already created 
in your body by the Shipping Act of 1916 and the additional 
pattern of similar functioning by the Interstate Commerce Com- 
mission, it should not be difficult to procure this legislation at the 
present time in view of 

1. The chaotic condition of the greater portion of the Amer- 
pow Merchant Marine now concentrated in the U. S. Intercoastal 
trade; 

2. The persistent demands of the President of the United 
States and the U. S. Chamber of Commerce that the Board pay 
most of its attention to regulatory functions; and 

3. The recent recommendations of a number of public bodies 
and several Interstate Commerce Commissioners that a proper 
domestic rate structure necessitates an application of regulation 
to the U. S. Intercoastal trade. 


HILL ON MERCHANT MARINE 


Commissioner Hill, of the Shipping Board, in an address, 
April 21, before the Mississippi Valley Foreign Trade Conference 
at St. Louis, discussed the need for an American merchant 
marine in connection with development of foreign trade. In 
this connection, he said, the prime necessity was transportation 
on the high seas. He said the operation of the government ship- 
ping lines was opening up and strengthening foreign markets 
for products of the United States. He spoke of the necessity of 
replacing ships in the fleet and of modernizing existing ships 
by conversion of motor propulsion. 


PANAMA CANAL TRAFFIC 


In March, 506 commercial vessels and 12 small launches 
passed through the Panama Canal, the collection of tolls aggre- 
gating $2,206,246.37, according to the Panama Canal Record, 
which says: 


The daily average number of transits for the month was 16.32, 

and the daily average tolls collection $71,168.13. The average 
amount of tolls paid by each of the commercial transits was 
4,360.10. 
, In number of transits, this is the same as for the record month 
of December, 1923, when 506 commercial vessels transited the 
Canal, paying $2,335,729.81 in tolls. The month of January, 1924, 
also exceeded the past month in tolls collection. During that 
month 476 commercial vessels transited the Canal, paying $2,216,- 
855.01. With these two exceptions, the past month was the highest 
in tolls collection since the opening of the Canal to traffic. 

Heavy shipments of crude oil from west coast ports were 
largely responsible for the record established in December, 1923. 
This trade has fallen off considerably during the past two years 
and the present heavy traffic through the Canal can be attributed 
to a general trade development, rather than to increased shipments 
of any particular commodity. Shipments of lumber from Pacific 
ports of the United States and Canada are the most important 
single factor contributing to the current growth of number of 
vessels, while the movement of general cargo is also showing a 
steady growth. 


PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster General. has 
issued the following: 

Effective at once, the following transit rates will apply with 
respect to parcels addressed for delivery in Madeira Islands: 
se 1 b~ 3 pounds, 60 cents; 4 to 7 pounds, 78 cents; 8 to 11 pounds, 

cents. 

The postage and transit charge must be prepaid by postage 
stamps affixed to parcels at time of mailing. 

The above modifies the transit rates as shown under the item 
“Madeira Islands,” on page 202 of the annual Postal Guide for 
1925 and on page 59 of the October supplement to the above- 
mentioned annual Guide. 

Effective at once, the following transit rates will apply with 
respect to parcels addressed for delivery in Middle Congo, French 
Equatorial Africa: 1 to 2 pounds, 44 cents; 3 to 11 pounds, 9% 
cents; 12 to 22 pounds, $1.77. 

The postage and transit charges must be prepaid by postage 
stamps affixed to parcels at time of mailing. 

The above modifies the item, “French Equatorial Africa,” ap- 
pearing on page 201 of the annual Postal Guide for 1925 and on 
page 47 of the October supplement to the above mentioned Guide. 
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CANADIAN BOARD HEARINGS 
The Traffic World Ottawa Bureau 


At the concluding session of the meeting of the Board of 
Railway Commissioners at Moncton, the sympathies of the Que- 
bec Board of Trade and the City of Quebec, and the support of 
Toronto, Hamilton, and other Ontario boards of trade were ex- 
pressed with the efforts of the Maritime Provinces to obtain 
differential in freight rates in favor of the Maritime. In sum- 
ming up the case for the Maritme Provinces, Colonel Ralston, 
K. C., asked that a blanket rate be applied to the Maritme Prov- 
inces so as to permit entry into Montreal, a cut in the local 
rates and a changing of the arbitraries to upper Canadian and 
central Canadian points. The last two had been altered by the 
railways without justification, he contended, and, as the rates 
stood at present, they showed discrimination against the Mari- 
time Provinces. 


In connection with rates to upper Canada and the import 
trade, particularly with the West Indies, he cited the example of 
a molasses concern in Halifax, whose business with the province 
of Quebec had been reduced to practically nothing by the in- 
crease in freight rates, in spite of the fact that there had been 
water competition, and it was almost as cheap to ship from the 
West Indies to Montreal as to Halifax. In other parts of the 
Dominion, where water competition existed, there had been a 
reduction instead of an increase in railway freight rates, he 
contended. 


Commissioner Oliver asked that the Maritime representa- 
tives present data with regard to the wheat shipments through 
Maritime Province ports. He had expected to hear it, he said, 
and he wished that all evidence purporting to show that traffic 
could be made to flow through those ports instead of through 
United States ports be presented. 


Colonel Ralston replied that he had presented the Maritime 
case with regard to wheat shipments when the board had met at 
Ottawa, and that it rested mainly on that of Quebec. If Quebec 
succeeded in securing rates low enough to induce wheat to come 
through its port over the National Transcontinental Railway, the 
Maritime Provinces felt assured that they would secure that 
justice during the winter months at least. He would ask that 
the board permit him to make a furfher statement on the wheat 
traffic at a later date. 


It was the contention of Commissioner Oliver that the rate 
on grain, no matter how low, would not bring the wheat through 
the ports of Halifax and St. John unless there were other prod- 
ucts, and’ F. F. Flintoft, K. C., C. P. R. counsel, instanced the 
equality of rates between Montreal, Portland, St. John, and Hali- 
fax as an example. Wheat did not move through the last two, 
although the rates were the same. 


When T. F. Marshall, transportation manager of the Toronto 
Board of Trade, presented the resolution regarding the differen- 
tial, there was sharp questioning by Mr. Flintoft on the conces- 
sions asked for by the Maritme Provinces, particularly the blan- 
ket rate at present in existence between Ontario points and Fort 

‘ William and North Bay. 


Objections were made by Colonel Ralston and there was a 
sharp exchange between counsel as to Mr. Marshall’s qualifica- 
tions to speak with regard to Maritime conditions. 

The Maritime Provinces were asking for a rate between St. 
John and Montreal equal to the rate between Toronto and Mon- 
treal, Mr. Flintoft said, in spite of the fact that conditions were 
altogether different and the rate to Toronto had been based on 
the water competitive rate. No such competition existed in the 
Maritime Provinces. 

With regard to a blanket rate for the Maritime, Mr. Flintoft 
declared that industrial centers affected in Ontario and Quebec 
were practically equidistant from the apex of a triangle, on the 
base of which they were situated. In the Maritime Provinces 
they were in a straight line. 


Following the questioning of Mr. Marshall, Commissioner 
Oliver called on J. R. MclIsaac, traffic manager of the British Em- 
pire Steel Corporation, for a statement regarding coal. He asked 
what the transportation rate to Montreal was but was unable to 
learn. When asked for the actual mining costs, Mr. MclIsaac 
could not give the exact figures, but said that they were sub- 
stantially higher than those in the United States. 

Commissioner Oliver asked if they were so high as. to pre- 
clude competition in upper Canada with United States coal. Mr. 
MclIsaac said they were not, but that the transportation costs 
were so high that the coal was shut out of the market. 


. Commissioner Oliver retorted: “You want us to mine the 
railways and you'll mine the coal and market it?” He suggested 
that it was not the cost of the transportation but the cost of 
mining that killed the market in upper Canada for the Maritime 
“produce. 

Among the matters taken up at St. John was the complaint 
of the Guy G. Porter Company, Ltd., of Perth, N. B., regarding 
freight rates on potatoes to eastern United States points. Mr. 
Porter presented his case in person and alleged that hardship 
was placed on the shippers in the rate charged, which was 
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greater than that from other points having an equal or longer 
rail haul. 

Evidence in the application of the Associated Shippers of 
New Brunswick for a better class of tea for handling po- 


tatoes was completed, Mr. Porter and R. 
land, being heard. 

‘A. T. Weldon and Hon. Ivan C. Rand, K. C., or Moncton, re- 
gional counsel, were present on behalf of ‘the C. N. Rys., while 
E. P. Flintoft, of Montreal, represented the Canadian Pacific 
Railway. 

That a New Brunswick industry was laboring under a big: 
disadvantage because of the freight rate from St. John to the 
Calgary and Edmonton districts and could not compete with its 
Norwegian competitors on that account, was brought to the at- 
tention of the board by Connors Bros., Limited, canners, of 
Black’s Harbor. 

Connors Bros., Ltd., applied for a review of the rates on 
canned fish from St. John to western Canadian points. The case 
was placed before the board by A. N. McLean, president-of the 
company. 

Dr. S. J. McLean asked if a direct steamer service from St. 
John to Vancouver would not solve the problem and Mr. McLean 
said it would help, but there was no such service. There was a 
service from Montreal and Halifax but when the local freight 
rate was added there was no saving over the direct haul by rail. 

E. P. Flintoft asked if the difficulty was not one of tariff. 

Mr. McLean said adjustment of the tariff was badly needed 
but he did not think there was any chance of getting it. The 
federal government had advised trying the railway companies 
for a reduction in the freight rates. 


B. Hagerman, of Hart- 


MANITOBA FIGHT FOR RATES 


In a speech in the Manitoba legislature, Attorney-General 
Craig declared that Manitoba would carry on with renewed vigor 
the fight for reduced freight rates or a readjustment of freight 
rates that would be fair and equitable to the provinces, and 
efforts would be made to secure compensation for withdrawal 
by the federal authorities of the benefits which the provinces 
enjoyed for many years from the Manitoba agreement with the 
whole Canadian Northern Railway. 

He declared that an increase in transportation costs was un- 
thinkable and inadvisable and that the onus should be placed on 
the railway companies to justify the existing rates and the in- 
creases granted since 1917. 

He devoted the greater part of his speech to a review of 
what the government had done to secure for the province the 
benefits of the Manitoba :agreement, showing how the courts had 
decided that legislation subsequently enacted by the federal 


Parliament had placed supreme control of tolls and rates in the ° 


Dominion in the hands of the Railway Commission. Replying to 
critics of the Bracken government, Mr. Craig maintained that 
everything possible had been done in this respect. 

While congratulating the Attorney-General on making the 
most comprehensive statement with regard to the Manitoba 
agreement that he had heard, Major F. G. Taylor, Conservative 
leader, announced that he would reply to it at the earliest op- 
portunity. He blamed the government for being tardy with the 
submission of returns on the question, claiming these should 
have been submitted soon after the House went into session. 


CANADIAN RAIL EARNINGS 


Earnings of the Canadian Pacific Railway for the week 
ending April 14 were $3,137,000, an increase of $392,000. .Earn- 
ings of the Canadian National for the same period were $4,436,- 
438, ari increase of $473,043. 


CANADIAN TRAFFIC REPORT 


The traffic report of railways of Canada for January, 1926, 
is as follows: 


COMPARATIVE SUMMARY, TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 








January, January, December, 
1926 1925 1925 
Tons Tons Tons 
Province 

Prince Edward Island.......... 7,768 5,490 13,322 
pS Oe Fea ee 403,584 380,285 487,545 
New Brunswick ........scseseees 268,579 244,646 198,748 
. 1,076,761 1,226,622 
3,599,453 3,879,852 
8,5 365,812 578,978 
ewan Cilabecbiaweskaaaen 418,116 299,794 1,168,307 
ho) SE Se Se ne 996,390 860,584 1,323,259 
British CER vcccewsapencas 443,874 390,907 444,817 
Pav Seiad Se 
Total for Canada........... 7,510,365 7,223,732 9,321,450 

Products 
pe | a ee eee i 2,014,643 1,559,415 3,419,075 
Giathstsk amore +0tssos ecee 259,409 ,213 286,543 
 ~ aa Ee SRE Ee ae 2,167,020 2,525,720 2,647,820 
Shea ads obese oes 1,309,479 1, 247, "330 1,049,652 
cerinsteais and Miscellaneous 1,759,814 1,615,054 1,918,360 
—eEEEEE——E —EEEeee ——— 
renee: Bete? xn kiceesc cides 7,510,365 7,223,732 9,321,450 
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‘*To Serve the Northwest’ 


ST. PAUL TERMINAL WAREHOUSE C0. 


Storage of Merchandise — Pool Car Distribution 
Licensed by and bonded to the State of Minnesota 






Treus-Shipment at Panama for South American end European Ports 
OFFICES 


2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York,N.Y. 5848 So. Spring St., Los Angeles, Cal. 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
EM.MERIDITH 0. ST. JOSEPH, MISSOURI 
pee Paks ORS , acres il 
R < Meee. con loaded wits at = as 
ery 24 hours jpmen 
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R.R.SIDING — SHORT HAUL TO ALL DEPOTS 


SOUTH BEND, IND. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY WARNER WAREHOUSE CO. 


General merchandise storage and distribution. 
Jo Prompt and i intelligent service. New York Central Siding—Free Switching—Pool Car 
References: Any jobber, banker or transportation man in the city. Distribution—Negotiable Warehouse Receipts Issued. 


DEEP WATER AND RAIL CONNECTIONS RRC A tanaRToNe sees 


DENVER, COLORADO MBERS AWA. OWA 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 


SEPW/CeE, 
Merchandise and Household Goods ee = a a ad | I NJ VN = 


Serving many large National Distributors. Write us for information and rates BLUI/LOS 8B ETTEF? EUSIN ES 


1700 Sixteenth Street, DENVER, COLORADO MERCANTILE WAREHOUSING AND DISTRIBUTING 


a. Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
‘“‘Coburn Service for Efficiency’’ 


HARTMAN’S FREIGHT RATE SERVICE 


ESTABLISHED 1908 


A SERVICE FOR TRAFFIC MANAGERS, SHIPPING DEPARTMENTS 
‘’ FREIGHT AGENTS AND FREIGHT ACCOUNTANTS 


Providing Rates from the Larger Distributing Centers to Stations of Destination Throughout the United States 





LOOSE LEAF PUBLICATIONS THAT TAKE THE PLACE OF HUNDREDS OF RAILROAD TARIFFS 
EASY TO READ AND ALWAYS UP TO DATE 





41 Park Row, New York W. J. HARTMAN, Publisher 732 Federal St., Chicago 
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Loaded 
at Sta- 
tions in 
Canada 
Commodities Tons 
WMG Sccccnccctig doors stirtirve 1,016,530 
CR ain Heeb ASE ete Ew SD 5,023 
OD coc eo OD cist o's « vic duce cos.dhin ¢ 130,703 
Nw ie te anes a aay a wwiew agin Be ah 60,260 
SE Goled gashbes dite ivr cebieneg 7,437 
I irc s cur eentevatenddcesese soars 
por ORIG 5. SiC USRT RSE ; 
rm NF SS Re es eee Oe 141,713 
Sener Mill Products............ 96,584 
Hay and Straw......0..  sse+e- 103,436 
RNR al iact bacessecesessePeee 1,861 
Apples (fresh)..........++seeeee: 18,313 
Other Fruit (fresh)............. 1,243 
PUNGOGR: . i606.0s0ess hsterccgness 42,088 
Other Fresh Vegetables......... 8,760 
Other Agricultural Products.... 60,382 
GN evant ci dowdooperesene 1,720,259 
BROPOAG 20 ccccce Heks s Sb Sea CES Se 6,148 
Cattle and Calves...........6.6- 53,573 
NE ais icing wie sieie > pA Poa e ote ag 2,300 
DOE. hs nach’ thee oF ees © 6 59 34,868 
Dressed Meat (fresh)........... 7,554 
Dressed Meats (cured or salted) 9,746 
Other Packing House Products. 3,848 
Poultry ..cccewecesccvces ERPS 452 
TERS. 6c ccc veces bee since te et sens P 765 
Butter and Cheese..........-++- 3,801 
WOOL ~ cicavccicdhvesccmeyntson eos 399 
Hides and Leather............+. 7,038 
Other Animal Products......... 2,940 
~ NRE . ne sn 133,432 
Anthracite Coal.......+.-s--e+0s 4,535 
Bituminous Coal..........-+.++: - 547,362 
Ldgnite Coal . . io. sc iec cue ceciece 205,127 
NR tar oa GUNG ds cas sok o'vna yee 38,802 
Bets COUOG. 050 ciitcein'd i Hetca o> Fo etme 835 
Other Ores and Concentrates... 239,356 
Base Bullion and Matte........ 8,016 
Clay, Gravel, Sand, Stone (crsh.) 119,094 
Slate—Dimension or Block Stone 6,503 
Crude Petroleum............ssees 3,060 
Asphaltum ......--cccecccescees . 2,469 
ee Se 9,276 
Other Mine Products........... 22,402 
GUM ccisbcccccccamelecs es cme 1,206,837 
Logs, Posts, Poles, Cordwood... 293,692 
TIS  vevacew Dace d cbaReEeWe cekbecs 1,292 
PBIWOGO ooo ccc cages cocs cs stp ee 471,086 
Lumber, Timber * "Box Shooks, 
Staves, Heading se: @ pit. « dine of 393,416 
Other Forest Products Sinewn Raed 46,422 
ie _nanehremmmemenegenmmtaink ,205,908 
Refined Petroleum and its prods. 70,982 
Dk. ead bebe tur etstctnatsboed 19,332 
Iron, pig and bloom............. 17,180 
Rails and Fastenings........... 3,154 
Bar and Sheet Iron—Structural 
Iron and Iron Pipe......... 35,930 
Castings, Machinery and Boilers 13,738 
CEL. ec cecctseees eds eces votes 20,327 
Brick and Artificial Stone...... 26,682 
Lime and Plaster............... 17,420 
Sewer Pipe and Drain Tile..... 1,795 
Agricultural Implements and 
Vehicles other than Autos.. 11,615 
Automobiles and Auto Trucks... 12,817 
Household Goods............. ese 4,390 
FIR aciemitcninen swe tuviqnpieee 3,717 
Liquor Beverages...........- i ie 13,550 
Fertilizers, all kinds....:....... 21,747 
Paper, Printed Matter, Books. 129,205 
Rn ee eee ee 132,733 
Fish (fresh, frozen, cured, ete.). 13, 1 


Canned Meats RR Re TS 
Canned Goods (all canned Food 
Products other than Meat).. 9,682 


Other Manufactures & Miscel.. 219,541 

SOE 1000-6 8 pebwceswese ce 185,239 
BE oSinseecsivivgs debe -- 984,598 
GRAND TOTAL....:........ 5,251,034 
*Decrease. 
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-——Total Freight Originated———__, 


Cumulative Total 


Connections Destined to Increase 
Canadian Foreign For To Over 
Points Points Month Date 1925 
Tons Torts Tons Tons Tons 
485 4,441 ONO ss 3006 eves 400,170 
31,846 29,229 ___, SSS a a 3,075 
1,251 30,335 Dl ae cia Bn 14,997 
21 900 Raia aetcage egrta *9,419 
ai 818 | gets ene *9,702 
44 35  \ ee eee *3,691 
810 1,051 Meee cl 5 2655 ee ee *718 
1,733 37,331 jy RA ater Sear *19,117 
4,192 50,115 MS ie 14,389 
254 686 i 3 Re ee eS ee 24,706 
9,279 9,346 pk Mi ee ea Pe es 3 454 
1,752 2,276 | aren ee *3,166 
9,305 8,856 a a ee 3,669 
217 9,835 fee Ce 4,326 
2,588 8,840 laa eect ny *4,646 
11,956 24,557 ERE Set re 39, 901 
75,733 218,651 oO ae ee 455,228 
ANIMAL PRODUCTS 
54 132 OBCE. PE Se was. 594 
50 2,542 Sone. = arn. 828 
on 2,659 S068. 4. . Auceds. 272 
36 3,092 See *13,214 
1,524 34,579 ky a ae ee ae *3,144 
7,670 17,139 SE MRs oe oe eRe 6,837 
3,090 12,115 SG eo  * A e *9,905 
as 6,592 eee. 6% 2 ue *47 
185 7,281 Sea aii eee f 1,723 
568 11,384 Weert tt to & 1,445 
986 1,754 ae - Abas eee *381 
3,250 5,493 iC Eee ae eee, eat 258 
998 2,804 eo Aaa *2,070 
18,411 107,566 ee Se aioe *16,804 
MINE PRODUCTS 
67,887 10,337 ORiee Aco. ‘--~Saiies *378,219 
654,178 1,241 ce!) ee ee ee *278,042 
ZB 7 iS ai. a 148,555 
112,224 612 ph RE be ee 45,806 
1,026 od wee OY eS 1,071 
6,744 2,024 MEE i. Senate 29,634 
a 2,621 EE on aera 1,921 
14,831 16,238  ) Se ee 46,123 
1,520 7,119 BEN 6008 26. sty Gate *2,198 
38,501 53 es tae in 22,324 
1,152 681 _ . ees ee ee 1,205 
6,364 8,150 pila NaS HA 5 3,005 
3,805 2,875 29, eae ore 115 
908,232 51,951. ER: =) -y'xere cae *358,700 
FOREST PRODUCTS 
533 7,765 | | Seay eres oe 4,466 
27 114 Segre *3,898 
18 5,119 Sve,a00 00 TRUE St 21,542 
20,500 58,276 PIR SG ek eA 26,924 
4,241 6,978 ID, line 7c van dinnaldne 13,115 
25,319 78,252 0, ren 62,149 
MANUFACTURE AND MISCELLANEOUS 
38,258 20,495 8 Sail Aare se 25,322 
3,161 17,803 ees ay *8,789 
3,150 8,527 ee ee ee eh 6,846 
234 246 meee ec We eee G. *6,164 
52,078 35,263 SES... > tee etas 35,371 
6,643 27,853 | Ee Sere 15,123 
279 798 MR, he lc lal 347 
7,946 2,464 >. Se 3,131 
675 987 See Fates *1,674 
167 233 Se seer te *3,135 
3,959 9,017 nn -:..) deed 10,994 
7,650 110,858 See 2. PS aa 47,545 
384 326 See ad 433 
165 3,793 EE ste setricconeimetatenie 1,718 
1,033 1,622 — a ea 3,884 
3,875 1,140 ea ewan 6,399 
2,615 32,283 ee, 2...) ~*~ pemme 20,391 
307 5,643 ee eer eee 127 
130 1,066 pe ee eee 2,333 
73 119 ee ta eS *50 
1,655 14,110 | pial a PEER 876 
74,441 182,348 RS, a 7S os ee *29,805 
17,459 71,885 eS - =e geeee 13,537 
226,337 548,879 Rw: 2 oe. 144,760 
1,254,032 1,005,299 7,000, 0ee 62°32 5° 5. 2863633 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF JANUARY, 1926 


AGRICULTURAL PRODUCTS 
Originated 








RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (PER CENT) 


Commodity Group 
pd Ee ae Pee eo ee oe ae es 


ieee h Naicet¥b€brae pie hwiniou a's Dike’ ook 
SE REAR SR ieee < 
ee AP Gg Oc hae ne Bie Sn sas o wk tiee ows 


PO Aik A pcb CBSO. SET... es 


Total 
Freight 
Carried 


eooe 26.83 
— 3.45 
-.-- 28.85 
Prema yi | | 
woes © 38.48 


--++ 100.00 








Loaded at 
Stas. in Canadian 
Canada Points 
22.91 1.01 
1.78 -24 
16.07 12.09 
16.06 .34 
13.11 3.01 
69.93 16.69 








Received from Foreign Connections— 
Destined to——, 





Foreign 
Points Total 
2.91 3.92 
1.43 1.67 
.69 12.78 
1.04 1.38 
7.31 10.32 © 
13.38 30.07 








—— Terminated ——. 
Unloaded Deliv- 
at Sta- erde to 
tions in Foreign 
Canada Connections 
Tons Tons 
825,037 309,584 
30,680 32,113 
116,593 50,888 
46,366 16,697 
6,132 1,808 
10,193 65 
7,682 4,213 
81,106 117,554 
70,015 77,292 
55,474 53,168 
10,327 9,754 
4,394 18,051 
8,722 8,531 
11,348 45,676 
4,443 16,387 
42, 973 52,772 
1,330,485 810,553 
6,701 182 
47,320 11,065 
2,143 2,761 
34,130 4,003 
8,498 42,772 
3,599 24,135 
3,219 12,789 
410 6,842 
836 7,331 
2,541 13,214 
1,044 1,906 
6,507 9,045 
2,034 3,507 
118,982 139,552 
70,537 10,012 
1,055,146 45,463 
172,728 197 
137,672 3,620 
2,101 144 
226,863 8,823 
2,575 4,719 
130,989 22,885 
5,959 6,482 
38,820 227 
3,131 693 
14,105 8,723 
3,524 25,486 
1,864,150 137,474 
260,064 36,378 
2,584 254 
274,229 191,133 
252,099 211,741 
35,298 11,008 
824,274 450,514 
97,270 23,165 
20,167 19,916 
17,604 8,908 
3,328 294 
65,286 44,520 
18,390 30, 163 
17,302 7 "200 
32,913 8, 464 
21,355 1, "193 
2,157 248 
7,800 20,712 
10,128 122,599 
3,347 422 
3,360 4,104 
13,421 2,781 
16,130 10,873 
23,642 142,932 
36,363 110,299 
5,251 11,434 
58 255 
8,610 16,283 
250,424 248,866 
205,007 76,955 
879,313 901,586 
5,017,204 2,439,679 
Delivered 
Unloaded at to For- 
Stas. in eign Con- 
Canada nections 
17.72 10.79 
1.58 1.86 
24.82 1.83 
10.98 6.00 
11.71 12.00 
ameiiall 
66.81 32.48 



















139,552 


10,012 


137,474 


36,378 
254 
191,133 


211,741 
11,008 


450,514 


elivered 
to For- 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 
STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


“pACIFIGN 


Cad CARIBBEAN 
G ULE PAN ED 


SAILING EVERY TEN DAYS 






































_ FROM | ae 
New York, Boston and New Orleans | || MOBILE and NEW ORLEANS 
TO To 
Havana and Santiago, Cuba Los Angeles Harbor, San Francisco 
JAMAICA COLOMBIA Oakland, Portland, Seattle 
CANAL ZONE COSTA RICA iow Eaalaccd wend Deeshs Ease Indies for treme 


shipment at San Francisco. 






Cristobal 














Calls are made at Tampa and San Diego as Cargo offers 










PANAMA sae of Contananie 
Bocas del Toro . : wee oe ee THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
. 15 Moore Street New a i ¥. 


Taneghs IR St tating Sateet, se Cereen oe ae oe eee 
of South America, Central America and Mexico. 


For rates and other information, address 























17 Battery Place... -s-se-0+-: New York, N. Y. - u-"" . ee 

t. aries Street.............. ew eans, iy 

rat imag duke Cais © 6% Gane tenn — my, med 106 Merchants ine — ome Louis, Mo. 
rque WE. caccccccesesesevens cago, ° OGE 1 

Huff Shipping Company........ San Francisco, Cal. 715 Straus Bldg! 310 South Michigan Ace. | Chicago, Illinois 





TRANSMARINE LINES 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 

Steamer sails from PORT NEWARK, N. J. (New York Harbor) 

EVERY TEN DAYS 


Also sailings to other ports as inducements offers 































2] "Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 



















——__ ( Claims Baltimore, Philadelphia 
DIRECT loading CAR to SHIP eliminates pe ene New York fit d Nor folk 


Through Bills of poatanutndmece tes Issued 





SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Philadelphia, P. P. 1 i. 
a Drexe Bldg. Oliver lag. Pa 


And at our Branch Offices at ports of call, etc. 












TRANSMARINE LINES 


Port Newark Terminal neral Offices: 
Tueghone Matheny sows, 5 Nason St, New York, City 
General Agencies: 


Beaumont, Buffalo, Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Minneapolis, 
Mobile, redarer Pittsburgh, Port Newark, San Antonie, S San Fi Francisco 
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CANADIAN CAR LOADING 


Car loadings for the week ended April 10 are not satsis- 
factorily compared with those of the previous week nor of the 
corresponding week in 1925, as both the latter included holidays. 
Grain loading showed little gain over the previous week, but 
as soon as navigation opens and the congestion at the terminal 
elevators is relieved, there should be good increases in the 
west. Coal loading improved, but in other commodities there 
was little change from the average of the last few weeks. 


EVENUE FREIGHT LOADED ON CANADIAN 
CARS OF R a | 
EASTERN CANADA 


-—For the Week Ended— 
Apr. 10, Apr. 3, Apr. 11, 
92 1926 1925 





















































1926 
Commodities 
Grain. and Grain Products........--+eee+s 1,908 a 12 
Live Stock. .....ccccccccccerecrcccccesscess 1,048 
EE arr rere re eC eer ek 2,345 2,039 1,263 
PME Fiche Cle .8 . £-. decrees. cndouseheuth 381 2 218 
ee aaa Lev sapeueeian 2,613 2,399 2,452 
TRNOOE «anc dak vecce eso cnsesccdupes este '866 2/903 23157 
Pulp and Paper......cccsseveceeeeeceeees 2/272 2/212 1,925 
Other Forest Products........s-seeeeeeees 1,350 1,307 i 
GEE, cco de cee eec hee chesecereccoccccccuepeer 595 613 
Merchandise, L. C. Li... cc cece eeeeeeeeece 12,129 10,723 10,669 
Miscellaneous. ......ccccccccccccccscceccee 8,775 820 8, 
Total Cars Loaded........eceeeeeeeees 36,282 34,190 $1,186 
Total Cars Received from Connections 35,097 35,619 30,064 
WESTERN CANADA 
Sree er 2,794 2,686 2,854 
Sree eioek pons: dine aan | 1,016 1,166 1,095 
EE ee cee dbkecetWecn es nenedtesiosseee 990 660 
CE So eh 06 6.r64t'sa ses ¥ He i dee 50 36 31 
DE vc cdveckteba bores 966 879 
Pulpw00d .....cccccsccccccrccvcecccscccces 110 149 191 
Pulp and Paper......-.ccceceseccerecceees 230 226 106 
Other Forest Products..............seeeee 2,182 1,910 1,314 
it hen 6 6 cress eae epee Ho9ece 6.682 KOs P pe * be P poo 
SY Ct EE Miicneteak se ntias “aman oe y , " 
ot arene Giese a6 ah 6-eB a 6 06 See e mean 3,381 2,923 2,349 
Petal Cairn LekGee oii. boss csc wei’ 17,429 15,990 13,915 
Total Cars Received from Connections 2,856 2,554 2,316 
TOTAL FOR CANADA 
PrOAUCHES. oc ccccccccccece 4,702 4,646 4,466 
pen ek lew < - a iene dae de ee an ae Gini 2,064 2,088 2,080 
DM bts uteavessutedrercest eet =a eaveclemuee 3,756 3,029 1,923 
ET re tere CePA KSEE at ELE AS 431 328 
IE 6. Cae, a ec aene.eo hens aon oe enne 3,664 3,365 3,331 
DPN .. diwdc¥ Vanccccecduccvesswesesee es 2,976 3,052 2,348 
Pulp and Paper.....cccccccccsccccccvvcecs 2,502 2,438 2,031 
Other Forest Products..........sseeeeeeee 3,532 3,218 2,473 
Te so datas abe R Ae 4s dete 84 v4.0 Rew. b s0-0e.me bs ae aoe avane - = 
pO SF errr ar 16, y 4 
Miscellaneous Db Las aS y bride 6d boss dp beets 12,156 11,743 10,702 
Total Cara Leaded. .....00. 00s ccvvcvcees 53,711 50,180 45,101 
Total Cars Received from Connections 37,953 38,173 32,380 
CUMULATIVE TOTALS TO DATE 
94120 90,851 
d Grain Products........-..ss0+- ‘ " 
ae = EVES CCIWETDOET COTS VERVE COR 28,887 31,768 
Sc tindvas bbeedouneee 000-605 OaseKe ere ce 63,596 65,559 
GEE 6b. 6's ds cc 0@aih ewin Ode atm 0d Ghee capeqegien 6,692 4,392 
SEE Se SR SE ee A 45,687 42,371 
POG Sc weesicccccccesecevecrecce or" 53,769 54,968 
Pulp and Paper ah 36,920 30,192 
Other Forest Products...............ee00. 50,365 45,904 
i Aad Mit 6 idan so W'<.0,baeie egies tains s he 19,853 16, 
pO Seo A ae 209,789 200,526 
pO EY ae re er ee 156,991 143,692 
Mate Care LOGGOG ..ciccskccccrcseees ce 766,669 726,489 
Total Cars Received from Connections 520,497 475,574 


CANADIAN OPERATING STATISTICS 


In the traffic report of Canadian railways for January a 
change is noted in the manner of compiling. The item “tons 
of freight carried, including revenue and non-revenue freight,” 
has been dropped and “gross ton-miles, exclusive of locomotive 
and tender,” has been added. The gross ton-miles per freight 
train-mile will be the total load hauled by freight -locomotives 
exclusive of weight of locomotive and tender. 

Operating results for January this year were considerably 
better than for the same month in 1925. Although the com- 
parison is affected by the relatively light traffic in 1925 with 
correspondingly decreased revenues, operating expenses were 
so reduced in 1926 that net operating revenues showed an in- 
crease of $2,537,949 over January, 1925, and of $2,290,458 over 
January, 1924. The largest saving was in transportation ex- 
penses, which were $611,574 less than in 1925 despite an increase 
in freight traffic of over 20 per cent. 

- The largest increase in freight traffic was in grain, wheat 
alone increasing over 41,000 tons. Coal tonnage was light, 
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especially anthracite, which was 378,219 less than in 1925. Lig- 
nite coal showed an increase of 148,555 tons and bituminous 
coal a decrease of 278,042°tons. Forest products increased 62,- 
149 tons and manufactures and miscellaneous 144,760 tons, the 
largest increase in this latter group being 47,545 tons of auto- 
mobiles, 25,322 tons of refined petroleum, and 35,371 tons of 
castings, machinery and boilers. 

The number of passengers carried decreased 1.2 per cent, 
but the longer average journey increased the passenger miles 
by 5.2 per cent. The pay roll showed a slight decrease of .8 
per cent, and the number of employes a slight increase. The 
employes and pay roll include those charged to operating ex- 
penses and to capital account, and some slight differences are 
noted in the 1925 data reported in 1926 and in 1925 on account 
of some of the railways reporting only operating expense data 
in 1925. 

The Canadian National Railways earned the largest net 
revenue for January since their amalgamation. In January, 
1923, 1924, and 1925, operating expenses were greater than reve- 
nues and in January, 1924, net revenues were only $16,989. In 
January, 1926, they aggregated $870,649. Freight traffic in- 
creased 20 per cent over January, 1925, principally from a 
heavier grain movement, and revenues were increased by $981,- 
972, or 7 per cent. 

Maintenance of way and structures was reduced by $70,928, 
or 33 per cent; maintenance of equipment was increased by 
$445,225, or 14.5 per cent; transportation expenses decreased 
$356,251, or 4.5 per cent; and total operating expenses were 
$15,659 less than for January, 1925. 

The number of employes was increased by 1,141, or 1.4 per 
cent. This does not include hotel employes, which were in- 
cluded in the 1925 statement, but include all express and railway 
employes. 

The average train loading increased 64.2 net tons and 125.4 
gross tons, and the average load per car was heavier by .6 ton. 

The lines in the United States showed an increase of $367,- 
207 in net revenues, all of which was made by the Grand Trunk 
Western lines, the Duluth, Winnipeg & Pacific and the New 
England lines earning smaller net revenues than in 1925. 

The Canadian Pacific Railway increased its gross revenue 
over January, 1925, by $1,598,711, or 13.6 per cent, and more 
than trebled its net operating revenue. The light traffic in 1925 
had some effect on this large increase, but net revenues for 
January, 1924, were only $709,011 and for January, 1923, only 
$502,815, as against $1,790,014 in 1926. 

Maintenance expenses were considerably heavier than in 1925, 
but transportation expenses were reduced by $67,050, although 
the freight traffic was heavier by 28 per cent. Freight train 
loading increased 109.9 gross tons, and car loadings by 1.8 tons. 
The average haul increased 66.3 miles and the average receipts 
per ton-mile decreased .107 per cent. 


CANADIAN NATIONAL REPORT 
The Traffic World Ottawa Bureau 


Net operating earnings of $32,264,414.79, an increase of $15,- 
020,163.31 as compared with the preceding year, are shown in 
the annual report of the Canadian National Railways for 1925, 
tabled in the House of Commons April 20. This result, the re- 
port states, “may be regarded as generally satisfactory” and due 
to a combination of increased gross earnings and decreased ex- 
penses. The report points out that “from January to June, in- 
clusive, the gross earnings in 1925 were less than for the cor- 
responding months in 1924, and it was not until the end of 
October, 1925, that the gross revenue overtook the figures for 
1924.” Continuing, the report says: “In the fact of the de- 
creased business, which obtained during the greater part of 
1925, every effort in the direction of economy was put forth and 
maintained during the whole year. These efforts resulted in a 
decrease in expenses for the year of $5,637,143.25, or 2.5 per 
cent.” The increase in the gross revenues amounted to $9,383,- 
020.06, or 3.9 per cent, as compared with 1924. A reduction in 
operation ratio from 92.68 per cent in 1924 to 86.83 per cent in 
1925 was accomplished. 

Commenting on these results, Sir Henry W. Thornton, chair- 
man and president of the company, says: “It is also interesting 
to note that the net operating earnings were approximately 
equal to 80 per cent of the interest payable to the public on 
funded debt as compared with about 45 per cent in 1924.” 

The improvement in the net earning position of the com- 
pany reflects itself in a substantial reduction in the net income 


deficit, which was reduced from $54,860,419.22 in 1924 to $41,- 


444,764.42 in 1925. 


A further encouraging note is struck by an item under the 
heading of “finance,” which reads: 


In the appropriation act of 1925 the sum of $50,000,000 was voted 
for Canadian National purposes during the (Dominion) fiscal year 
ending March 31, 1926. It has only been necessary to obtain $10,000,- 
000 of this amount from the government. Payment of the balance 
has not been required partly because of increased resources due to 
larger gross and net earnings than were expected, and partly as & 
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Are YOU Fully Equipped 


to handle all of your 
traffic problems in the 
least amount of time ® 


Conditions Change Quickly and Constantly 
im the Shipping World 


The Best Data 90 Days Ago Is Out of Date Today 


Traffic and Shipping Departments may be kept fully 
informed by subscribing to one of our Guides for Shippers, 
best suited to their needs. 

Some Shippers use all 3 of our Guides; they get the 
ultimate in SHIPPING INFORMATION REVISED 
REGULARLY for four two-cent stamps a day. You can 
not take care of many inquiries by letter and phone for 
that price—to say nothing of the time we save you. 
2 calls out per day by phone exceed our cost, the latter 
providing you with UNLIMITED DAILY USE AT 
FIXED PRICE. 


The small outlay for our complete service per day is: 
THE SHIPPERS’ GUIDE . .. . . .036¢ 
OFFICIAL RAILWAY GUIDE OF CHICAGO, .016¢ 
SHIPPERS’ GUIDE COMPARATIVE RATES, .028¢ 


For all three . . . 08 e 


Ask us for complete description of all “Shippers’ Guide 
Publications.” No obligation. They carry the unrestricted 
guarantee of “Satisfaction or Money Refunded.” 


THE SHIPPERS’ GUIDE CO., Ine. 


Established 1872 
CHICAGO: 525 Plymouth Court, Phone Harrison 0555 
New York, Philadelphia, St. Louis 








LEONARD’S GUIDE FOR SHIPPERS. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 














1,500,000 SQUARE FEET 


OF 
Modern Fireproof Werciere, Space in Los Angeles and at the Port 
f Los Angeles 
Free and U. ‘s. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and Display 
esk Space with Desk and Office Service Rented 


Cotton Pressed to High Density 
We can-serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 





RATES AND ROUTING 


Freight 


Express 


Parcel Post 


The following special features appear for the first time in our latest edition (just off the press). 
Nothing like the Inter-City Zone Card or the Freight Rate Tables has, so far as we know, ever been 
published. They will, we believe, prove to be of inestimable value to many shippers. 


FREIGHT RATES 


Class Freight Rates from Boston and New England points, New York, Newark, Philadelphia, 
Baltimore, Cincinnati, Chicago and Milwaukee, to about one thousand cities, covering every State in 


the Union. 


Where the rates vary by different routes we show which is the cheapest. 

In two minutes you can get as much information as it would take you half an hour to find from 
your tariffs, even if you had a complete set, with all the supplements. 

From these tables you can check your incoming freight bills, and also see what the freight would 
have been from other cities, or to your competitors’ cities. How often you would like to have this 
information but by the time you can get it it is too late. You can now obtain it INSTANTLY. 


INTER-CITY ZONE CARD 


This is a card (furnished without charge to all our subscribers) listing 100 of the Niaihiait cities of 
the country, and giving the parcel post rate from each of these cities to each of the other cities. You 
can now (for the first time) tell at a glance just how the parcel post rate from one city to another 


compares with the rates from or to other cities. 
that we supply them with special books giving this information for any points required. 


G. R. LEONARD & CO., Inc. 


155 North Clark St., CHICAGO 


This is such an important thing to many shippers 


15 East 26th St.,. NEW YORK 
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result of substantial reductiors in the purchase of materials and sup-. 
plies, and also partly by use .f working capital. 


In summing up the ea-ning position of the company in 1925, 
Sir Henry Thornton, while admitting that material progress has 
been made in the direction of producing operating results which 
will relieve the government with the people of Canada from 
further financial burdens, again sounds a warning that a cgn- 
tinuance of increased net operating earnings cannot be made in 
the face of a continuance of reductions in railway tolls. In 
this connection he says: 


Whilst the board recognizes the importance—indeed the necessity 
—of such freight rates as will permit all sections of the Dominion to 
progress, at the same time it must be clearly understood that re- 
ductions in tolls, either freight, passenger or express, which have the 
effect of reducing the company’s gross revenue, cannot be accom- 
panied by a continued increase in net income, and every such reduc- 
tion will postpone the day when the Canadian National Railways will 
become self-supporting. If such reductions reach sufficient propor- 
tions, the task of accomplishing this desired result will become in- 
superable. Should substantial reductions in freight rates be es- 
sential for the well-being and development of any section of the 
Dominion relief should take the form of a governmental subsidy with- 
out disturbance of a reasonable tariff fabric. The employment of 
such a method permits a precise determination of the cost of the 
relief without the introduction of factors which might well disturb 
the whole freight rate structure of Canada, and, indeed, the North 
American Continent. The effect on the public purse is precisely the 
same no matter what method is employed. If such a policy should 
be adopted obviously any subsidy should be available for all of the 
railway companies of Canada. 


Freight tonnage showed an increase of 4.8 per cent, and 
there was an increase of 1.34 per cent in freight train mileage 
and of 5.5 per cent in freight revenues as compared with 1924, 
the ratio of increase in freight revenue comparing favorably 
with that of Class 1 roads in the United States. 

The average freight train load in revenue tons for 1925 was 
higher than in any year since the amalgamation. 

Traffic earnings were also adversely effected by the em- 
bargo placed against live stock, poultry and other products from 
certain sections of the United States during the year by the 
Department of- Agriculture at Ottawa. 

Motor truck competition, parcel post extension of weight 
limit and reduction in rates, partial failure of the fruit crop in 
the Niagara district and expedited L. C. L. freight service are 
cited by the report as reasons why the increase in express rev- 
enues was not more substantial. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has issued the fol- 
lowing orders: 

Suspending, pending hearing, item 380-A in supplement No. 
45 to Canadian Freight Association tariff No. 110. 

Approving supplement No. 5 to Canadian National Railways 
tariff C. R. C. No. ET-694, providing regulations governing trans- 
portation of fireworks. 


CANADIAN MONEY CASE 


The Traffic World Washington Bureau 


Arthur B. Hayes and George E. Nelson, in No. 1098, Moun- 
tain Lumber Company et al. vs. James C. Davis, Director-General, 
and the Delaware and Hudson, have applied for a writ of certi- 
orari at the hands of the Supreme Court of the United States 
to have that case brought up, for review, from the federal cir- 
cuit court of appeals for the second circuit. That is the case 
in which the lumber company and others ask for the return of 
overcharges collected, as they allege, by American railroads in 
the form of United States money for the transportation of Cana- 
dian goods over Canadian railroads under tariffs issued by 
Canadian railroads, the ultimate destination of which was in 
the United States, in the period when Canadian currency was 
at a discount of about 10 per cent, in comparison with American 
currency. 

In a brief in support of their application, Mr. Hayes said 
the circuit court of appeals, which sustained the federal court 
for the southern district of New York, decided important ques- 
tions of general law in conflict with the weight of authority and 
in conflict with the decisions of the Supreme Court. Among 
the errors of the circuit court specified by him were that protest 
was a necessary prerequisite to the bringing of an action to 
recover alleged overcharges of freight; that recovery could not 
be had when freight charges were paid voluntarily to a carrier; 
and that the action was barred because the defendants had paid 
the money to the Canadian carriers before receiving notice of 
claim and that as the money had been so paid the law of agency 
barred recovery against the defendants. 

The main point, however, it is believed, is the one Mr. Hayes 
said had never been settled by the highest court. It is that, as 
held by the court below, that consignees of freight in the United 
States who received freight in this country from Canada, by 
through rail transportation, on tariffs issued by Canadian lines 
covering the entire transaction, when charges were paid to the 
delivering carriers at destinations in this country, were legally 
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compelled to pay for that entire transportation service, both in 
Canada and the United States, in United States money, when the 
money of Canada was at a discount; or, are the full tariff 
charges, which are specified in dollars and cents in both coun- 
tries, satisfied by the payment to the delivering carrier at des- 
tination of the specified dollars and cents in United States money 
for that part of the service in the United States, and the pay- 
ment of the specified dollars and cents in Canadian money, or 
its exchange equivalent, for that part of the service within the 
Dominion of Canada? 

He asked whether the interstate commerce act, as held by 
the court below and affirmed by the circuit court of appeals, 
“unquestionably requires the rates, fares and charges to be 
stated in money of the United States” when those rates, fares 
and charges were contained in a Canadian tariff, and did that 
law compel the delivering carrier to collect the tariff rates in 
money of the United States; or, as the court below again put it, 
were the transportation charges “payable” in New York, and 
did the Canadian tariff fix the charges of the transportation to 
the United States in money of the United States? 

The cause of atcion, Mr. Hayes asserted, had never been 
dealt with by any court in this country, except in the instant 
case and in two similar ones brought by him, in the eastern 
district of Pennsylvania. They were dismissed, he said, and he 
had asked for writs of certiorari in respect of them. 

Much of the brief is devoted to procedural and jurisdictional 
questions because the dismissing courts gave ear to technical 
objections, such as misjoinder of plaintiffs and defendants, and 
want of equity. But about two-thirds of it was used in discussing 
the issue as to whether the tariffs of the Canadian roads required 
payment for transportation of Canadian goods in Canada in 
United States money when the American connection collected 
the freight charges at the American destination. 

“It is the contention of your petitioners,” says the brief, 
“that for this transportation the Canadian carriers could only 
legally demand, and your petitioners should only have been com- 
pelled to pay, for the Canadian part of the transportation, the 
charges set out in the effective tariffs in Canadian money, or 
its equivalent in United States money calculated upon the rate 
of exchange of the amount necessary to pay the Canadian car- 
riers for their service.” In that connection the brief called par- 
ticular attention to the two points made by the district court. 
relating to the merits of the bill of complaint against the car- 


riers. Referring to the interstate commerce act, he said the 
lower court held: 


That act unquestionably required the rates, fares and charges 
to be stated in money of the United States. The company, Reorel 
fore, did nothing but what it was compelled to do under the law 
when it collected the tariff rate in money of the United States. 

he transportation charges were payable in New York and 
the tariff fixed the charges of the transportation to New York in 
yee oS ee Yaited he poy - ve must be assumed to 
I ention o e plaintiffs to pa 
in lawful money of the United Htaten. ae 


Pointing out that the consignor and the carrier were the 
only parties to a contract to carry freight, Mr. Hayes said: 


Freight charges are primarily and ultimatly due from, and 
payable by, the contracting consignor who is at all times liable 
for the payment of the same, and these charges must be paid by 
the consignor at the time and place of shipment in order to have 
the goods shipped, if the carrier so elects. To pay or not to pay 
is not an elective right of the consignor. * * #* 


In argument before the United States district court defend- 
ants admitted that had the freight charges been paid in Canada 
at the point of shipment, the entire through charges would have 
been payable in Canadian currency, and paid in Canadian cur- 
rency, and this is sustained by authority, showing that there was 
nothing in the contract of affreightment specifying that the 
freights were payable in this country or anywhere else than in 
Canada, and hence the law of the place where the contract was 
made governed, and this was the view taken by the Canadian 
railways and by the Board of Railway Commissioners for Canada 
when the exchange situation became acute. The Board of Railway 
Commissioners of Canada, as shown by two of its decisions, viz., 
“Tolls—International,” being found in Canadian Railway Cases, 
volume 27, page 71, and “Tolls—Rate of Exchange,” Canadian 
Railway Cases, volume 27, page 90, held that these freight charges 
were payable in Canadian money and that there was no specifica- 
tion in the tariffs where the freight charges were to be paid, 
excepting on export and import freight from and to the United 
States, passing through Canadian ports, where the tariffs provided 
specifically that payment should be made in United States cur- 
rency, thus differentiating in the matter of the payment of freight 
charges between those tariffs covering export and import freight, 
and those tariffs covering freight passing from Canada into the 
United States. These two decisions of the board took the same 
views of the fundamental question of law at issue as are pre- 
sented by your petitioners herein. * * * : 

If, as held by the later cited authorities, the consignor at 
point of origin of shipment is at all times liable for the freight, 
and the consignor made the shipment from Canada into the United 
States on a Canadian tariff, specifying the charges in dollars and 
cents, but specifying no place of payment, your petitioners could 
not justify the conclusion, as later expressed by the court, that 
the rates and charges were “unquestionably stated” in United 
States money. This situation was also in mind: Suppose, on one 
of these shipments, the consignee refused to accept the freight, 45 
not up to specifications, or the delivering carrier had delivered 
the shipment to a bankrupt and could not collect the charges, 4 
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April 24, 1926 


MEMPHIS, TENNESSEE 


MR. SHIPPER: 
It will pay you to consult us before shipping into this territory. 
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The West at its Best 


The Union Pacific provides unrivalled facilities for the 
vacationist in the great National Parks and scenic 
wonderlands of the West. Splendid trains are avail- 
able to all the principal points of interest. 


Southern Utah California 


A breath-taking panorama of bewil- The Overland Limited to San Fran- 
dering beauty and fantastic grandeur, cisco; Los Angeles Limited to Los An- 
tinted by Nature in unbelievable col- geles or any one of three other fine 
ors. This new vacation wonderland aily trains from Chicago and St. Louis. 
can now be visitedincompletecomfort. See Salt Lake City en route without 
Two _to five-day motor bus tours. extra charge. 


Excellent lodges. % 
Sin Pacific Northwest 


Salt Lake City 200 miles along the beautiful Columbia 
The Mormon Temple, the Tabernacle River Highway. Seattle, Portland, Ta- 
and the Great Salt Lake. See Salt Lake ¢oma—Mt. Hood, Mt. Rainier, ee 
City on your Western Tour at noex- Sound. Gateway to Alaska and the 
tra cost, Orient. 


T el £3 Low priced rted, all tours 
, w priced, escorted, all-expense tou 

Lee nga agp ct re —_ : -to all the principal attractions through- 

the most and see it best. Wild animals, 9Utthe West leave Chicago frequently 


; during the summer season. 
spouting geysers, boiling springs, pris- ng 
of the West matic Is, lakes, towering peaks, 
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the carriers were forced to assert their claim against the liability 
of the consignor in Canada, would that consignor’s liability be 
in American dollars or Canadian dollars? 

If the court below is right in its conclusion that the contract 
unquestionably called for payment in American dollars, which 
conclusion was affirmed by the circuit court of appeals, then the 
Canadian consignor would be held liable in a suit in Canada for 
the tariff charges in American dollars, whereas, if he had been 
allowed by the carriers to pay those charges in advance, he could 
have paid in Canadian dollars. This seems to illustrate still fur- 
ther the error in the court below. 


CHARGE OF LAW VIOLATION 
The Traffic World Washington Bureau 


The Department of Justice announced April 23 that it had 
filed a petition jointly against the Union Pacific and the Ameri- 
can Smelting and Refining Company in the federal court at 
Omaha, seeking to annul and enjoin enforcement of a contract 
of lease under which the railroad company rents twenty acres 
of land in Omaha to the smelting company and also performs 
intraplant switching, for a consideration which is alleged to be 
so inadequate as to constitute granting of concessions and dis- 
criminations to the smelting company, in violation of section 
one, of the Elkins act. The government charges that the Union 
Pacific performs the intraplant switching free of charge, not- 
withstanding that it has on file with the Commission tariffs 
naming a rate of $3.15 per car for such switching. It is alleged 
that the Union Pacific is giving the smelting company, free of 
charge, a service amounting to approximately $3,000 annually. 
Failure to collect the tariff rate, it is charged, violates the 
sixth section of the interstate commerce law The concessions 
are alleged to amounf to about $10,000 per annum. 


RATES ON SAND AND GRAVEL 


Hearing in Docket 17817, the Chicago Sand and Gravel Com- 
pany et al. against the Santa Fe et al., was begun before Exam- 
iner Fuller in Room 1720, the Transportation Building, Chicago, 
this week, but, due to an adjournment from the rooms of the 
Illinois commission, and using of a good share of another day 
in ‘discussion of the position of parties to the case, the hearing 
barely got under way. Rates involved are those on sand and 
gravel from producing points in the inner zone of the Chicago 
district to the Chicago district as a market, which have been 
complained of as unreasonable and prejudicial in favor of rates 
from the outer zones to the same market. 

Burton H. Atwood, on behalf of the complainant, was the 
first witness. He gave a history of the gravel rates, and the 
zone adjustment, tying these up with the growth and expansion 
of the city. He pointed out that the industry was old and, nat- 
urally, the first producing centers were nearest the city; then, 
with the expansion, the producing points were pushed out from 
the Chicago market and the problem of a rate adjustment, taking 
into account the natural market of all the points of production, 
began to appear. The outgrowth of the situation was the zone 
system of making rates on sand and gravel in Chicago, up to 
the first 50 miles being the first zone, a radius up to 100 miles 
being the second, and up to 150, the third. 

A. Deutsche, of the North Shore Material Company, G. W. 
Renwick, of the Chicago Gravel Company, R. Duffy, of Richard- 
son Sand and Gravel Company, and R.E. Thomas, of the American 
Sand and Gravel Company, were commercial witnesses as to the 
keen competition for business in the Chicago district market 
and the importance the slightest difference in freight rates made 
in getting business. 

Further testimony of a commercial nature was given by 
J. L. Hodgson, of the American Sand and Gravel Company; 
R. A. McFarlane, of the Wisconsin Lime and Cement Company; 
E. T. Bostler, Rockwell Lime Company; and E. Gillette, of the 
A. Y. Read Sand Company. They testified as to competition 
between plants in the Chicago district for business in the Chi- 
cago market, taking the position that there was business in 
northwestern Indiana, northern Illinois, southern Wisconsin and 
Chicago that might be gotten by their firms if the freight rates 
did not prevent them making prices low enough to meet com- 
petition. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period April 
1-7, inclusive, was 274,219, an increase of 27,670 cars as com- 
pared with the preceding period, while the average daily short- 
age was made up of 12 box and 10 flat cars, according to the 
car service division of the American Railway Association. The 
surplus was made up as follows: 


Box, 91,316; ventilated box, 267; auto and furniture, 8,096; total 
box, 99,679; flat, 5,001; gondola, 66,861; hopper, 60,223; total ‘coal, 127,- 
084; coke, oH 681: s. D. stock 22, 936: D. D. stock, 3,393; refrigerator, 
12, 620. tank, 460; miscellaneous, 1,375; total, 274, 219. 


Canadian roads reported a surplus of 23,350 cars, made up of 
19,700 box, 1,050 flat, 200 gondola, 1,500 S. D. stock, 500 refrigera- 
tor, and 400 miscellaneous cars. 
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Personal Notes | 
re a oie LY 


William J. Manley has been appointed assistant to the pres- 
ident of the Pittsburgh and West Virginia, at Cleveland. V. A. 
Wholey has been made general traffic manager, at Pittsburgh, 
and T. J. Dowdell has been made general agent, at Cleveland. 

G. C. Marks has been made traveling freight agent at Jack- 
sonville, Fla., for the Atlantic Coast Line. R. A. Thompson has 
been appointed commercial agent at Montgomery, Ala. F. H. 


. Lewis has been made traveling freight agent at Albany, Ga., and 


L. R. Macdougall has been appointed traveling freight agent at 
Lake Wales, Fla. 

B. L. Ramsey has been made traveling freight agent for the 
Nickel Plate at Cleveland. Harry L. Uncles has been appointed 
traffic representative, Nickel Plate District, at Kansas City, Mo. 

J. D. Fields has been appointed soliciting freight agent for 
the Louisiana & Arkansas at Shreveport, La. 

L. L. Moore has been made traffic manager for the Fort 
Smith and Western. Vernon Gaston has been appointed general 
freight agent. 

Elmer M. Gray has been appointed traveling freight agent 
for the Mississippi Central at Atlanta, Ga. 

J. Hardy, formerly with the N. Y., N. H. & H., and for the 
last year assistant traffic manager of the Hunter Manufacturing 
and Commission Company, New York, has been appointed traffic 
manager of that company, vice H. Smith, resigned. 

Colonel George Ham, who has been known as “publicist and 
mentor” of the Canadian Pacific since its inception, died at Mon- 
treal, April 16, aged,79 years. A special Canadian Pacific funeral 
train conveyed his remains to Whitby, Ontario, where he was 
buried. 

Walter E. Oliver has been appointed traveling industrial 
agent of the Baltimore and Ohio at Cincinnati. C. E. Griffith 
has been made traveling industrial agent at Pittsburgh. 


DOINGS OF THE TRAFFIC CLUBS 


The Richmond Traffic Club has gone on record as opposed 
to the Butler bill, pending in the Senate, to prevent the mainte- 
nance of port differentials and “other unwarranted freight han- 
dicaps.” A petition expressing the views of the club has been 
forwarded to Washington. 





The Traffic Club of Ft. Worth met April’ 24. Samuel 0. 
Dunn, editor of the Railway Age, spoke on the consolidation of 
railroads, which, he said, if compelled by legislation, would result 
in halting the progress now being made toward a solution of the 
national transportation problem. 





The Lansing Traffic Club held a meeting and dinner at the 
Elk’s Club April 14. E. C. Smith, formerly of the Attorney-Gen- 
eral’s office, spoke on corporation law. There was a program of 
dancing, vaudeville and a boxing bout. 





The Traffic Club of Oklahoma City will hold its third annual 
“Jubilee,” at Belle Isle, May 12. The club met April 19 at lunch- 
eon and the report of the delegate to the Dallas meeting of the 
Associated Traffic Clubs of America was heard. 





The Traffic Club of Kansas City met, April 20, at luncheon. 
Senator A. L. Cooper was the speaker. 





The Transportation Club of Louisville has reserved 500 seats 
at the opening game of the Louisville Baseball Club, April 29. 





The Traffic Club of New York will hold “Ladies’ Night” 
April 27. A program of vaudeville and music has been arranged. 
The club held a traffic forum meeting April 13. W. H. Gaskill, 
‘freight claim agent of the D. L. & W., spoke on freight claims 
and claim prevention. 





The La Salle Traffic Club of Chicago has been organized by 
graduates of the La Salle Extension University resident school 
of traffic. Officers are as follows: President, A. L. Weitzenfeld, 
of the overcharge claim department of the St. Paul; secretary, 
B. T. Perkins, assistant traffic manager, Hart, Schaffner and 
Marx; treasurer, R. J. McConnell, of the Illinois Central. 





The Traffic Club of St. ‘Louis met at luncheon at the Cham- 
ber of Commerce April 19. 





The Knoxville Traffic Club held its first anniversary bat- 
quet April 16. Dr. D. W. Daniel, of Clemson College, was the 
speaker. There was a program of vaudeville. F. E. Stone, pres- 
ident of the club, in his introductory remarks, pointed out that, 
in its year’s life, the club had increased from 36 to 102 members. 





T. B. Curtis, vice-president of the Associated Traffic Clubs 
of America, spoke on the traffic clubs of the country at the first 
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membership banquet of Albany-Decatur, Ala., Junior Chamber 
of Commerce, April 6. 


The Traffic World has had made reprints of its report of 
the convention of the Associated Traffic Clubs of America at 
Dallas last week and will furnish them, gratis, in any quantity 
desired to traffic clubs that wish to distribute them among mem- 
bers. The official reporters for the convention were Spicer and 
Perrin, of Kansas City, who delivered their complete transcript 
to the secretary three days after the convention closed. 


The Pacific Traffic Ascociation held its annual banquet at 
the San Francisco Commercial Club April 13. There were 400 
members present. Clay Miller, president of the San Francisco 
Chamber of Commerce, and Dr. Eliot Jones, professor of trans- 
portation economics at Stanford University, were the speakers. 
Mr. Miller spoke on the progress of San Francisco since 1906. 
Dr. Jones spoke on the influence of the Panama Canal on the 
transcontinental rate situation, saying that the only hope for a 
stabilized rate system was to place the entire matter under the 
jurisdiction of the Commission. He said that there was room 
and need for both the steamship lines using the canal and for 
the transcontinental railroads. He said the only danger in giv- 
ing complete control of both to the Commission was in the 
present attitude of the President in making appointments to that 
body. He said he viewed with alarm the tendency of President 
Coolidge in appointing men to serve certain political ends and 
the apparent swaying of the President to make appointments 
for the benefit of sectional and industrial interests. There was 
a program of music, following the speakers. 


The Women’s Traffic Association of San Francisco met 
April 15. E. W. Hillingsworth, attorney for the Oakland Cham- 
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ber of Commerce, spoke on the recently defeated Gooding bill 
and Senator Gooding’s substitute measure. Mrs. Marie V. Furst, 
president of the club, who attended the Dallas meeting of the 
Associated Traffic Clubs of America, spoke to the Women’s 
Traffic Club of Los Angeles on her return from Dallas. 


Claims resulting from loss and damage to freight shipments 
while in transit on the railroads of Canada and the United States, 
in 1925, amounted to $39,000,000, the smallest total, compared 
with volume of freight handled on record. Nevertheless, pointed 
out C. M. Macdonald, freight claim agent of the Boston and 
Maine Railroad, in his speech to the Canadian Railway Club in 
Montreal, April 14, there is every need of emphasizing the neces- 
sity of increasing efficiency to lower this still too great figure. 


The Transportation Club of Evansville held its annual min- 
strel and ladies’ night April 21. A minstrel production, entitled 
“Red Hot Rag,” was presented. The club will be host to the 
Illinois Rate Committee when it meets in Evansville, May 11, 


12 and 13, and a banquet will be given at the Hotel McCurdy 
May 11. 


The Transportation Club of Decatur will hold its “Mueller 
Day” May 20, in honor of the Mueller Company, manufacturers 
of brass plumbing goods. A golf tournament will be held and 
there will be a dinner in the evening at the Mueller Club. 
Adolph Mueller, president of the company, will be the speaker. 


The Transportation Club of St. Paul and the St. Paul Pas- 
senger Association will give a theater party April 26 at the 
Oxford Theater. The club met at luncheon April 20. Officers 
of the Railway Business Women’s Association of the Twin 
Cities were guests. The was a program of music. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


THE ST. LAWRENCE WATERWAY 
Editor The Traffic World: . 

To the traffic and rate experts a recent volume on the pro- 
posed St. Lawrence waterway (Alfred H. Ritter, Transportation 
Economics of the Great Lakes-St..Lawrence Ship Channel) is of 
interest, both for the kind of traffic analysis it presents and for 
the light it throws on the arguments generally used in support of 


waterway projects. This analysis of the book is entered into, 
not to pass judgment on the St. Lawrence project itself, nor 
even to consider all phases of the traffic problems that it in- 
volves, but to show the need for the most careful, deliberate 
thinking before any aspect of this formidable project may be 
considered settled. 

Thé volume under consideration, designated as a “report” 
to the St. Lawrence Commission of the United States, is in- 
tended to supplement MacElwee and Ritter’s “The Economic 
Aspects of the Great Lakes-St. Lawrence Ship Channel.” Both 
are sponsored by the Great Lakes-St. Lawrence Tidewater As- 
sociation and the present volume is published and circulated 
by that organization. 


Briefly summarized, the argument of the book runs about 
as follows: The Middle West deserves lower transportation 
costs; these can readily be achieved by creating in the St. 
Lawrence a channel of a depth of at least 27 feet, so that ocean- 
going vessels can enter the Great Lakes; the vessels which will 
use this route will, for the most part, be “small and medium 
size” ones (about 5,000 D. W. T.), though “many vessels drawing 
between 25 and 30 feet would use the waterway if the dimen- 
“gions be made sufficient to accommodate them”; the route 
presents no serious physical hindrances to easy navigation; a 
traffic of approximately 30,000,000 tons, consisting largely of 
grain and other food stuffs and of raw materials and partly 
manufactured products, is now “available for” or “interested in” 
the waterway and “in due time a general traffic quite similar in 
nature to that of our existing Atlantic ports will be established”; 
the cost of providing the route is of no great importance, since 
the “probable transportation savings on grain alone are equal to 
interest at 5 per cent on $800,000,000, while the annual transpor- 
tation savings (on grain) plus farm price enhancement are 
estimated to equal or exceed the total expense of the improve- 
ment properly chargeable to navigation.” Political considera- 
tions are passed over lightly. We are simply told: “The 
achievement transcends sectional and political distinctions. It 
is worthy of the support of every loyal American and Canadian 
citizen.” 


So skillfully is the argument presented that the uncritical 
or hasty reader is more than likely to be carried away by the 
apparent enthusiasm of the author, failing to see that the whole 
superstructure of savings attributed to the route rests on flimsy 
or unproved assumptions or ambiguous use of everyday words. 

We shall pass over such of the author’s argument as relates 
to size of ship, though we believe that his conception of the most 
economical size for general trading purposes on the important 
routes of the world is. of too static a character and that the 
faster and larger vessels available at our ocean ports will always 
be serious competitors for the traffic which the smaller boats 
penetrating the lakes will seek. Nor do we quite see how, in 
view of the author’s statement that “a channel of greater depth 
than 30 feet is unworthy of consideration,” vessels drawing as 
much as 30 feet could manage to get over the route. But we 
shall devote our attention chiefly to the author’s extensive dis- 
cussion of the volume and character of traffic available for 
use of the waterway. Here we shall need to examine very 
closely his “rated scales for assumed rates on the St. Lawrence 
ship channel,” his “tributary area,” and particularly his use of 
the terms “traffic available,” “feasible rate” and “indicated sav- 
ing in freight charges.” These concepts are all bound up to- 
gether. 

The author bases his rates into the Great Lakes on New 
York rates, which he extends in each case to allow for the 
additional sailing time required in getting from a given foreign 
point of origin. Thus from Mediterranean ports there would be 
17 days at sea in reaching New York and 23 in reaching Chi- 
cago; the six additional days of sailing, figured at $480 each 
(assumed to be fair for a 5,000 D. W. T. vessel), cost $2,380, 
which sum, added to the costs to New York, yields a percentage 
relationship of 119 between New York and Chicago rates from 
these particular points of origin. This figure is for tramps; for 
freight liners it is 115. The method used assumes an entirely 
free use of the inland route and makes no, or inadequate, allow: 
ance for the fact that New York is unique among ports on the 
American continent with respect to such important rate-making 
factors as return loads, “position,” volume and variety of traffic, 
and length and regularity of navigation season. The argument 
falters, therefore, at its very foundation. . 

From his “rated scale for assumed rates’ the author derives 
his equally fallacious concept of “tributary areas.” He finds 
these areas (one for each of five designated regions of the 
world) by ascertaining from which points in the United States 
the rail rate to a lake port and the “ocean rate” therefrom are 
less than the rate by alternative routings. The rail rate used is 
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LIMtITED 


E Queen and Crescent Limited, a de 

luxe, all-Pullman train, will make the 

run from Cincinnati to New Orleans in 
22 hours and 20 minutes. 


The equipment of the Queen and Crescent 
Limited will consist of sleeping cars of the 
latest design—containing sections, drawing 
rooms and compartments; a new type of 
observation car, with ladies’ bath, lounge 
and maid service; a club car with valet 


service; and a through dining car. 


Through sleeping cars between Cleveland and New 
Orleans; and between Detroit and New Orleans. 


ueen(rescent 





Queen and Crescent Limited 
Southbound Northbound 
10:30 a.m. Lv. Cincinnati Ar. 11:00 a.m. 
12:40 p.m. Ar.Lexington -— Lv. 8:50 a.m. 

1:35 p.m. Ar. Danville Lv. 7:50 a.m. 
2:45 p.m. Ar. Somerset Lv. 6:42 a.m. 
7:15 p.m. Ar. Chattanooga Lv. 2:10a.m. 
9:35 p.m. Ar. Attalla Lv. 11:41 p.m. 
11:00 p.m, Ar. Birmingham Lv. 10:20 p.m. 
12:38 a.m. Ar. Tuscaloosa Lv. 8:40 p.m. 
3:10 a.m. Ar. Meridian Lv. 6:15 p.m. 
4:45 a.m. Ar. Laurel i Lv. 4:45 p.m. 


:25 a.m. Ar. Hattiesburg Lv. 4:00 p.m. 
8:50 a.m. Ar. New Orleans Lv. 12:40 p.m. 


City Ticket Office, 110 Dixie Terminal Arcade 
Phones: Main 5161-4180 





J. H. Ballance, City Passenger Agent 
G. C. Blackburn, Division Passenger Agent 
110 Dixie Terminal Arcade. Phones: Main 5161-4180 
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the present fifth class domestic rate and the “ocean rate” the 
present New York general cargo rate increased by the “rated 
scale,” whose derivation has just been described. Added to the 
objections already named are the fact that any change in rail 
or ocean rates would throw the whole calculation out; the 
assumption that a complete fluidity of traffic obtains; and the 
belief that there can be, even as an aid to practical calcula- 
tions, a single tributary area delimiting the movement of all 
classes of goods between important sections of the world. To 
be sure, the author states that “it is not possible to delineate 
the tributary areas with absolute accuracy. They will be found 
to differ for various commodities, and will necessarily alter their 
boundaries with changes in rates.” But this qualification is 
soon forgotten and elaborate computations of available traffic 
and likely savings issue forth on the assumption that the area 
designated as “tributary” really has specific, practical sig- 
nificance. 

To any ordinary reader “traffic available for the waterway” 
would mean traffic which would be able to use the waterway 
at assumed rates; “feasible rate” would mean the rate likely to 
obtain; and “indicated saving in freight charges” would mean 
the amount the shipper would be “ahead” if he used the water- 
way rather than an alternative route. Extensive tables are pre- 
sented by the author in which the above terms occur and the 
average reader, eager to obtain a quick grasp of the substance of 
the volume, will turn to these for the information he seeks. 
Overlooking or soon forgetting the modest -qualifications which 
the text contains, he-will get an altogether erroneous impression 
of what the book really purports to prove. 


“Traffic available for the waterway,” we come to find out, 
is not necessarily traffic which will actually use the water route, 
but traffic “subject to the favorable influence of the waterway, 
including the portion which will move during the season when 
navigation is closed.” Thus, automobiles: Twenty per cent of 
the population of the United States lies “on tide water and 
accessible to ocean vessels”; 20 per cent of the automobile pro- 
duction of the lake states is 650,000 cars; each car weighs one 
and a half tons; “on this basis the total which may be regarded 
as available for movement on the waterway is 975,000 tons.” 
This is an extraordinary use of the English language. 


So also with “indicated saving in freight charges.” “In the 
absence of a complete traffic survey, taking into consideration 
the actual routing, the expenses of all kinds in addition to 
freight rates, and the particular facilittes and service demanded 
by each commodity, the estimates of total savings would be 
only guesses. We shall therefore confine this part of 
the study to showing the feasible reduction in freight rates via 
the waterway without implying that such feasible re- 
ductions are net savings. .” “Feasible rates” also does 
not mean what we expect it to. “The word ‘feasible’ is used 
advisedly, as it is impracticable to predict actual rates on this or 
any other proposed transportation route.” These are respect- 
able qualifications, but who will remember them when in im- 
pressive tables he reads, for example, that the “feasible rate via 
waterway” on flour from Minneapolis to Hamburg is $7.53 per 
long ton, giving an “indicated saving in freight charges” of 
= Everyday words will be assumed to have everyday mean- 
ngs. 

Examples of the author’s failure to give proper weight to 
practical routing and commercial considerations in deriving his 
estimates of “traffic available” are too numerous to mention. 
He assumes that bananas and pineapples, for example, will leave 
their accustomed routings in order to use the St. Lawrence 
waterway for 74% months of the year; he overlooks the pulling 
power of the speculative exchanges and ‘large organized mar- 
kets in the case of such commodities as coffee, rubber, and 
hides; the cost of shifting from rail to water and back from 
water to rail with the turn of the seasons is minimized; the 
necessary seasonal production or buying, and therefore move- 
ment, of some commodities, like sugar and rubber, is apparently 
forgotten; that certain traffic (petroleum, vegetable oils, and 
rubber increasingly) requires tankers and that perishables re- 
quire refrigerator vessels for their movement, and that such 
vessels to be used effectively must make the quickest possible 
turn-around, the author appears to overlook; the costs to con- 
signee of the delays, irregularities, storage, etc., incident to 
using a water route are nowhere mentioned; and the effect on 
market prices of pouring out all our grain in the open season 
or buying all our coffee while the water route is navigable, is 
entirely overlooked. Possibly the author’s personal use of the 
phrase “traffic available’ makes it unnecessary for him to con- 
sider practical controlling factors such as we have mentioned. 


The longest chapter in the volume is that devoted to the 
grain trade. Much of the material is unnecessary and merely 
clutters up the argument. Suffice it to say that the author ex- 
pects a rate of 10 cents a bushel from the head of the lakes 
to Liverpool, yielding savings over present costs ranging for 
the most part from 7.2 to 12.1 cents per bushel, or a “total 
feasible saving on the-grain actually moving to seaboard .. . 
estimated to amount to $44,000,000.” In addition “an average 


~ 
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farm price improvement amounting to 5 cents per bushel may be 
expected throughout this (tributary) territory,” resulting in ad- 
ditional savings of $196,000,000 and total annual savings of 
$240,000,000. To obtain the direct transportation saving all of 
the grain need not move by the waterway; to obtain the larger 
saving it need not, in fact, move at all. “This (enhancement in ~ 
farm price) applies on all the grain raised in this territory, re. 
gardless of whether the grain enters the channels of trade or 
is consumed on the farm.” In the light of what we have said 
before, there is-no need to show how fatuous this argument 
really is. Nowhere is it shown how the farmer will be able to 
obtain or retain the fancied benefit. What the American con- 
sumer will get out of this is equally doubtful; having largely 
paid for the route, he will then be called upon to pay a higher 
price for the wheat he consumes! The author develops a 
separate “tributary area” for export grain (the only single com- 
modity so favored) and finds that this includes points as far 
west as Utah and as far south as northern Texas and Oklahoma, 
It is hard to characterize such optimism. 


One or two last points remain for consideration. The 
author, and the association for which he writes, are wholly un- 
mindful of the interests of the railroads. They insist that rail- 
road rates shall be reduced as a result of the water competition 
which they favor. But they do not see the humor of the situa- 
tion in which this places them: if rail rates on commodities 
“available for the waterways” (whether the waterway is avail- 
able for the commodities or not) are to be reduced, then other 
rail rates must be raised. Who will benefit then? Secondly, 
any reduction of rail rates destroys to that extent the “indicated 
savings” which they see in the water route. Success in one 
direction spells failure in another. If the Middle West is found 
to be entitled to lower transportation charges, why not go about 
the matter directly; why spend considerably more than the cost 
of the Panama Canal (after deducting expenditures chargeable 
to national defense) to bring the adjustment about? In short, 
there can be no escaping the conclusion that these advocates 
of the St. Lawrence waterway care nothing for the costs it 
would involve; if effective in holding rail rates down it would 
have served its primary purpose even if wholly unused as a 
transportation route. Other parts of the country have bene 
fited from the construction of the Panama Canal. Therefore: 
“It is necessary for the country as a whole, as well as for the 
citizens of these states, that this territory be given the benefits 
of the sea base. The full and fair influence of the Panama Canal 
cannot be realized until this shall have been accomplished.” 
You’ve had your turn; now it is ours. 


It is interesting to note, in conclusion, that the present 
volume, unlike its predecessor, has scarcely a word about the 
inadequacy of rail facilities or about the advantage of the St. 
Lawrence from the point of view of relative distances. This 
change in emphasis may be interpreted as recognition of the 
fact that for trade with those parts of the world which appear 
to promise most in the way of future development the route is 
at a severe disadvantage from the point of view of distance. 
Important hydro-power problems are not mentioned, though they 
add unavoidable complications. An amusing attempt is made to 
pay a complinient to the New York Barge Canal, but advocates 
of the latter undertaking will hardly be won over to enthusiastic 
support of this rival project. Charles S. Morgan. 

Washington, D. C., April 15, 1926. 


S. P. TO PARTICIPATE IN EXPENSE 


A contract covering the removal of 14 miles of track of the 
Southern Pacific from the site of the Coolidge Reservoir on the 
San Carlos Indian irrigation project with a saving of from 
$800,000 to $1,000,000 in the project’s construction costs has been 
executed at the Interior Department. 

The estimated cost of moving and relocating the tracks, 
which run across land to be flooded by the Coolidge dam, was 
between $1,800,000 and $2,000,000. Under the terms of the 
contract the Southern Pacific volunteers to share half the actual 
costs or agrees to pay all the costs in excess of $1,000,000. It is 
stipulated that the Secretary of the Interior shall notify the 
railroad company within six months which of these options is 
selected by the United States. 

Negotiations were conducted between Paul Shoup, executive 
vice-president of the Southern Pacific Railroad and Interior De 
partment officials during which an appeal was made to the rail- 
road to bear a portion of the costs of removing the tracks. 

The original estimate of the entire construction cost of the 
Coolidge dam was $5,500,000, which included between $1,800,000 
and $2,000,000 for removing and relocating the 14 miles of rail- 
road track. With the Southern Pacific agreeing to stand half 
of this expense, the total cost of the project will be reduced 
by approximately $1,000,000 or $10 per acre for the 100,000 acres 
of Indian and other lands to be irrigated under the project. 

The contract with the railroad provides that the actual costs 
of moving and relocating the tracks shall be figured on the basis 
of standard engineering and construction methods. 
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STOCKS, SALES, AND SHIPMENTS 


(Written for The Traffic World by C. E. McDaniel, traffic man- 
ager of the National Cottonseed Products Corporation, 
Memphis, Tenn.) 


When the National Cottonseed Products Corporation was 
organized, late in the summer of 1924, twenty cotton oil mills in 
Arkansas, Illinois, Kentucky, Missouri and Tennessee, were 
brought together as one big company. All of these mills had 
previously operated individually and unprofitably. 

Each of these companies had formerly made its sales of 
products individually, direct through brokers and dealers. It 
was the plan of the new organization to make all the sales 
through the sales department in the head office at Memphis. 
The margin of profit on cottonseed products is so small that 
one of the chief means the dealer has of making money is to 
buy tonnage to cover his sales at points from which he can 
ship to his delivery points on advantageous freight rates. In- 
stead of giving the dealers all the advantage in freight differ- 
ences, it was our plan to sell, as a general proposition, basis 
Memphis or Little Rock freights; then, when shipping instruc- 
tions were received, to allocate the sales to the mill from which 
we could make the most advantageous delivery, thus obtaining 
for the company some of the freight differences. 


When the new sales department finally began to function, 
early in October, a great many sales had already been consum- 
mated. The cottonseed crushing season usually begins in this 
territory early in September, after cotton-picking has begun and 
the gins have started to run. So, in addition to having a great 
many sales already“on our books, which we had to start ship- 
ping at once, we were well into the crushing season and were 
every day making additional sales of large tonnages of products, 
both for immediate and future shipments. 


On the sales department fell the task of devising a system 
for catching up with and keeping track of sales, the obtaining 
of shipping instructions from buyers, and the allotting of the 
contracts, so that each mill would ship those contracts which 
were the most advantageous to the different mills, from the 


point of view of freight rates to the different destinations of 
the sales. 


This being a new concern and somewhat of an experiment 
in the consolidation of independent oil mills, our people were 
not inclined to incur any more expense in the way of clerical 
help than was absolutely necessary. It was simply up to the 
sales department—which, by the way, consisted of two men, a 
boy, and a stenographer—to devise a comprehensive yet simple 


system. of keeping track of stocks and sales, as well as ship- 
ments. 


It was comparatively easy to ascertain every day what prod- 
ucts each mill would have for sale, as each mill sends to the 
accounting department a daily report, called the “Press-Room 
Report,” on which is shown a record of operations for the day. 
This report shows seed bought and received at the mill and seed 
bought but not yet received; products on hand from the previous 
day; products manufactured that day; and estimated products to 
be manufactured from seed purchased. The report also shows 
the products shipped, the balance actually on hand, and the un- 
delivered sales allotted to that mill for shipment. 


Our first consideration, then, was a plan to enable us to 
tell what sales we had on our books at any time and to keep 
right up with sales as made. To take care of this situation we 
devised a form we call a “Master Sheet,” which is simply a 
memorandum of each sale, taken from the actual contract. This 
form is in duplicate, the original being printed on pink paper, 
which we file alphabetically and numerically in a temporary 
loose leaf binder. In filing these sales memoranda, which carry 
a printed form for showing to which mills allotted and the 
tonnage allotted, in the temporary binder, we separate the 
contracts, putting all the contracts for any month together. By 
filing in this manner we can run through the contracts and tell 


in a few minutes what tonnage we have for shipment during 
each month. 


The duplicate of the “master sheet” is on white paper, and 
goes to the accounting department for its record, the duplicates 
of each day’s sales being accompanied by our “unallotted sales” 
form, which shows the unallotted sales from the previous day, 
plus the sales for the current day, less the sales allotted to the 
different mills for the day—leaving as a balance the unallotted 
sales for the day on which the report is made. 

When all the tonnage on one of the “master sheets” has 
been allotted to the different mills for shipment, the original 
sheet is taken out of the current loose leaf binder and filed in 
a similar permanent binder. In this permanent binder the 
contracts are filed alphabetically and numerically, but, as there 
is no longer any need for the separation as to the months of 
shipment, we dispense with the separation in the permanent file. 
' Against the permanent file are checked brokerage or com- 
mission bills, as each “master sheet” shows the different mills 
shipping all the tonnage and enables the accounting department 
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to apportion the brokerage or commission on sales to the mills 
shipping the products. 

We now come to our “allotment form,” which is in triplicate, 
the original being on green paper, the duplicate on blue paper, 
and the triplicate on white paper. After we receive shipping 
instructions from buyers and have determined from which mill 
we will ship certain tonnage, we make up an allotment to the 
mill for the tonnage it is to ship. 

The original of the allotment, or green sheet, goes to the 
shipping mill, with the amount of the tonnage, price, and time 
of shipment shown in the spaces provided in the form, and with 
the shipping instructions typewritten on the bottom of the form 
in a space left blank for shipping instructions. The duplicate, 
or blue sheet, is kept in the sales department and is filed tem. 
porarily in a loose leaf binder in which the allotments for each 
mill are separated. On the back of the “allotment form” there 
is printed a form for use of the shipping mill in keeping a record 
of the cars shipped against the allotment. The same form for 
record of shipments is also on the back of the duplicate allot- 
ment retained in the sales department. As the mill makes ship- 
ments the sales office is furnished with copies of invoices, which 
show the allotment number against which the shipments apply. 
When the copies of the invoices come into the sales office from 
the mills, they are immediately posted to the allotments against 
which they apply. In this way we can tell at a glance how many 
cars any mill has shipped against any allotment and how many 
cars are yet to be shipped against that allotment. 

We also post each car number from the invoice into a car 
record with pages-numbered from 00 to 99. In the car record 
we show the shipping mill, the allotment number against which 
the car applies, together with the mill’s invoice number. At 
any time we receive a telegram about any car shipped from any 
of our mills, all we have to do is to look up the car number 
in the car record and we are instantly referred to the shipping 
mill, the mill’s invoice number, and the allotment on which the 
car was shipped. From this information it is easy to ascertain 
all the details concerning the shipment, thus saving untold time 
and telegraphic expense, which might otherwise be spent in dig- 
ging up the same information. 

The triplicate of the allotment, or white sheet, of course, 
goes to the accounting department, with all the allotments for 
the day together with the “unallotted sales” form, as previously 
explained in regard to the copies of the sales memoranda. 

On the first day of each month we go through the contracts 
left in the temporary binder and make a list of unallotted sales 
for each month for which we have sales, making any adjust- 
ments necessary by reason of cancellations, etc. Thus, we start 
off each month with the total of the actual unallotted sales on 
the books. 

We are handling, with this simple system, without any out 
of the ordinary amount of confusion, eight to ten thousand cars 
of seed and products a season. We find that, with a little atten- 
tion in keeping right behind the mills for copies of all invoices 
just as cars are shipped, and by being careful to see that all 
invoices are posted to their respective allotments, as well as 
to the car record, we have little trouble in keeping track of 
stocks, sales, and shipments. 


PARCEL POST AND EXPRESS RATE BOOK 


G. R. Leonard and Company have made some interesting 
additions to their Parcel Post and Express Rate Book, at least 
two of which are, apparently, new. They have printed on a 
card nine by twelve inches, the names of sixty-eight of the prin- 
cipal cities of the country with the parcel post zones from each 


of these cities to the other sixty-seven. 
of the card are the parcel post rates for the different zones and 
a list of another thirty-three cities each of which takes the same 
rate as some city listed on the front of the card, so that the 
rates are given between a hundred cities, with a population of 
about thirty-one millions. It is, therefore, possible for a Chicago 
shipper at once to tell exactly how the parcel post rates from 
Chicago compare with those from any of the other sixty-eight 
cities listed. 

In the arrangement of class freight rates the rates are giveD 
from Boston and New England points, New York, Newark, Phil- 
adelphia, Baltimore, Cincinnati, Chicago, and’ Milwaukee to 
about a thousand places, covering every state in the Union. I 


cases where the rate depends on the routing, that also is 
indicated. 


COAL PRODUCTION AND SHIPMENT. 


Production of soft coal the week ended April 10, partially 
curtailed by the observance of Easter Monday, is estimated by 
the Bureau of Mines of the Department of Commerce at 9,429,000 
net tons, an increase of 389,000 tons over the preceding week. 
Production of anthracite is estimated at 1,793,000 net tons, a2 
increase of 244,000 net tons over the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended April 10 totaled 458,798 net tons, of which 
223,578 tons were for New England delivery. 
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The Wabash Direct Line between Kansas City and Buffalo forms 4 
an important link in the transportation chain extending from the 
Atlantic to the Pacific assuring through continuous service. 


WABASH FREIGHT TRAFFIC AGENCIES: 





ATLANTA, GA., 620 Healey Bldg. FORT WAYNE, IND., Freight Station QMAHA, NEB., 1907 Harney St. 
BIRMINGHAM, ALA., 1507 Jefferson Bank Bldg. HANNIBAL, MO., Freight Station OTTUMWA, IA., Passenger Station 
BOSTON, MASS., 331 Chamber of Commerce HOUSTON, TEX., 1029 Bankers’ Mortgage Bldg. PEORIA, ILL., 1117 Jefferson Bldg. 

Bldg. INDIANAPOLIS, IND., 413 Roosevelt Bldg. PHILADELP: HIA, PA., 1206 Widener Bidg. 
BUFFALO, N. Y., 972 Ellicott Square Bldg. KANSAS CITY, MO., 318 Railway Exchange PITTSBURGH, PA., 748 Oliver Bldg. 
CHICAGO, ILL., McKinloch Bl Bldg. QUINCY, ILL, Passenger Station 


CINCINNATI, O., 1007 Neave Bldg. 
CLEVELAND, O., 804 Park Bldg. 
DALLAS, TEX., 1516 Magnolia Bidg. 
DECATUR, ILL., Passenger Station 
COLO., 207 Ideal = 


= IA., 228 Johnson St. 
LE ROCK, ARK., 216 Gazette Bldg. 
tos ANGELES, CAL, 930 Van —— Bldg. ST. THOMAS 


MEMPHIS, TENN., 728 Exchange 
DENVER, MILWAUKEE, WiSs., ver ~ Majestic Bldg. 
DES MOINES, IA., Union Stati MINNEAPOLIS, MINN., —— Bldg. 
DETROIT, MICH., 1716 First ‘National Bank a ag RS Shier: Stati 


i Bldg. 
Bldg. ‘ NEW 0. » LA, 1113 Hibernia Bldg. TORONTO, ONT., 1101 Royal Bank Bldg. 
EAST ST. LOUIS, ILL., 211 Arcade Bldg. NEW YORK, N. Y., 815 Singer Bldg. TULSA, OKLA., 319 Kennedy Bldg. 


ST. LOUIS, MO., ny Pierce Bldg. 
SALT LAKE CITY, UTAH, 206 Judge Bidg. 
ONT., Passenger’ Station 












“FOLLOW THE FLAG” 


GENERAL OFFICES: 
RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 





ROUTE YOUR FREIGHT— CARE WABASH 
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THE TRAFFIC WORLD 


Questions and Answers 


In this department will be answered questions of both legal and 
nature. that confront persons dealing with traffic. A specialist 
on nterstate commerce law, whois a mémber of our legal department, 
w ll give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
blems. We do not des’re to take the place of traffic man but to 
Ip him in his work. j Z 
The right ‘s reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Tariff interpretation—Application of Combination Rule Tariff to 

Rates on Iron Ores 

Tennessee.—Question: The rate on ground iron ore Car- 
load from Chattanooga, Tenn., to Cairo, Ill., is $2.48 per gross 
ton, ag per Glenn’s Tariff No. 10, I. C. C. A-498. The propor- 
tional rate on the same commodity from Cairo, Ill., to Chicago, 
Ill., is $4.41 per gross ton, Jones’ Tariff 104-M, I. C. C. 1711. 

There is no joint rate published from Chattanooga to Chi- 
cago and the through rate is lowest combination. . 

Both tariffs are subject to the provisions of Agent Jones’ 
Combination Tariff No. 228, I. C. C.-U. S. 1, and if you will 
advise if it would be proper to employ the combination tariff in 
this case, the favor Will be appreciated very much. 

Answer: Agent Jones’ Tariff No. 228, I. C. C.-U. S, 1, pro- 
vides a basis for constructing a combination rate on iron ores. 

While we locate no opinion of the Commission in point it is 
our Opinion that the basis named in the combination rule 
tariff will apply in constructing a rate on ground iron ore, 
inasmuch as the term “Iron Ores” is a general term and con- 
tains no words of limitation as to the form of the ore. 

Rates—Released vs. Actual Value 

Missouri.—Question: I understand that the Commission 
has held that where rates are dependent upon actual valuation, 
as distinguished from a fictitious or “released” valuation, it 
is not necessary to secure relief under Section Twenty of the 
Act to Regulate: Commerce, before carriers made publication. 

Kindly state how the Commission has interpreted the law 
on this subject, and give me reference to any decisions cover- 
ing cases in point. 

Answer: In Crown Overall Mfg. Co. v. Director General, 
100 I. C. C. 471, the Commission, as is stated in Cudahy Pack- 
ing Co, vs. Director General, 104 I. C. C. 705, made a distinction 
between rates on which a declaration of value was required as 
the released value, which is forbidden under Section 20, and 
those where the declaration required is the actual value of 
the shipment, in which the underlying principle is that the 
articles covered by the different groups of valuation are in 
fact so different from a transportation standpoint as to con- 
stitute in effect different commodities. 

In:the former case the Commission said: 


For years it was the custom of carriers, in addition to maintain- 
ing rates published in the ordinary manner, to maintain for applica- 
tion on certain classes of commodities rates known as released rates 
and rates herein called actual-value rates. The purpose of main- 
taining released rates was that the shipper might have a choice of 
two rates, under the higher of which unlimited carrier’s liability 
attached and under the lower of which the shipper, in consideration 
of the reduced rate, by fair and reasonable agreement declares or 

that for the purpose of claim in case of loss or damage the 
value of his shipment is a certain amount, or not in excess of a 
certain. amount. These rates were intended to cover classes of 
property as to which it is difficult or impossible to determine, after 
loss or damage, what was the actual value thereof, such, for instance, 
as ant movables, certain other kinds of secondhand goods, 
and ordinary live stock. The Supreme Court of the United States 
- sustained the validity of released rates, holding that in view of his 
representations to the carrier at the time of shipment the shipper 
is bound by his declaration.or agreement and estopped from claim- 
ing or recovering more than that value in case of loss or damage 
to the property. Hart vs. Pennsylvania Railroad Co., 112 U. S. 331; 
Adams press Co. vs. Croninger, 226 U. S. 491. 

Actual value rates are rates the application of which is dependent 
upon the actual value of the commodity not exceeding a specified 
amount; and as a rule the tariffs publishing such rates require a 
da on in writing by the shipper that e actual value of the 
comm ty shipped does not exceed the amount specified by the 
tariff, The Pr nciple underlying these rates, entirely different from 
that underlying released rates, is that the articles covered by the 
different ge of valuations are in fact so different as to consti- 
tute in effect. different commodities. There is no holding forth by 
the carrier of an offer to transport goods of the higher values at 
the lower rates in consideration of release by the shipper of the 
carrier’s liability, and any willful misstatement by the shipper of 
the value of his goods forwarded under such rates is a misbilling 
which may subject the shipper to prosecution under the criminal 
provisions of the statutes. hese rates were made to cover com- 
modities of wide-range in values, such as furniture, alcoholic liquors, 


and ores; and they operate to the ultimate advantage of shippers 


in afford: 


rates made with more particular reference to the actual 
value of 


e articles shipped. 


in Crown Overall Mfg.-Co, vs. Director-General; 


ie finding 
100 I. C, C, has been followed in the following cases: San An- 
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tonio Paper Co. vs. Director-General, 102 I. C. C. 248; Texas 
Farm & Ranch Publishing Co. vs. Director-General, 102 I. C. C. 
581; Woolner Distilling Co.-vs, Director-General, 102 I. C. C. 605; 
HellégxBros. vs. Director-General, 102 I. C. C. 749; Cudahy Pack. 
ing Co, vs. Director-General; 104 I. C. C. 705 and New York Fed- 
eral Reserve Bank vs. American Ry. Express Co., 107 I. C. C. 4. 
Rates—Reasonableness of—Rates of Competing Lines 

Missouri.—Question: We are confronted with a complex 
heen ig Faarg n ,.We are located on the X and Y Railroads, 
The Y es place both loaded and empty cars on the inter. 
change track and assess a charge of $6.30 when making delivery 
to the X Railroad. The X Railroad in turn absorbs only $3.60, 
which is their published switching tariff rate from the X Railroad 
to the Y lines, both on state and interstate shipments. 

The Y lines absorb the X Railroad charge of $3.60. The 
switching performed by each line is identically the same. The 
$3.60 rate per car-is an old established rate. The Y Lines 
have increased their charges from $3.60 to $6.30 in the past 
six months, 

What we desire to know is, if it is permissible for each 
carrier to charge different switching rates when the service is 
the same and within the same switching limits. 

Answer: In Marley & Son vs. N. & W. R. Co., 11 I. C. C. 617, 
the Commission said: 


There is no provision in the law requiring that rates shall be 
the same over all lines between the same points, and the existence 
of a lower rate by a short line, while having some bearing, does 
not of itself indicate the unreasonableness of-a higher rate by the 
route actually used. 


Whether or not the rates of carrier Y are unreasonable since 
the date of increase is a matter to be determined from all the 
circumstances and conditions which affect the determination 
of whether a rate is unreasonable. 


The fact that lower rates are published by Carrier B for 
a like or similar service, while not controlling, is of some weight 
in the matter. 


Leases of Carriers to Shippers—Provision Relating to Routing 
of Traffic 


New York.—Question: We are negotiating with a certain 
railroad company for lease of land on which buildings belonging 
to this association are located. In the lease presented to us 
for execution is a clause reading: 


Said lessee further convenants and agrees to give to said lessor, 
its successors or assigns the transportation of all materials and 
products under the control of said lessee, yg to and from A— 
aforesaid from and to all points reached by the lines of said lessor, 
its controlled and allied companies and their connections, provided 
that the rates for such transportation shall be as low as by any 
other line or lines of railroad to and from the same points. 


In view of the opinion of the commission as set forth in 
Conference Rulings Nos. 94, 325, and 421, we are of the opinion 
that it would be illegal for us to execute lease containing the 
above provision, and I would like to know if there has been 
any further legislation or opinions on this question before the 
Commission, and if a decision has been handed down. 

Answer: In Docket 6562, Leases and Grants by Carriers to 
Shippers, 73 I. C. C. 671, the Commission, in stating its conclu- 
sions, said, in part, as follows: 


No justification exists for the leasing of railway lands to indus- 
tries at a nominal rental charge. In cases where nominal or wholly 
inadequate rentals are reserved in leases it is evident, and indeed 
conceded, that traffic considerations are the moving cause so far 
as the carriers are concerned. Where it clearly appears that the 
traffic of the lessee is in part the consideration for the lease the 
conclusion follows almost inevitably that the transaction amounts 
to a concession to the shipper-lessee, in violation of the Elkins Act 
and of sections 2 and 6 of the interstate commerce act. 

A provision in a lease of railway land whereby a shipper agrees 
to route over the lines of the lessor carrier or its connections all 
or any part of the traffic which the shipper is able to route amounts 
to an acknowledgment that the consideration for the making of the 
lease was in part the exchange of traffic by the shipper for the 
right to occupy the land. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
April 1 was 66.6, according to the semi-monthly statement of the 
car service division of the American Railway Association. By 
classes of equipment the percentages were as follows: Box, 55.7; 
refrigerator, 76.9; coal and coke, 73.5; stock, 90; flat, 75.5; 
tanks and others, 95. By districts the percentages by classes 
of equipment were as follows: Eastern, 54.6; Allegheny, 74.1; 
Pocahontas, 60.8; Southern, 65.4; Western, 71.9. 

The semi-monthly bulletin of percentages of freight: cars 0D 
line to ownership as of April 1, Class I roads, showed the follow- 
ing: Eastern district, 97.7 as against 96.9 a year ago; Allegheny, 
104.2 as against 103.4 a year ago; Pocahontas, 77.3 as against 
84.7 a year ago; Southern, 107.8 as against 102.6 a year ago; 
Western, 94.9 as against 97.2 a year ago; all districts, 98.3 a5 
against -98.5-a year ago; Canadian roads, -93.1-as against 90.4 
a year ago, ' 
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Lehigh Valley Railroad. 
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Five points of 
Lehigh Valley Service 


as 


Convenient 
Terminals 


Convenient 
Train Service 


World’s 
Heaviest Rail 


Scenic Route 


Niagara Falls 


Pennsylvania Station, in the heart of New York 
City; Reading Terminal, Philadelphia; Main 
Street Terminal, Buffalo; Union Station, 
Toronto; Michigan Central Terminal, Detroit; 
Dearborn and Central Stations, Chicago. 


Daily through Pullman service between New 
York, Newark and Philadelphia and Ithaca, 
Rochester, Buffalo, Niagara Falls, Toronto, 
Detroit, Port Huron, Flint, Lansing, Battle 
Creek and Chicago. 


A roadbed constantly maintained at the highest 
standard of efficiency and the heaviest rail in 
general railroad use make for smooth, comfort- 
able riding on the Lehigh Valley. 


To the daylight traveler the Lehigh Valley 
offers one of the most interesting and enjoyable 
rides in eastern United States. 


The Lehigh Valley is the direct route via 
Niagara Falls, where stop-over is permitted. 


CThe Route ef The Black Diamond 
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DOCKET OF THE COMMISSION 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


April 26—Minneapolis, Minn.—Examiner Disque: 
1. & S. No. 2646—Milk and cream between points in the northwest. 


April 26—Washington, D. C.—Examiner Law: 
Finance No. 3718—Excess income of the El Dorado & Wesson Ry. 
Co. (Further hearing.) 
April 26—Washington, D. C.—Chairman Eastman: 
15879—Eastern Class Rate Investigation. 
April 26—Washington, D. C.—Examiner Walter: 
Valuation No. 305—In re tentative valuation of the property of New 
Orleans Great Northern R. R. Co. 
April 26—Hattiesburg, Miss.—Examiner McChord: 
1 Lng — Lumber & Manufacturing Co. vs. Miss. Cent. 
0. 


April 26—Houston, Tex.—Examiner Money: 
14940—Application of rates on cotton to Gulf ports. 
13991— Weatherford, Crump & Co. vs. A. & 8. Ry., et al. 
11965—Galveston Commercial Assn. et al. vs. A. & S. Ry. et al. 


April 26—Spokane, Wash.—Commissioner Campbell: 

17461—L. D. McFarland Co. vs. Gt. Northern Ry. et al. 
17975—Eggers Pole & Supply Co. vs. C. M. & St. P. Ry. et al. 

April 26—New York, N. Y.—Examiner McGrath: 
17880—-United Zinc Smelting Corp. vs. Penn. R. R. et al. 

April 26—Los Angeles, Calif.—Examiner Howell: 
17781—Simpson-Ashby Co. vs. Southern Pacific Co. 
17731—Commercial Associates, Inc., vs. H. V. Ry. et al. 

April 26—Chicago, Ill—Examiner Carter: 

oo Improvement Co. vs. B. & O. Chicago Terminal 
R. R. et al. 
17615—Montgomery Ward & Co. et al. vs. A. & S. Ry. et al. 

April 26—Mobile, Ala—Commissioner Taylor: 

1. S. No. 2651—Canned goods from Mobile & Ohio R. R. stations 
to Miss. Valley points. 

April 27—Washington, D. C.—Examiner Weed: 

Finance No. 3392 (Sub. No. 2)—Application of Section 15a of the 
interstate commerce act to electric railways. 

April 27—Los Angeles, Calif.—Examiner Howell: 
17799—Stauffer Chemical Co. vs. Pacific Electric Ry. Co. et al. 

April 27—Dallas, Tex.—Examiner Berry: 
17535—Higginbotham-Bartlett Co., Inc., vs. A. & V. Ry. et al. 

April 27—Peoria, Ill.—Examiner Trezise: 
17413—The Keystone Steel & Wire Co. vs. C. & A. R. R. et al. 

April 27—Chicago, Ill._—Examiner Carter: 
17840—Black Servant Coal Co. vs. Ill. Cent. R. R. et al. 


April 28—Washington, D. C.—Examiner Davis: 

Finance No. 5431—Application Missouri Pacific R. R. Co. for author- 
ity to acquire control of the Marion & Eastern R. R. Co. by pur- 
chase of capital stock. 

April 28—Washington, D. C.—Assistant Director Burnside: 

Finance No. 2570—Deficit Status of United Ry. 

April 28—Chicago, Ill.—Examiner Disque: , 

Fourth Section Application No. 469 of F. A. Leland—In re rates 
packing house products, etc., from Texas and Oklahoma points to 
Ark., ., La., Mo., Okla., Miss. River Crossings, etc. 

Fourth Section Application No. 1848, filed by W. H. Hosmer. 

— a Application Nos, 12788, 12795 and 12806, filed by 

. ae and. 

Fourth Section Application No. 12807, filed by A. C. Fonda. 
April 28—Washington, D. C.—Examiner Hendon: . 
‘Valuation No. 675—In re tentative valuation of the properties of 

— Valley R. R. Co. and the Wichita & Midland Valley 
4 10. 


April 28—Washineton, D. C.—Examiner Potter: 
Valuation No. 693—In re tentative valuation of the property of the 
Buffalo Creek & Gauley R. R. 
April 28—Hazlehurst, Miss.—Examiner McChord: 
17423—Lotterhos & Huber et al. vs. A. & V. Ry. et al. 
16218—Mississippi Farm Bureau Truck Assn. vs. A. & V. Ry. et al. 
1. & S. No. 2634—Refrigeration Charges on Vegetables from Louisi- 
ana and Mississippi. 
April 28—Chicago, Ill.—Examiner Carter: 
17551—-Swift & Co. vs. Ga. & Fla. Ry. et al. 
April 28 (not April 19)—Chicago, Ill—Examiner Trezise: 
* 1, & S. No. 2632—Grain and grain products, Kansas and Missouri to 
Gulf ports. 
April 29—Harrisburg, Pa.—Public Service Commission of Pennsylvania: 
Finance No. Application of Clarion River Ry. Co. and John D. 
Dickson as receiver of the Pittsburgh, Shawmut & Northern R. R. 
Co., Lessee, for authority to abandon a line of railroad in Elk 
County, Penna. 
April 29—Chicago, Ill.—Examiner Disque: 
1. & S. 2644—Plumbers’ Goods for Mississippi River Crossings to 
Oklahoma City, Okla. 
April 29—Los Angeles, Calif.—Examiner Howell: 
“> H. Baxter & Co. vs. Southern Pacific Co. (Further hear- 
ng. 
April 29—Dallas, Tex.—Examiner Berry: 
17453—Fisher Supply Co. vs. A. & V. Ry. et al. 


April 30—Milwaukee, Wis.—Examiner Trezise: 
17490—Fred C. Mansfield Co. vs. C. & N. W. Ry. et al. 


April 30—Argument at Washington, D. C.: 

* Finance No. 5134—Application of Minnesota Western R. R. Co. for 
authority to construct an extension of its line from Lake Lillian 
to Dawson, Minn. 

April 30—Chicago, I!l.—Examiner Carter: 

17965—J. P. Harden vs. The Pullman Company. 
May 1—Milwaukee, Wis.—Examiner Trezise: 
1. & S. No. 2626—Potatoes from Western Trunk Line Territory to 
Missouri. 
May 1—Jackson, Miss.—Examiner McChord: 
16133—Jackson Traffic Bureau for Hannah Distributing Co. et al. vs. 


A. . Ry. et al. 
17651—Yerger Oil & Fuel Co. vs. M. K. & T. Ry. et al. 
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May 1—Dallas, Tex.—Examiner Berry: 
17923—-The Boyle American Potato Co. et al. vs. Santa Fe Ry. et al. 
ey 3—Lubbock, Tex.—Railroad Commission of Texas: 

* Finance No. 5372—Application Pecos & Northern Texas Ry. Co. for 
authority to construct a line of railroad in Floyd County, Tex. 

May 3—Lexington, Ky.—Examiner Boles: 

* Finance No. 5322—Application of Louisville & Nashville R. R. Co, 
for authority to construct a line of railroad in Harlan County, 
Ky., and Lee County, Va., and to operate under trackage rights 
over the Interstate Railroad between Norton and Miller Yard, Va. 

we 3—Schenectady, N. Y.—Examiner McGrath: 


62 (and Sub. Nos. 1 to 3, incl.)—Caruso, Rinella, Battaglia Co., 


Inc., vs. Nfk. Sou. R. R. et al 


May 3—San Francisco, Calif.—Examiner Howell: 
17740—J. H. Baxter & Co. vs. Sou. Pac. Co. 


May 3—Indianapolis, Ind.—Public Service Commission of Indiana: 
wt Magoo ae eee of “og a Ry. re med @ cer- 
c convenience and necess authorizin 
abandonment of its railroad. J aie: 


May 3—Washington, D. C.—Examiner Boyden: 
Valuation yy a re tentative valuation of the property of 


M. : M. yd Co. 
‘ Valuation No. 406—In re tentative valuation of the property of Wis- 
consin Central Ry. Co. et al. 


’ Valuation No. 326—In re tentative valuation of the property of Wis- 
censin & Northern R. R. Co 


Valuation No. 542—In re tentative valuation of the property of the 
Minnesota Northwestern Electric Ry. Co. 


May 3—Washington, D..C.—Examiner- Harriman: 
17722—-Artemis-Jellico R. R. vs. L. & N. R. R. Co. et al. 
May 3—Milwaukee, Wis.—Examiner Trezise: 
17742 (and Sub. No. 1)—The Palmolive Co. vs. Santa Fe Ry. et al. 
May 3—Dallas, Tex.—Examiner Berry: 
17947—Lone Star Gas Co. vs. Santa Fe Ry. et al. 
May 3—Florence, Ala.—Examiner McChord: 
17805—Celbert Limerock Asphalt Co. et al. vs. A. G. S. R. R. et al. 
Portions Fourth Section Application No. 1747 et al. 


May 3—Chicago, Ill.—Examiner Carter: . 
17447—Chicago Wool Trade Assn. vs. B. & O. R. R. et al.. 


May 4—Boston, Mass.—Examiner McGrath: 
No. 2602—G 


1. & S. No. reen and Green Salted Hides, Southern Points 
to Eastern Destinations. 


Portions Fourth Section Application Nos. 542 et al. 


May 5—Boston, Mass.—Commissioner Iewis and Examiner Mulen: 
|. & S. No. 2635—Milk and cream between New England points. 
May 5—Argument at Washington, D. C.: 
15855—Board of Trade of City of Chicago vs. C. B. & Q. R. R. et al 
15854—-Utah Idaho Sugar Company vs, C. R. I. & P. Ry. et al. 


PROGRESS OF VALUATION WORK 


As of March 31, the Bureau of Valuation of the Commission 
had completed tentative valuation reports in 756 cases, covering 
1,104 properties and 141,263 miles of railroad, and had served 
them on the carriers. The mileage covered is 57.7 per cent of 
the mileage to be valued. 

_ A total of 869 reports on 1,285 properties, embracing 158,329 
miles, or 64.7 per cent of the total, had been completed up to 
March 31, but not all had been finally approved by the bureau. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended April 17 totaled 12,898 cars, as compared with 11,027 cars 
the preceding week, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. The bureau said 
that rapid gains in shipments of Texas onions, western lettuce 
and California oranges caused the increase. Shipments were 
reported as follows: 


Apples, 889 cars; asparagus, 239 cars; cabbage, 930 cars; cauli- 
flower, 64 cars; celery, 700 cars; cucumbers, 49 cars; eggplant, 
imports, 6 cars; grapefruit, 337 cars; imports, 25 cars; green 
peas, 91 cars; imports, 1 car; lemons, 227 cars; lettuce, 989 cars; 
mixed citrus fruit, 134 cars; mixed vegetables, 922 cars; imports, 
37 cars; onions, 568 cars; imports, 8 cars; oranges, 2,308 cars; 
pears, 5 cars; peppers, 13 cars; imports, 76 cars; spinach, 438 
cars; strawberries, 242 cars; string beans, 165 cars; sweet potatoes, 
240 cars; tomatoes, 251 cars; imports, 178 cars; potatoes, 2,777 
cars; imports, 276 cars. 


CHANGES IN DOCKET 


Hearing in Finance No. 5088, application Missouri Pacific 
R. R. Co. for authority to construct a branch line of railroad 
in Anderson and Allen counties, Kansas, assigned for April 21 
at Kansas City, Mo., before Public Service Commission of Kan- 
sas, was canceled. 

Argument in No. 15300, Thornton-Claney Lumber Co. vs. M. 
& O. R. R. Co. et al., assigned for April 19, at Washington, D. C., 
was canceled. 

Hearing in No. 17558, Farley & Loetscher Manufacturing Co. 
et al. vs. A. C. & Y. Ry. et al., assigned for April 22, at Des 
Moines, Ia., before Examiner Trezise, was postponed to a date 
to be hereafter fixed. 

I. -and S. No. 2641 (2d supplemental order); combination 
rule on brick and related articles in Western Trunk Line terri- 
tory, was set for hearing before Examiner Trezise, at Des 
Moines, Ia., April 22. 

Hearing in No. 17729, Worth Mills et al. vs. Santa Fe Ry. 
et al., assigned for April 24, at Dallas, Tex., before Examiner 
Berry, was canceled. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON 
MILL8 BUILDING 


cae EAR B. oanener STREET 
Phone, Main 6848 


Telephone, State 8635 
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Why the "Aulsmalic 


is replacing Non-Expanding Files, Box 
Drawers and Binders for filing Tariffs 


You can read the whole front 
form. of any tariff without re- 
moval from the file. 



























Every tariff and supplement 
instantly available. You can 
Femove or replace any issue 
without disturbing others. 


A gentle push to close the 
drawer and all tariffs are safely 
compressed, Automatically. 






Automatic conven- 
ience plus handy 
counter, reference top 
and office divisions at 
cost of merely files. 


No. 3500T COUNTER HIGH 
Tariff File, 42 in. high, 11% 
wide, 24%4 deep. Bolt to- 
gether into solid weaning 
continuous counters. 

tains 8 Automatic V = 
panding Tariff Files. 









7 feet of solid tariffs on 
only 2 square feet of 
floor space. 






No. 5400T Extra Capacity 
56 inches high, 11% an 
241%4 deep. Like all Automatic 
V Expanding files, drawers op- 
erate on perfected 10 roller-ball 
bearing suspension slides and 
have safety drawer latches. 






















Write for New Catalog No. 26T, 
Prices and Tariff Literat re 

THE AUTOMATIC FILE & INDEX CO. 
East 10th St., Green Bay, Wis. 
Chicago Branch, 40 S. Wells St. 
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The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an important factor in your determination of 
a location. 


With an experience obtained through over forty 
of constant contact with such problems, 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 


J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station 
Chicago 
Telephone Harrison 3690 


The Belt Railway Company of Chicago 
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ala. 


[Tlime Saver 


[Rleliable 

Vp Sx Alecommodtng Action 

[le [1 ]ndustrial Opportunities 

ree = ° «© [LJabor— All Kinds Available 
[Wle Want You With Us 

[Allive to Your Requirements 

~ _ [Y]esterday, Today, Tomorrow — 
Always the 


= [Co-operative Policy 
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Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 





LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
| Chicago Rate Basis 
Open Shop Labor Conditions 
Low ‘Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 
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Booklet explaining L M S unusual 
F ree Warehousing Plan mailed free on request 


Save Money by 
Storing in England 


ERE’S important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern: distribution is at 
your command—always! There are more than 300 
LM S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit — 
are cut to an irreducible minimum. 


HA 


The average LM S charge for handling, stowing 
and delivering out of store as required is only 2/3 of a 
cent per 100 Ibs. inclusive. 


The L M S is the one British Railroad which serves with its 
own lines all major British Ports. LM S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. LMS storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 
RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The LMS New York Office 
offers every co-operation to 
helb you solve the problem 
of distribution in Britain. 
Address THOS. A. MOFFET, 
Freight Traffic Manager in 
America, ONE BROAD- 
WAY, NEW YORK. 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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“DELAWARE & HUDSON 


Offers a Highly Developed Service 


for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway 
Canadian National Railways 
Quebec, Montreal & Southern 


Boston & Maine 
Boston & Albany 
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And Their Connections 


DELAWARE & HUDSON SUPER-POWER ENGINES 


eoreereree eee eee eeee 


ee eee eens 


a Wilkes-Barre, Pa. 


ia Binghamton, N.Y. 
via Owego, N. Y. 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 


which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


ALBANY, N. Y.—Telephone Main 3380 
J. E. es Milk Agent, 


Building 
Cc. F > Beek General Eastern Freight Agent, 


D&H 


ATLANTA, Gh. Tdekens Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 


913 Healey B 


ere fg MASS.—tTelephone Liberty 4106-4107 
F. Wheeler, New England Freight Agent, 
Basse Chamber of Commerce Building 
— N. Y.—Telephone Seneca 853 
H. W. Haas, General Aooet, Freight Department, 
722 Ellicott Square 
CHICAGO, ILL.—Telephone Wabash 8994 
J. A. Flanders, Jr., General Agent, Freight Dept., 


1101-02 Webster 


327 So. LaSalle St. 
MONTREAL, QUE.—Telephone Uptown 7424 

James Fitzsimons, General Canadian Freight Agent, 

106 Drummond Bldg., 511 St. Catherine St., West 

NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 

Max V. Beckstedt, General a Freight Dept., 


1446-48 Woolworth Buil 
233 Broadway 


”? 


ROUTE OF 
THE MONTREAL LIMITED 





Ww. 


F. 
F. 
Cc, 
L. 


Building 


G. 
N. 
Ww. 
E. Ro 
F. 


General 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


errs N. Y.—Telephone 1500 
A. W. Adios. Davis vision Fre 


191 Main 
PEARL SIA. PA.—Telephone Rittenhouse 1271 
Ww. Chase, Freight 


neral Southern 


Ties ie Finance Building, 


1420-26 South Penn Square 


Freight Agent, 


Agent, 


PITTSBURGH, PA.—Telephone Smithfield 1212 
Y. Baldwin, General Agent, Freight Department, 


PLATTSBURG, N. Y.—Telephone 698 
E. H. 


513-51 


4 Bessemer Buil 


H. A. Dietz, General Traveling Coal Agent, 
513-514 Bessemer Building 


Story, General Freight Agent, Albany, N. Y 
Hiller, a. Gen. Freight Agent, Albany, N. 


Nyland, Coal 


Agent, Albany, 
Rolfe, Assistant General Traffic 


Dow, vay non fee Agent, 
101 Bridge 8 
ee ag ay ~ 


N. Y. 


PA, Telaphene Bell 4751, Con. 557 

oe Division Freight Agent, 

D & H Passenger Station 

ST. Loum, MO.—Telephone Garfield 1651 

Stewart, General Agent, Freight Department, 

Mipaiieas Pierce Building 

bia N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 

Union Station 


Manager, bi he 
Perry, Assistant to General Traffic Manager, 7 Sool N. Y. 


Ww. J. MULLIN, 
Traffic Manager 


ALBANY, N. Y. 


J. T. LOREE, 
Vice-President and General Mgr. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 
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ROUTE OF 
THE MONTREAL LIMITED 
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PORT or SEATTLE 


The Shortest, Most Direct Route to the Orient 


Follows the Great Circle 


Loading grain at the Port of Seattle. 1,000,000-bu. grain elevator. 


The Seattle route is located on the great circle, which is the shortest 
distance between the Orient and the United States. 


The value of this advantage was demonstrated during the war. At that 
time, when freight and charter rates were high, Seattle jumped very quickly 
in the lead of all other Pacific Coast ports. _In the commerce of today, 
time is a great factor and must be considered. 


Low Storage Rates Low Insurance Rates 


No Wharf Charges Against Shipper on Transcontinental Cargo within 
Ten Days 


Direct your shipments by Port of Seattle 


ADDRESS 


PORT or SEATTLE 


SEATTLE, WASHINGTON 


. Write Traffic Department for Rates, Space and Sailings 
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"PORTLAND 


“MENOMINEE 


FREIGHT SERVICE \ee 


°>CHICAGO 
Between 


AO on All Points in the East and South 


5 and 
“ Northwest, Western Canada 
North Pacific Coast , 


ye “GRAIN BE EL 


: PR = = 
| STEEL 
pa 


avegpidb 2 


To avoid delay, shipments toe. Canadian destinations must be a ed by SHIPPERS’ EXPORT DBGLARATION MADE IN TRIPLI- 
CATE. This document =o e be delivered ‘palbeoea a ‘agent at initial = ag with the shipment a 
ompany same to Canadian port of en 
A . ENCIES 
Buffel a ¥, 
— iL, fot at rd runt Bide 
Chippewa Falls, 
, ineinnati, O., 708 Traction 
‘Cleveland, 0.. 915 Union ‘Trust 


Bldg. 
Bidg., Looust St. at 15th. Winnipeg, Man., 603-604 Lombard Bldg. 
Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE - 
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SOUTHERN PACIFIC LINES 
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